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DEMAND FOR REDUCED RATES 

The first of what may, perhaps, be expected to be a 
series of applications for general decreases in freight 
rates has been filed with the Interstate Commerce Com- 
mission in a formal complaint by live stock shippers in 
the western district. A sad picture of business condi- 
tions in their industry is drawn by the applicants and a 
strong plea is made for reductions in freight charges, 
which are represented as being much too high under 
present circumstances, even if they were not too high 
when advanced by the Commission in its decision in Ex 
Parte 74. 


It is not our purpose to dispute these allegations in 
the complaint. Indeed, we recognize that the high level 
of freight rates is a burden on some kinds of business 
and in some localities. The live stock situation in the 
West may be a case in point. We realize that the great 
rate problem now—the greatest except the wider and 
all-including one of making rates so that adequate reve- 
nue will be provided for the carriers—is that of revising 
and readjusting rates so that high charges will not pre- 
vent business from moving and thus defeat their own 
purpose. The railroads as well as the shippers see this. 
What can be done or ought to be done in the western 
live stock situation remains to be seen after the evidence 
is heard. 


We wish, however, that this live stock situation 
could have been brought to the attention of the Com- 
mission or worked out with the carriers without an at- 
tack on the transportation act or the Commission’s gen- 
eral policy in the administration of it. There are things 
in the law that we do not like and there are, doubtless, 
flaws in the Commission’s policy; but we do not think 
that now is the time to attack that law—except as at- 
tack may be made in a helpful and constructive way— 
and to do so in a complaint of this sort removes that 
complaint—to the extent that this line of argument is 
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used—from the realm of the specific, placing it in the 
same category with other general attacks on the new 
transportation act as a proper and effective means of 
securing adequate revenue to the carriers. In other 
words, this kind of attack by live stock shippers is the 
kind that might be made by anybody. It is not an ar- 
gument for a readjustment of live stock rates in the 
West, but for tearing down the transportation law of 
the land. 

Some of the men who have filed this complaint are 
among our leading transportation thinkers and attorneys 
on the industrial side. We should like to ask them how 
they would have the transportation act amended to meet 
the neéds of the situation, and what the results of their 
amendments would be, not only on live stock, but on 
conditions generally. We ask this, not in the spirit of 
criticism, but in the hope that something constructive 
may result. It is well enough for a shipper who believes 
his rates are too high to say that the law is bad and 
ought to be changed so the Commission could not per- 
mit such charges; but what is to be done about it? The 
railroads must have adequate revenue if they are to fur- 
nish proper transportation. The shipping public must 
realize this. It is not merely a question of making money 
for the owners of the railroads. What is an adequate 
revenue and how is it to be obtained? 


THE RAILROAD LABOR ISSUE 

We may be sadly lacking in vision and imagination, 
but to us all the talk that the application of the carriers 
before the Labor Board for abrogation of the national 
labor agreements and rules of working conditions ema- 
nates from “Wall Street” and is part of a “huge con- 
spiracy” to weaken the power of labor organizations, 
seems exceedingly silly. We hope the U. S. Railroad 
Labor Board will be as little inclined as we are to be led 
astray by the mouth-filling phrases of high-priced labor 
attorneys and demagogic labor leaders and will confine 
itself to the only issue involved—are the agreements and 
rules in question burdensome and unfair? If they are 
so, they should be abrogated, whether the railroads need 
the additional money their abrogation would bring, or 
not. If they are not, then it is up to the railroads to 
give some other reason for their abrogation. 

If weakening the power of labor organizations 
means to take away from them the power of keeping in 
force a set of rules that are unjust, unfair, and, in many 
cases, absolutely ridiculous, merely that labor may profit 
without work, then, of course, the issue is one of 
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will be glad to respect shipper’s routing 
when routed via “Jackson, Tennessee, 
ene Gulf, Mobile & Northern Rail- 
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sf | New Orleans. 

If you are using the Port of New 
Orleans and desire excellent service, 
such service can be secured by routing 
your shipments “via the Gulf, Mobile & 
Northern Railroad.” 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, lidianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

J. A. SIMMONS, General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway Agent or address the C. I. & W. R. R. at any of the following points, where we have 
General Agents: 


















Cc. I. & W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 1210 Barclay Bldg., New York 
330 Reisch Building, Springfield, Ill. 337 Marquette Bidg., Chicago 728 Monadnock Bldg., San Francisco, Calif. 
894 Arcade Building, St. Louis, Mo. 312 Park Bldg., Pittsburgh, Pa. 509 Wesley-Roberts Bldg., Los Angeles, Calif. 






107 Railway Exchange, Kansas City, Mo. 41 Porter Bldg., Memphis, Tenn. 514 Colman Bldg., Seattle, Wash. 
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whether the power of labor shall be broken. But, as we 
see it, and as we hope the Labor Board will see it, and 
as it ought to be seen by everybody, the issue is merely 
one of justice and fairness without regard to whether 
the railroads need the additional revenue that would re- 
sult from their winning, or whether the men will get 
less compensation if they lose. So far as the real ques- 
tion is concerned, it makes no difference whether the ap- 
plication of the carriers emanated from Wall Street or 
from some other street. We don’t know whether J. Pier- 
pont Morgan, E. H. Gary, John D. Rockefeller, and all 
the other men who ought to be shot for having money, 
are a party to this wicked conspiracy to bring about a 
return to pre-war sanity or not, and we don’t care. We 
don’t know whether “Big Tim” Murphy, “Umbrella 
Mike” Boyle, and all the other unhanged Chicago labor 
crooks and gunmen are with the railroad brotherhoods 
in fighting the conspiracy or not, and we don’t care. The 
question is not who asks and who opposes or what clever- 
tongued orators are employed to make black seem white 
or the worse appear the better reason; it is what is right 
and what is wrong. That is usually a simple question 
to answer. As a matter of fact, the board need not even, 
in answering it, try to determine whether the finances 
of the carriers are in bad condition. Rich or poor, they 
ought not to be pestered by rules that have no justice or 
reason behind them. 

There is more or less ignorance as to just what spe- 
cific questions are confronting the Labor Board for set- 
tlement and just what the so-called national agreements 
and working rules are. It may be well to illustrate. 
chosen at random—cited 





Following are two instances 
in the recent hearings before the Labor Board to show 
how the railroads are compelled to pay large sums for 
time not spent by workmen in productive labor: 


On the Cincinnati, Indianapolis and Western Railroad a 
mechanic was required to make a trip to an outside terminal 
for work which required about one hour’s time. The man slept 
at the terminal all night, but on his return to his home station 
claimed time and a half and double time for the period covered 
by his absence, causing the railroad company to pay him $34.84 
for one hour’s actual work. 

Chicago, Great Western Railroad: A wrecking crew arriv- 
ing back at its home station two days after it had left to clean 
up a wreck, put in claims for time and a half and double time 
for the night period when it was not working, and not with- 
standing that the wrecking outfit was equipped with sleeping 
and dining facilities and the men were free to rest, sleep, or 
eat from 9 p. m. to 7 a. m., they claimed and were paid a total 
of 18 hours and 30 minutes pay, representing time while they 
were performing no work. 


These examples illustrate the practical workings of 
Rule No. 6 of the labor agreements which the railroads 
are seeking to have abrogated. This rule provides: 


All overtime........ outside of bulletin hours, up to and in- 
cluding the sixteenth hour of service in any one 24-hour period, 
computed from the starting time of the employe’s regular shift, 
shall be paid for at the rate of time and one half, and thereafter 
at the rate of double time, up to the starting time of the em- 
ploye’s regular shift. 


The railroads object to this rule, not because they 
are unwilling to pay for overtime, but because the rule, 
as written, covers a variety of conditions for which over- 
time pay is not warranted, the unreasonableness of the 
tule being shown in the examples cited. 

Three employes cf the Pere Marquette Railroad re- 
ceived back pay totaling $9,333 merely because their 
titles were changed from “pumpers” to “electricians.” 


TRAFFIC WORLD 





17 


For the same reason they also received a large increase 
in pay, although they continued to perform precisely the 
same work. The circumstances of the case as stated in 
the records of the Labor Board hearings are as follows: 

Before November 4, 1918, two attendants were employed at 
a small power plant at Baldwin, Michigan. They were paid at 
the rate of $84 and $60 per month. On the date stated a third 
man was employed to be put to work on eight-hour shifts, the 
pay being increased to $90 for one man and $80 for the other 
ae men had always been classed as pumpers, and had 
no knowledge of electrical matters prior to their employment 
at this point; they could not qualify as electricians for any work 
except as attendants at this particular station. Their principal 
duties were to keep the machinery oiled, start and stop the 
water wheels and keep watch that no break-down occurred. 

Under rule 141, of shopcraft agreements, which the 
railroads are seeking to have abrogated, these men 
claimed to be entitled to pay as motor, generator, sub- 
station attendants and switchboard operators. The de- 
cision rendered by the Director-General not only awarded 
back pay, but fixed the compensation of these men in 
the future at the rate of 72 cents an hour for one man, 
and 68 cents an hour for the other two men, making the 
total to be paid for their services more than the value 
of the water pumped and the current generated at this 
station. 

Not all of the hundreds of cases cited before the 
Labor Board are as clear and definite, perhaps, as these, 
but we submit that what the board must decide is 
whether such rules ought to be continued arbitrarily 
merely because the men want them and to abrogate 
them would mean less compensation for the men. We 
insist that the question is one neither of whether the 
roads need more revenue (though, naturally, they urge 
their needs in making their argument) or of whether the 
men are getting too much or too little compensation, 
generally speaking. When one man owes another bor- 
rowed money the need of the lender has nothing to do 
with the obligation of the borrower to pay, nor does the 
financial embarrassment of the borrower relieve him 
of obligation. The matter is purely one of right and 
wrong. To us, the task of the Labor Board seems simple, 
aside from the physical labor of examining the rules and 
the evidence as to their working. Perhaps it would be 
more accurate to say that the issue seems simple. It 
is merely to determine whether the rules are unjust and 
so should be abrogated, leaving such matters to nego- 
tiation between the individual railroads and their men, as 
in pre-war days. It is not to determine whether the 
revenues of the carriers are sufficient or whether the 
men are getting a higher or a lower wage than they 
should have. A lower wage than the times and condi- 
tions warrant does not justify a railroad shopman adopt- 
ing a piece of gas pipe and a black mask as the tools of 
his avocation. Neither does the need for railroad reve- 
nue justify oppression, by the railroad executives, of the 
“downtrodden workingman.” 

So far the failure of the attempt of the men to trans- 
fer the settlement of the question to President Wilson 
is concerned, we see little cause for the laudation of the 
President for his action in leaving the matter where it 
belongs. He could do nothing else. He knows nothing 
of the merits of the case and could know nothing worth 
while without going through the mass of evidence. 
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Moreover, he is without power to act. The Labor Board 
is the duly constituted body to deal with the question 
and we do not know what the President could do, if he 
wished, except, perhaps, to use his influence. It is a 
question how powerful any such influence might be. 
Probably it would amount to little. We see nothing in 
his reply except the sensible and obvious action of a 
man who knew he had nothing to do with the matter 
involved and was content to leave it where it belonged. 
If we had been in the midst of a campaign and. President 
Wilson or somebody he favored were a candidate for 
election, politics might have induced him to intervene. 
But he would have been wrong in intervening. 

The Labor Board’s decision on the petition of the 
railroads for an immediate decision in their favor, on 
the ground that they need the money, would seem to 
indicate that the board takes our view that the question 
is not one of whether someone needs money, but of the 
justice or injustice of the rules. Perhaps the board, in 
view of the financial needs of the carriers, is taking more 
time than it should to determine this matter, but it has 
the right view of what the question is. 


CAR SERVICE AT BENTON MINES 


Whether the fact that a railroad has reciprocal arrangements 
with other railroads to serve some mines in a certain territory 
and makes no attempt to obtain like pivileges at other mines 
constitutes unjust discrimination seems to be the point in issue 
in Docket No. 11984, hearing on which was held before Exam- 
iner Bronson Jewell in Chicago, February 10. The complaint 
alleges that the Chicago, Burlington & Quincy serves mines 
in Franklin County, Illinois, in which county the two mines of 
the complaining company are located, and does not serve the 
complaining company’s mines, though its cars pass over the 
Illinois Central tracks within three miles of them. It further 
alleges that many other mines in the southern Illinois mining 
district are served by railroads on whose direct lines they are 
not located and that hauls are made over the rails of competing 
carriers by the payment to them of switching charges. The 
Commission is asked to order one of the three railroads which 
now serve the complainant’s mines to allow the Burlington to 
use its tracks, and to order the Burlington to give the same 
service to these mines that it gives to other mines in the vicinity. 

R. H. May, secretary of the Retail Coal Bureau of Chicago, 
took the stand in behalf of the Benton Coal Mining Company. 
He said it was figured that some kind of service arrangement 
with the C, B. & Q. would aid the Benton mines in times of 
car shortage, that it would give these mines access to some 
territories by more direct routes, and that it would give the 
complainarts more advantageous rates to Wisconsin and Iowa 
points on fine coal. He stated, however, that the main reason 
for the filing of the complaint was the desire on the part of 
the Benton mines to participate in the car supply of an addi- 
tional carrier. He introduced numerous exhibits outlining the 
car situation in southern Illinois during the open-top car short- 
age of early 1920, but admitted, on cross-examination, that the 
present car supply at these mines was adequate, as provided 
by the Illinois Central, the Chicago & Eastern Illinois and the 
Missouri Pacific. He introduced lists which purported to show 
the names and locations of the mines to which the four carriers 
involved have reciprocal or other arrangements for approaching 
over rails not their own. The witness stated that the com- 
plainants had no particular preference as to the line of the 
present carriers over which they desired the C. B. & Q. to serve 
their mines. He pointed out that the alleged discrimination 
against the Benton mines by the failure of the C. B. & Q. to 
render service to them was aggravated by the fact that the 
mines served by it had more cars in times of shortage, and 
hence could put in more working time, so drawing men away 
from Benton and lowering production costs in these mines. 

Attorney Frank Crozier, for the Benton company, called on 
A. J. Maloney, vice-president of the company, to testify as to 
the relative dependability of the car supply on the various roads. 
He said he considered the supply of the C. B. & Q. far better 
than the others. “We would be perfectly willing,” he said, “to 
trade the service of any one of the lines which now serves us 
for direct connections with the C. B. & Q.” He called attention 
to the fact that the granting of the prayer of the Benton com- 
pany by the Commission would not call for the expenditure of 
any capital. 
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On cross-examination the witness was asked by A. P. Hum- 
burg, attorney for the Illinois Central, whether he would con- 
sider the alleged discrimination removed if the C. B. & Q. were 
to take service away from the competing mines. The witness 
replied that, while such action would no doubt remove the dis- 
crimination, it was the request of the complainant to have the 
discrimination removed constructively rather than destructively. 
Figures were introduced which the witness said showed that 
out of a possible 1,232 working hours in the first six months 
of 1920, Benton mines 1 and 2 operated only a total of 388 and 
392 hours, respectively. “While we do not contend,” he said, 
“that the operating hours were held to these low figures solely 
on account of the lack of cars, we do contend that car shortage 
was the main factor.” 

The principal witness for the defense was B. J. Rowe, coal 
traffic manager of the Illinois Central. He described how the 
I. C. originally came to serve the Orient and the West mine 
over the C. B. & Q. tracks. The witness said these arrange- 
ments were made in 1914, when the I. C. was seeking use for 
7,000 open-top cars built the previous year. After a survey had 
been made, he said, and it had been decided to build tracks 
to these two mines, it was discovered that the C, B. & Q. desired 
to make arrangements to serve the Logan mine, to which the 
I. C. had tracks. An agreement was finally made, according to 
Mr. Rowe, whereby an exchange was effected on a car for car 
basis. He said that even at present a settlement of $3 a car 
was made when the movement was checked up each month. 
He said he knew of no trade which the I. C. cared to make 
with the C. B. & Q. at present so as to allow it to come into 
the Benton mines. The witness pointed out that some of the 
complainant’s exhibits were misleading, because they showed 
the I. C. approaching other mines over tracks not its own. He 
said that in many of these instances the exhibits indicated 
mines where the only part of the haul not performed by the 
I. C. was for a distance of from 200 to 300 feet from the mine 
shaft. Here, he said, it was impracticable to build two tracks 
and the I. C. shared in the labor and maintenance of the spurs 
which were the property of the original carrier. The witness 
stated that, in his opinion, any arrangement with the C. B. & Q. 
to allow that road to serve the Benton mines would mean extra 
switching. This, he said, would delay equipment and so actu- 
ally aggravate the car shortage at those mines and others. 
Mr. Crozier asked the witness whether the same would not apply 
to other mines, to which he replied in the affirmative, but added 
that “two wrongs do not make a right.” 

The attorney for the complainants also took exception to. 
the witness’s statement that while some rates on the C. B. & Q. 
were lower than on the I. C., others were lower on the I. C. 
than on the C. B. & Q. Quizzed on this point, the witness said 
he could not remember any definite case. The witness also 
admitted that the mine served by both carriers would have the 
advantage of being able to pick the low rates on both. 

A transcript of the evidence in No. 11859, Franklin County 
Mining Company vs. C, B. & Q., in which the issue was alleged 
to be the same as in the present case, was introduced as 2 
defendant’s exhibit. 

W. H. Haley, superintendent of transportation for the Car 
Service Bureau, testified that the Benton mines had always 
received their proper portion of open-top cars. He introduced 
figures to show that the percentage of the amount ordered was 
as high at the Benton mines as at any of the others, except 
those that provided coal for railroads and public utilities, where 
additional cars were furnished in accordance with the order of 
the Commission. He also introduced as evidence the tentative 
report of the examiner in No. 11633, Ridge Coal Company vs. 
M. P. et al., as printed in The Traffic World, January 22, 1921, 
page 167. 

The testimony of the first two witnesses was largely re- 
peated by R. B. Battey, coal traffic manager of the C. B. & Q. 
He said the position of his road was that it served the mines 


direct, even though it approached them over the tracks of 
another carrier. The fact that this movement was made under 


contract to pay one-half the taxes on the trackage used, and a 


proportion of the cost of maintenance in accordance with the 


number of cars moved, was considered by the C. B. & Q. as: 
making it a joint owner of the track, in effect, the witness said. 
He said that the C. B. & Q. had never entered into any arrange- 
ments whereby switching charges were absorbed for this service. 

H. G. Herbel, general counsel for the Missouri Pacific, 


placed on the stand C. C, R. Rousch, assistant freight traffic 


manager for that line at St. Louis. Mr. Rousch sketched a 
history of the entrance of the M. P. into the southern [Illinois 


coal fields, and stated that conditions at the present time were 


much different from those when it came in fifteen years ago. 
He said his line did not care to enter into any more arrange 
ments such as were made at that time, especially with the 


C. B. & Q., because that line served territory almost identical 


with a part of that served by the M. P., and a reciprocal arrange 
ment would amount, in effect, to self-competition. ; 
Both parties asked for oral argument before the Comms- 


sion. Briefs were ordered in Washington by March 12 by the 


examiner. 
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Current Topics | 


in Washington 





Farmer and Laborer on Opposite Sides.—In the event at- 
tempts at legislation with regard to the railroads results in 
the drawing of lines, it is believed the line will be between 
senators and representatives specializing as spokesmen for the 
farmer, and those posing as spokesmen for the “down-trodden” 
manual laborer and the “oppressed” clerical worker on the rail- 
roads. The prospective position of the railroad executive, at 
this time, is hard to define. The executive will be in a difficult 
position. The rates that have come under attack as being too 
high to permit traffic to move were put in on the showing made 
by the executives, who used the figures prepared by the traffic 
and transportation men. They used them as if the question 
were one of mathematics and a definite belief that the only 
way to meet the situation would be to assume that the freight 
moving from that time forward would be able to stand an in- 
crease in the rates sufficient to bring the volume of money 
up to the sum needed to pay expenses and leave enough over 
to yield a return of six per cent on the property devoted to 
transportation. Now the payers of rates come along, averring 
that commodity prices have receded to such an extent that the 
prices realized for them, in some cases, are less than the charges 





made for transporting to market. Rates, they say, must come 


down. The executives, thus far, have thought of no remedy for 
the condition other than abolition of the national agreements 
with ten unions inherited by the railroad corporations from the 
Railroad Administration, the theory being that, by abolition of 
the agreements, $300,000,000 a year can be saved by dispensing 
with the services of unnecessary employes and the payment of 
overtime to the necessary ones. The assertions of the execu- 
tives, it is believed, will make an appeal to the men who special- 
ize as the friend of the farmer. It is the only definite thing 
that has been proposed. Labor leaders, it is admitted, may 
succeed in befogging the issue so as to make it appear that 
the executives are proposing to cut the rates of wages, instead 
of, as they allege, merely to eliminate the unnecessary em- 
ployes and the unnecessary overtime. In the prospective case, 
the farmers and the manual laborers, instead of being on the 
same side, will be in opposition to each other. The labor lead- 
ers, when they tried to organize, or did organize, their political 
campaign, assured the country that the farmer and the union 
men would make common cause against the rest of the com- 
munity, on the theory that the community was not paying them 
enough for their services. It will probably be regarded as un- 
fortunate, by the labor leaders, that the farmers, so soon after 
the national election, have manifested a disposition to kick over 
the arrangement proposed for them, or unfortunate that the 
high rates, forced, in part, by the exactions of the unions, should 
first have plagued the farmers instead of some other class of 
the community. . 





Subsidy for Gold Production.—Even gold, the king of com- 
paratively common metals, has been forced to become a mendi- 
cant, as a result of the world war. There is a definite move 
afoot to subsidize the production of gold, even as once the 
country subsidized the production of sugar. The price of gold 
is so low that men will no longer search for it. Mines are 
shutting down because, when the gold has been found, the mint 
value is often less than the cost of obtaining it. Therefore, the 
American Mining Congress is proposing that Congress authorize, 
for five years, the payment of a premium of $10 an ounce to 
every man who shall bring an ounce of the metal to the Treasury 
and that the Treasury put an excise tax of $10 an ounce on 
all gold used in articles of foreign or domestic manufacture 
sold in the United States. The mint price of gold, for coinage 
purposes, would be left at $20.67 an ounce and the same amount 
of gold would be put into the coins as at present. The proposal 
is likely to provoke a resumption of the argument that convulsed 
the country in 1896, especially in view of the fact that, in sup- 
port of the proposition, it is asserted that France has had a 
tax on gold used in articles of commerce ever since 1873. That 
is the year, according to those who believed in the free coinage 
of silver at the ratio of 16 to 1, that the crime of silver’s de- 
monetization was accomplished. This proposal to subsidize the 
production of gold is based on the fact that the production in 
the United States, in 1920. was only $49,509,000 in comparison 
with $96,269,000 in 1910. That smaller amount, it is argued, is 
not enough to safeguard the gold standard in this country. It 
is pointed out that while the world’s funded debt was increased 
by the world war from 43 to 300 billions the supply of gold has 
actually been falling. With debts increased, the means of pay- 
ing them have actually decreased, is the thought put forward. 
Engineers, naturally, object to having mines closed. Yet it is 
recalled that less than two years ago fears were expressed that 
the stock of gold coming to the United States was so great that 
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serious harm would be done to our national interests. How the 
two things are to be harmonized has not yet been indicated. 





Government Regulation of Industry.—Government regulation, 
it is feared by many of its advocates, is being slain in the houses 
of its friends. Here is the national organization of miners ob- 
jecting to the passage of the Calder coal regulation bill. The 
miners have joined several other elements of Americans who 
think it is about time to call a halt on the government poking 
into everything, frequently to the hurt of those intended to be 
benefited. The miners object to the proposed regulation because 
they think, from experience, that government regulation will 
mean also the regulation of labor unions. They do not want 
anything of that kind. Objection by labor unions to regulation 
is something strange and unusual. They have long traveled 
with the uplift, perhaps on the theory that laws for the regula- 
tion of the “other fellow” should never be used for the regulation 
of the regulator. The anti-trust laws were fine, in the estima- 
tion of the labor leaders, until a judge said that a strike of 
dock laborers was just as much a violation of the law against 
conspiracies in restraint of trade as the out and out trust agree- 
ments that manufacturers had made before the Sherman law 
was enacted. To get rid of the anti-trust laws, the union lead- 
ers had legislation enacted exempting from its operations the 
restraints that might be put on trade by organizations of farm- 
ers or union laborers. The farmer was put into the category 
of those who wanted license to disregard the statute because 
the farmer is supposed to vote as a unit and sometimes he 
organizes a co-operative selling agency which might be accused 
of trying to raise prices. 





Chamber of Commerce for Private Management.—The Cham- 
ber of Commerce of the United States has come out in opposition, 
not only to the Calder coal regulating bill, but also against the 
Gronna bill creating a Federal Live Stock Commission to regu- 
late packers and operators of stock yards. It has not only come 
out in opposition to those bills, but has announced its purpose 
to make a vigorous fight against them, not because it loves the 
packers er the coal mine operators, but because it loves the 
theory of private ownership and management of property. It 
opposes, on principle, the Russian or communistic idea of 
“nationalization,” or an averhead management of everything by 
and from Washington. In the old days, the same idea that the 
chamber is believed to be trying to get across was expressed 
in the declaration that that government is best which governs 
least, or in the still older saying that the wind and the rain 
may enter the house of the Anglo-Saxon, but the king of England 
never, except on invitation from the subject. In the course of 
the debate it may be brought out that the Gronna bill is so 
contrary to the idea that «the Interstate Commerce Commission 
has been trying to get across, that it commands shippers to 
provide railroads and facilities of transportation. In the indus- 
trial and tap line cases the Commission has been trying to keep 
shippers out of the transportation business, while Gronna is 
trying to force them into it. There are those who think that is 
almost as foolish as the idea of the Federal Trade Commission 
and the Department of Justice that meat packers should be kept 
out of the grocery business, which they think is the quintessence 
of foolishness because nearly every retail grocer is also a re- 
tailer of meat, and that kind of retailing seems to be pleasing 
to the consumer. 





Waste by Railroad Administration—A fair sample of the 
waste and foolishness that might be expected under government 
supervision and operation of industry, it may be suggested, is 
furnished by the policy of the Railroad Administration, of fight- 
ing every complaint by a shipper. A fair illustration of what 
that policy causes, it is suggested, may be found in No. 11440, 
Swift & Co. vs. Director-General, as agent, reported elsewhere 
in this issue. The rate charged was higher than that to a more 
distant point. The tariff contained appropriate reference to 
rule 77. Prior to the shipment, the complainant had asked for 
a rate as low as the one applicable in the reverse direction. It 
had not complied with the technical requirement that application 
be made for the establishment of the lower rate on one day’s 
notice. It had, however, done something to apprise the carrier 
that a movement of traffic was likely—namely, asked for a rate 
lower than the one rule 77 would have given. Notwithstanding 
these facts, the Railroad Administration fought the case to a 
decision by the Commission. A railroad corporation, it has been 
suggested, would not have permitted the waste of money en- 
tailed by fighting such a case. The fight meant that Ross D. 
Rynder had to make at least one trip to Washington and prob- 
ably one trip, with witnesses, to the place of hearing. The man 
who buys meat must pay for that waste of money forced on 
the packer. He must also pay the cost entailed by the traveling 
of Frank Gwathmey, for the Railroad Administration. Lawyers 
working for the government have often been accused of spend- 
ing money in litigation of no more merit than the ordinary man 
would be able to perceive, it is believed, in this case. Unless 
there is an attorney-general who takes a broad view of disputes 
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between the government and the private citizen, subordinates 
will carry on fights that are not worth what they cost, because 
nothing other than pride of opinion, or an inelastic rule, is 
involved. 

New England Coal Divisions.—Attorney-Examiner Charles F. 
Gerry, by means of questions from the bench, in the New Eng- 
land division case, created a mystery for which no one has found 
the answer. He called attention to the fact that of the 34,000,- 
000 tons of freight interchanged between the New England and 
trunk lines, 14,000,000 are coal, yet not a word about divisions 
on that large percentage of the traffic was offered by the com- 
plaining roads. Gerry asked questions about that several times. 
Attorney Choate, for the New England roads, said it was true 
that no testimony had been offered in support of a request for 
larger divisions on coal, and stopped there. The trunk lines 
did not take a cue from what Gerry asked, so the case was closed 
without any indication as to what Gerry had in his mind or why 
the parties to the case ignored so large a part of the tonnage. 

A. &. Bi. 


NEW ENGLAND DIVISIONS 


The Trafic World Washington Bureau 


Sconomists who have often presented the railroad side of 
controversies between shippers and carriers were the principal 
actors in the resumption, February 7, of the taking of testimony 
in the New England division case, technically known as No. 
11756, Bangor & Aroostook et al. vs. Aberdeen & Rockfish et al. 
Prof. W. J. Cunningham, of Harvard, was put on the stand by 
the New England carriers to offer testimony in rebuttal to the 
testimony of Chairman Williams, of the Wabash. When he had 
finished his rebuttal H. G. Newcomb cross-examined him, some- 
times with questions prepared by Mr. Williams, who was among 
the spectators. At times the cross-examination went to such 
lengths that Mr. Cunningham protested that the question was 
not a fair one because it was based on what he was supposed 
to have testified without giving him any of the context so that 
he might know in what connection he had said what was being 
quoted. At one point he asked Mr. Newcomb to let him see the 
notes from which Newcomb was reading. Mr. Newcomb re- 
fused. Mr. Cunningham said he had asked to be allowed to see 
the notes because he said he had loaned his notes to Mr. New- 
comb. 

“Why do you object?” asked Attorney-Examiner Gerry. 

“Because I am cross-examining him,” 

“Well, the record is here, and Professor Cunningham may 
take time to examine it before answering,” said Mr. Gerry. 

In his rebuttal Mr. Cunningham said the Boston & Maine 
had bought a number of engines sinceethe termination of federal 
control and was strengthening its bridges so as to enable it to 
increase the train-loading. He made that declaration by way of 
answer to the suggestion of Mr. Williams that the New England 
roads had done little, if anything, since federal control ended, to 
improve their revenues. 

Answering a question by Mr. Newcomb, Mr. Cunningham 
said he had not made it a practice to appear before legislatures 
and regulating bodies as an expert for the railroads. He said he 
had never appeared before any bodies other than the Interstate 
Commerce Commission and the New Hampshire commission. He 
denied that he had appeared before the Massachusetts legislature 
or the Massachusetts commission. 


‘the taking of testimony in the New England division case 
was completed at the afternoon session, February 7, when George 
H. Eaton, assistant traffic manager for the Boston & Maine; S. 
E. Miller, superintendent of transportation for the same carrier, 
and William H. Williams, chairman of the board of the Wabash, 
took the stand in rebuttal and sur-rebuttal. 

Mr. Eaton discussed the testimony of W. C. Maxwell of the 
Wabash and, on cross examination by Mr. Bikle, said that the 
Eaton suggestion of divisions on the basis of road to road per 
cents would have to be worked out carefully before application. 
He admitted that that plan might do injustices but he said that 
the New England roads contended that they were entitled to 
higher divisions and he submitted his plan as one method for 
accomplishing the result. He intimated that if the trunk lines 
had a better plan they might bring it forward for discussion. 
Mr. Miller was put on the stand to tell about the work that has 
been done since the end of federal control to improve the operat- 
ing conditions. That was brought forward by way of answer 
to suggestions that the Boston & Maine and other New England 
roads had not done anything to help themselves to a better in- 
come. 

Mr.Williams corrected errors in his original testimony and 
offered answers in rebuttal to rebuttal testimony put in by New 
England carriers. 

What was thought to be a significant admission was made by 
Professor W. J. Cunningham at the end of his testimony, which 
lapped over into the afternoon session. In answer to a ques- 
tion by A. H. Elder, he said that application of plans for the 
New England roads to the divisions of the Central of New Jersey 
would entitle it to larger divisions from its trunk line connec- 
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tions. The Central of New Jersey is one of the roads which the 
New England roads have asked to increase divisions to them. 


SILK CLASSIFICATION COMPLAINT 


The Trafic World Washington Bureau 


A formal complaint, No. 12162, the Viscose Company vs. 
Pennsylvania Railroad Company et al., has been filed in the 
so-called silk classification case, in which the Supreme Court 
of the United States, on certiorari proceedings, said the Inter- 
state Commerce Commission had initial or original jurisdiction 
in the question presented to the lower courts which issued re- 
straining orders and injunctions forbidding the cancellation of 
classification ratings on natural and artificial silk. The com- 
plaint is directed against an anticipated rather than an existing 
situation. It is intended to be an attack on any further attempt 
by the railroads to take artificial silk out of the freight classifi- 
cation and transfer it to the list of articles railroads will not 
carry as freight. 

Action was begun by the Viscose Company because supple- 
ment No. 7 to Consolidation Classification No. 1 contains these 
words: “In the event that such injunctions are dissolved, the 
items appearing in this supplement will be canceled.” The 
Viscose Company construes that notice to mean that, automat- 
ically, when the lower courts dissolve their injunctions in ac- 
cordance with the mandate of the Supreme Court of the United 
States, the terms of supplement No. 6 of the same classification 
will be restored ‘without publication or filing of any additional 
supplement or other act by the defendants and other carriers 
participating in Consolidation Freight Classification No. 1.” 

Among those who know the situation with regard to the 
question whether the carriers are under obligation to afford 
freight transportation for natural or artificial silk, the filing of 
this complaint is regarded as evidence of abundant caution on 
the part of the Viscose Company, rather than a _ proceeding 
against a move that is certain to be made by the railroads. 

There have been consultations among the railroad men and 
they have gone on record in writing with the Commission that 
they will not undertake to cancel ratings on artificial silk. The 
complainant, however, by filing the petition, is giving notice 
that it is not going to take any chances on the subject, but be 
prepared in a formal way to have the question tested before the 
Commission. 

It is averred in the petition that the cancellation would be 
in violation of the first, third and sixth sections of the interstate 
commerce act and the fifth amendment to the constitution of 
the United States, in that denial of freight transportation for 
the products of the complainant would deprive it of property 
without due process of law. 

That averment of unconstitutionality stands on the allega- 
tion that denial of freight transportation for the product of the 
complainant would render its investments at Marcus Hook and 
Roanoke of little or no value, as the plants at those points are 
fit only for the production of artificial silk, eighty per cent of 
which has been transported as freight, fifteen per cent as ex- 
press, and five per cent by automobile truck. 

One of the allegations in the petition is that on the trans- 
portation by freight of approximately eighty per cent of an 
annual production of 8,800,000 pounds, the losses paid amounted 
to an annual drain on the transportation companies of $377.42. 
It is averred that the greater part of the shipments have been 
made at a released rate of $1 a pound, and that the present 
invoice value is not more than $2.50 a pound. 

In the negotiations between the railroads, the fundamental 
idea has been that the railroads will have to continue to accept 
silk, natural and artificial, as freight, but that they will be able 
to deal with the question of great value of worm silk by making 
a basic rate, as in the case of live stock, and then grading the 
rates above that basic rate so that the charges will rise in 
accordance with the increase of value above the value on which 
the basic rate is founded. 

While the negotiations have not been completed, the belief 
among those who have handled the subject for the Commission 
is that no further attempt will be made at cancellation. In 
the event attempts at cancellation are not made, the formal 
complaint will not have to be heard. 





B. & O. BONDS 


The Baltimore & Ohio has been authorized by the Commis- 
sion nominally to issue and hold in its treasury $2,744,000 of its 
refunding and general mortgage bonds. For the purpose of 
affording additional collateral security to the bonds, the Com- 
mission authorized the subsidiaries of the B. & O. to issue and 
deliver to the B. & O. $1,860,000 of underlying bonds. 


ILLINOIS CENTRAL CERTIFICATES 


The Illinois Central has applied to the Commission for au- 
thority to issue $3,564,000 of equipment trust certificates and 
use the proceeds thereof to defray in part the cost of equipment. 
The company proposes to sell the certificates at 96 to Kuhn, 
Loeb & Co. of New York. 
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RATES ON SUGAR 


An award of reparation has been made in No. 11320, Every- 
body’s Mercantile Co. vs. C. & N. W. et al., opinion No. 6593, 
60 I.C. C., 143-4, the Commission holding that rates on sugar 
from New Orleans to Hospers, Ia., and Alpena, S. D., were un- 
reasonable, but not unduly prejudicial. Hospers is a local point 
on the Omaha road, about 50 miles north of Sioux City; Alpena 
is a local point on the Milwaukee, 38 miles north of Mitchell, 
S. D., and 71 miles south of Aberdeen, S. D. On the shipment to 
Hospers a combination of 44 cents was imposed and Alpena of 
61.3 cents. When the shipment to Hospers moved there was a 
commodity rate of 32 cents to points more distant on the Omaha 
than Hospers. A similar situation obtained as to Alpena. The 
fourth section departures were protected by appropriate appli- 
cation. The Commission ordered reparation down to the bases 
of the rates to the more distant points on a holding that those 
imposed were unreasonable, but not unduly prejudicial. Fourth 
section relief was denied in Fourth Section Order No. 7844, ef- 
fective as of May 2. 


RATES ON KEROSENE OIL 


The Commission has awarded reparation in No. 11079, Gen- 
eral American Oil Co. vs. Beaumont, Sour Lake & Western, 
opinion No. 6590, 60 I, C. C. 136-8, on account. of unreasonable 
rate of 71.5 cents on kerosene from Electra and Brownwood, 
Tex., to Kassel, La., reshipped to Baton Rouge for export. The 
carriers collected at the rate of 85.5 cents, but the Commission 
said the basis for that charge did not appear, the legal rate 
being 71.5 cents. The Commission held that the applicable rates 
were, are and for the future will be unreasonable to the extent 
that they exceeded or may exceed 47.5 cents, composd of fac- 
tors of 30 cents from Electra and Brownwood to Kassel and 
13 cents from Kassel to Baton Rouge for export, plus a single 
increase of 4.5 cents authorized by the Director-General. Rep- 
aration is to be made to that basis and rates in accordance 
with the decision are to be established on or before April 5, plus 
increases authorized by Ex Parte No. 74. 


SWITCHING CHARGE AT MONROE, LA. 


An order of dismissal has been made in No. 11063, Holly 
Ridge Lumber Co. vs. Missouri Pacific, Director-General, et al., 
opinion No. 6584, 60 I. C. C, 120-2, the Commission holding that 
a switching charge of 2 cents per hundred pounds applicable 
at Monroe, La., was neither unreasonable nor otherwise un- 
lawful. The charge was imposed for switching cars at Monroe 
between the Missouri Pacific’s junction with the Vicksburg, 
Shreveport & Pacific and the complainant’s sawmill. The mill 
is within the yard limits of Monroe, but outside of the city 
limits and approximately 2.5 miles from the junction. Prior to 
April 10, 1917, the switching charge was $5 on both interstate 
and state traffic. On that date the interstante charge was in- 
creased to 2 cents, minimum $6, but the state charge of $5 was 
not changed. The Commission dismissed the complaint largely 
on the fact that the testimony consisted chiefly of a comparison 
of charges for switching at other places, unsupported, the Com- 
mission said, by a showing of the condition under which the 
more favorable charges were collected. 

Commissioner Eastman, in a dissent, attacked the data put 
into the record by the carriers and especially the item of $50 
a day as the rental value of an engine. Upon that basis, he 
said, the cost of an engine per annum would be $18,250, which 
he said would be an absurd amount. He said the testimony 
showed the switching charges were above the normal charges 
in the territory in question for service of a similar character. 


RATES ON APPLE POMACE 


In a report on No. 11393, Best-Clymer Manufacturing Co. et 
al. vs. Director-General, as agent, opinion No. 6598, 60 I. C. C., 
153-4, the Commission has condemned as unreasonable a rate of 
$1.69 per 100 pounds on apple pomace from Watsonville, Calif., 
to St. Louis because and to the extent of its excess over the 
subsequently established rate of 94 cents. The latter rate is 
the same that was in effect from north Pacific points to St. 
Louis, at the time the shipments were made. 

Early in August, 1919, the complainants asked for a short 
notice commodity rate of 94 cents from Watsonville to St. Louis. 
In October the Railroad Administration ordered the establish- 
ment of that rate. As soon as the order was issued, the com- 
plainants ordered a supply of this by-product of the evapora- 
tion of apples, to be used in making jelly. The rate was not es- 
tablished until December 31, but in the meantime the tonnage 
had moved. When established, the rate carried a minimum of 








60,000. Some of the shipments weighed less than _ that. 
Reparation is to be made as if the lower rate had been in effect 
and that the railroads had made overcharges. 


RATE ON STEEL CHANNELS 


A steel channel is a channel regardless of the use to which 
it may be put and is entitled to the rate prescribed for chan- 
nels and other articles making up the structural steel list. That 
is the substance of the Commission’s decision in No, 11312, More- 
land Motor Truck Co. vs. C. M. & St. P. et al., opinion No. 6604, 
60 I. C. C. 179-81 The Commission held unreasonable, but not 
unduly prejudicial, a rate of $2.215 per hundred on pressed steel 
side members of automobile truck-frames, carloads, from Mil- 
waukee to Los Angeles, because and to the extent that it ex- 
ceeded, exceeds, or may exceed a rate of $1.125, applicable to 
structural steel. 

The order of the Commission requires the carriers to estab- 
lish a rate of $1.125 on pressed steel side members of automobile 
truck frames no higher than the rates on structural steel chan- 
nels, on or before May 2, on not less than thirty days’ notice. 

According to the testimony of the complainant, the automo- 
bile frame side members are probably worth half a cent per 
pound more than the channels usually meant when structural 
steel is mentioned. The witness for the railroads said that the 
term “channel” has a well-defined meaning in the trade and 
refers to articles used in the construction of buildings, produced 
by rolling, having a uniform section throughout, with sharp cor- 
ners and with the flanges increasing in thickness from the edge 
towards the web. 

In its report the Commission pointed out that the rate of 
$2.215, applied on these channels is the rate applied to parts of 
automobile engines and other articles of great value and high 
liability to damage, while the channels are not susceptible to 
damage except in case of wrecking. 


RATE ON COTTONSEED 


In a report on No. 10695, Roberts Cotton Oil Company vs. St. 
Louisville-San Francisco et al., opinion No. 6591, 60 I. C. C. 139-40, 
the Commission awarded reparation on account of an unreason- 
able class B rate of 27.5 cents on cottonseed, carloads, from 
Clarkton, Mo., to Cairo, Ill., notwithstanding the fact that the 
complainant deliberately chose the higher rate route on account 
of the better service offered over it. Three cheaper but longer 
routes were available to the shipper which designated the Cotton 
Belt, without, however, indicating the junctions, so as to obtain 
the better service. ; 

At the time of the shipment, October 22, 1918, a joint com- 
modity rate of 12.5 cents obtained via the three routes open at 
the time but not taken by the shipper. 

Over the route of movement on the class rate of 27.5 cents, 
the car mile was $2.66 for a distance of 68.3 miles and a load of 
66,000 pounds. The ton-mile was 8.05 cents. Had the 12.5-cent 
commodity rate applied over the route of movement the car-mile 
would have been $1.20 and the ton-mile 74 cents. 

In February, 1920, the 27.5-cent rate was increased to 31 
cents, but the present rate was not assailed in the complaint. As 
a concession to Cairo shippers, the Cotton Belt said that the 12.5- 
cent rate was made applicable via one of its routes from Clarkton 
to Cairo, but not via the route over which the class B rate of 
31 cents now applies. 

The three routes that were open to the shipper at the 12.5- 
cent rate on 66,000 pound loads would have earned car-miles 
ranging from 39 cents for the longest of them, 212 miles, to 75 
cents for the shortest, 110 miles long. 


STORAGE ON EXPORT FLOUR 


An order of dismissal has been made in No. 11226, R. A. 
Cade, Inc., vs. Pennsylvania R. R. Co. et al., opinion No. 6597, 
60 I. C. C., 151-2, on a holding that the storage charges collected 
at Jersey City on flour for export were not unreasonable or oth- 
erwise unlawful. The carrier declined an order on January 10, 
1919, to deliver 300 sacks of flour to the steamship Amelia on 
January 15, 1919. The declination was based on the fact that 
there was a strike of lighter men in New York harbor. The 
strike was begun January 9 and terminated two days later, but 
lighter operations were not resumed until January 13. Com- 
plainant did not again tender the original order for delivery after 
the strike was ended, but on January 15, the day on which the 
Amelia arrived in port, it tendered an order directing the de- 
livery of the flour to the Bull-Insular Line. This order the de- 
fendant accepted subject to delay, and made delivery on Janu- 
ary 21. 

The complainant paid storage charges of $47.04. Part of 
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the money covered the period in which the declined and accepted 
tenders were made. In disposing of the case the Commission 
said there was no question as to the reasonableness per se of the 
charges. Complainant contended, however, that if the first de- 
livery order had been accepted subject to delay, the charges 
would have ceased January 14. The Commission remarked that 
inasmuch as the Amelia did not arrive until January 15, it was 
clear that if the first order had been so accepted, storage 
charges would have accrued for the five-day period commencing 
January 15 and January 19. The Commission said it was prob- 
lematical whether delivery could have been made to the Amelia 
on January 15, the day of her arrival. On the same day, how- 
ever, the Commission remarked, the complainant gave orders for 
a different delivery and thereafter defendants would have been 
without authority to act on the first order, even if it had been 
accepted when tendered. The Commission said it was not dis- 
closed that the change in orders was caused by refusal of de- 
fendants to accept the first order. 

“Irrespective, therefore, of any duty which may have rested 
upon the defendants to accept the original order,” said the 
Commission, “‘the record does not disclose that any wrongful act 
of defendant was the proximate cause of the accrual of the 
storage charges assailed, or that such charges would not have 
accrued if the original orders had been accepted subject to 
delay.” : 


UNREASONABLE DEMURRAGE RULE 


An award of reparation has been made in No. 11437, Wash- 
burn-Crosby Co. vs. Chicago Great Western et al., opinion No. 
6600, 60 I. C. C., 157-8, on account of unreasonable demurrage 
charges on cars from a switching line to the line-haul carriers 
collected in the period between February 22, 1918, and January 
17, 1919. Under the demurrage rule then in effect demurrage 
Was assessed on cars from switching road from the first 7 a. m. 
after the receipt of the cars, for which the billing had not been 
received. The switching line would not take complete billing 
for cars, so that on every car loaded after 4 p, m. and given 
to the line-haul carrier in the night demurrage was assessed, 
because billing clerks do not work before 7 a.m. The rule was 
changed on January 17 so that demurrage begins running on 
cars received from the switching line between 4 p. m. and 
7 a. m., at noon of the day of delivery to the line-haul carrier. 


RATES ON LOGS 


A log is a log in the view of division No. 1, wherefore the 
Commission, in a report on No. 10751, L. H. Miller vs. Northern 
Pacific et al., opinion No. 6602, 60 I, C. C., 162-5, has held that 
the carriers overcharged the complainant on shipments of logs 
from a spur near Wilkeson, Wash., to Tacoma and Kennydale, 
Wash., intrastate movements, during the period of federal control 
and prior to January 18, 1919. It has awarded reparation. 

The logs in question were fir trees, denuded of their 
branches, some of which were later sawed into lumber and 
some converted into ship spars. They all needed two or more 
cars for their transportation. The carriers raised the billing on 
the shipments so as to force the complainant to pay the higher 
rates on timbers. The tariffs now provide higher ratings for 
such logs. The Commission held that the carriers must return 
the excess collected from Miller. 


CHIPBOARD AND STRAWBOARD RATING 


As of February 21, if they can get their tariffs prepared by 
that time, carriers in Western Classification territory have the 
permission of the Commission to eliminate chipboard and straw- 
board from the roofing and building papers, so they will take the 
higher ratings applicable to paper board. The Commission, in 
I. and S. No, 1224, opinion No. 6608, 60 I. C. C., 191-5, has decided 
that the western carriers have justified their proposal and dis- 
continued the proceeding of inquiry, as of February 21. 

Commissioner Eastman dissented, calling attention to the 
fact in 52 I. C. C., 100-1, the Commission held that no good rea- 
son appeared why paper boards of all kinds should be segregated 
from building and roofing paper and accorded a “lower” basis 
of rates. He said that if that were so, there would seem to be 
less reason why the paper-board rates should be “segregated 
and accorded a ‘higher’ basis of rates,” which, he said, was the 
proposal before the Commission in this proceeding. He argued 
that inasmuch as the carriers regarded the present rates on 
building and roofing papers high enough, they were not too low 
for chipboard and strawboard. 


RATE ON SULPHURIC ACID 


An award of reparation has been made in No. 11440, Swift 
& Co., vs. Director General, as agent, opinion No. 6611, 60 I. C. C. 
201-2, on account of an unreasonable rate of 19 cents on four 
tank carloads of sulphuric acid shipped from Atlanta, to La- 
Grange, Ga., in October, 1918. Contemporaneously a rate of $1.90 
per ton was in effect from Atlanta to Opelika, Ala., a point to 
which LaGrange is directly intermediate. The tariff was sub- 
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ject to Rule 77 of the Commission’s Tariff Circular 18-A, but no 
request was made for the application of the $1.90 rate at the in- 
termediate point. However, in September, and therefore, prior 
to the shipment, Swift & Co. requested the establishment of a 
commodity rate of only $1.60 per ton from Atlanta to LaGrange, 
thereby giving notice to the carrier that it considered the class 
rate of 19 cents and the commodity rate of $1.90, both to be un- 
reasonable. The rate of $1.60 was in effect from LaGrange to 
Atlanta for a reverse movement. In November, 1918, a com- 
modity rate of $2.10 and is now in effect. The Commission did 
not say whether that rate of $2.10 was or was not protected 
by fourth section application as against the lower rate to Opelika, 
nor was any comment made on the failure of the carrier then 
under federal control to carry out the provisions of Rule 77. 
The Commission apparently ignored those two seeming violations 
of the law and ordered reparation to a basis lower than that 
put into effect by the carrier. 


MICHIGAN PASSENGER FARES 


In a report on No. 11762, Michigan Passenger Fares, opinion 
No. 6621, 60 I. C. C. 245-9, with Commissioner Eastman dissent- 
ing, the Commission, speaking through Commissioner Meyer, 
held that the local and interline intrastate fares and charges re- 
quired to be maintained by the authority of Michigan, lower 
than those vrescribed by it in Ex Parte 74, to be unduly pref- 
erential of intrastate passengers, unduly prejudicial to interstate 
passengers and unjustly discriminatory against Interstate Com- 
merce. The discrimination is to be removed by bringing the 
rates up to the level of those prescribed in Ex Parte 74, on or 
before March 19, on not less than five days notice. 

There are a few things in this report on the Michigan case 
that are unlike those in the New York, Illinois, Wisconsin and 
Iowa cases. They are mainly facts with regard to the efforts 
of the Michigan authorities to make operative passenger fares 
for state business on a basis of 2.5 cents per mile at the end, 
first of federal control, and second at the end of the guaranty 
period, and the steps taken by the carriers to enjoin enforce- 
ment of Michigan laws. In all essential particulars, however, the 
opinion is like its predecessors both in form and substance, No 
evidence was offered with respect to excursion, convention and 
other fares for special occasions, commutation, and other mul- 
tiple forms of tickets, extra fares on limited trains or club car 
charges. The findings and order, therefore, relate only to stand- 
ard local and interline fares. 


CHARGES ON LIVE STOCK FEED 


The Commission has dismissed No. 11516, S. F. Scattergood 
& Co. vs. Michigan Central, opinion No. 6599, 60 I. C. C. 155-7 
holding that the charges assessed on a carload of live stock feed, 
held in storage in a transit warehouse at Buffalo en route from 
Chicago to Montrose, Pa., were not unreasonable. The question 
at issue was as to whether the cancelation of the transit privi- 
lege and the consequent application of the local rate to Mont- 
rose arose from the failure of the Michigan Central to notify 
the complainant at Philadelphia, or from the failure of the Union 
Dock & Warehouse company to give the notice or take the neces- 
sary steps for the preservation of the transit privilege. 

The Commission held that the dock company was the agent 
of the complainant, although the complainant contended that 
the dock company was not its agent because it was controlled 
by the railroad. On that point the Commission said that the ar- 
rangements made by Scattergood & Co. was a recognition of 
the warehouse company as their agent not only for storing but 
for receiving the shipment. Delivery to the warehouse, there- 
fore the Commission said, constituted delivery to the com- 
plainants. 

In this case the car arrived at Buffalo apparently on April 
28 or 29, 1918 and was placed in storage in the warehouse of the 
Union Dock & Warehouse Co. On June 28, 1918, Scattergood & 
Co. received, in the mail at Philadelphia, from the agent of the 
Michigan Central at Black Rock, a freight bill dated June 20, for 
the charges to Buffalo based on a rate of 11.5 cents, accompanied 
by a “notice of arrival of freight” which was merely a carbon 
copy of the freight bill, The bill and notice of arrival bore the 
notation, “transit privilege canceled.” 

Scattergood & Co. sent a check in payment of the freight bill 
on the day of its receipt. The feed remained in storage until 
July 17, 1918 when it was forwarded to Montrose and charges 
were collected at the local rate of 16.5 from Buffalo to Montrose. 

A provision of the tariff governing transit at Buffalo pro- 
vides that the inbound carriers paid freight bill with duplicates 
covering all commodities subject to the rules shall be recorded 
with the Central Freight Association Inspection & Weighing 
Bureau within ten days exclusive of Sundays and holidays after 
the commodity has been unloaded in the transit house, as a con- 
dition precedent to grant of the transit privilege. This condi- 
tion precedent, however, is limited so that if the freight bill is 
not presented for payment within five days after such unloading, 
such failure shall not operate to deprive the commodity of the 
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transit privilege if such failure is reported to the weighing and 
inspection bureau within the ten day period. 

No notice of the time was given to the weighing and inspec- 
tion bureau nor was there any recording of the shipment within 
the ten days provided in the rules. Scattergood & Co. testified 
that it had been the custom of the defendants to advise them by 
telegram at Philadelphia of the arrival of shipments of grain 
products at Buffalo; that in this instance they had not given such 
notice and that their failure had deprived the complainant of 
an opportunity to comply with requirements necessary to secure 
application of the joint rate to final destination. 

Another provision in the tariff requires that all necessary 
arrangements for storing or otherwise handling grain or feed at 
the warehouses, must be made with such warehouses by shippers 
or owners. The Commission held that such arrangements had 
been made by Scattergood & Co. with the dock company and 
therefore the dock company was the agent of the complainant. 


RATES ON HANDLE MATERIAL 


In a six to four decision on No. 8479, American Fork and 
Hoe Company et al, vs. St. Louis & San Francisco et al., opinion 
No. 6578, 60 I. C. C. 85-91, the Commission, on reargument, has 
held unreasonable and awarded reparation on shipments of 
handle material not further finished than sawed or turned to 
shape, in carloads, from Blytheville, Ark., to Thebes, Memphis 
and St. Louis. The condemnation rests on the fact that the 
rates were three cents higher than on lumber of the kind from 
which the handles were made. 

In the original report, 53 I. C. C. 245, the Commission held 
the rates to be unduly prejudicial to the extent that they ex- 
ceeded the rates on lumber from and to the same points and 
denied reparation, that denial being based upon the Commis- 
sion’s decision in Rates on Lumber and Lumber Products, 52 
I. C. C. 598. Following the Commission’s decision in that case, 
the railroads, on September 10, 1919, established rates on han- 
dles on the same level as the rates on the same kind of lumber. 

According to the declaration of Commissioner Meyer, the 
author of the report, the question of reasonableness was not 
considered in the original case. Upon application of the com- 
plainants, reargument was had on a request for a specific find- 
ing with regard to the allegation of unreasonableness. Inas- 
much as the existing rates are upon the basis sought by the 
complainants, Mr. Meyer said there remained for consideration 
in this case only the question of reasonableness of the rates 
prior to September 10, 1919, and the question of reparation for 
unlawful charges paid on shipments moving between December 
1, 1915, and September 10, 1919. At the argument, the com- 
plainants confined the issue to the local and proportional rates 
from Blytheville to Memphis, Thebes and St. Louis in which 
the three-cent higher factor was contained. 


Among the facts brought out in Mr. Meyer’s report are 
that the initial line itself maintained rates on turned handle 
material from points on its line in Mississippi and Alabama the 
same as on lumber; from some points east of the Mississippi 
River in Alabama, Mississippi, Tennessee and. Kentucky to 
points in Central Freight Association territory, turned handle 
material was accorded lumber rates; and that the rates on 
lumber from Blytheville to the river crossings on traffic destined 
beyond were also accorded on many articles such as box lum- 
ber and shooks, flooring, sawed handle material, lath, molding, 
fence posts, sawdust, shavings and club turned spokes and 
rough sawed agricultural implement work. 


Upon the record, the Commission found that the rates were 
unreasonable and that the complainants were entitled to rep- 
aration. The Commission said that the details of the shipments 
made subsequent to the hearing might be included in the 
reparation statement if accompanied by appropriate proof in 
the form of an affidavit that the shipments were made and the 
freight charges were paid and borne by the complainants. The 
Commission added that, of course, it was understood that if 
defendants objected to proof in the form of an affidavit, they 
might request a further hearing, so that the proof could be 
made with all the formality attending a regular hearing on the 
formal docket. 


This rather informal way of ordering reparation on ship- 
ments made after the record was closed caused Commisisoner 
Hall to make some observations on the subject. Commission- 
ers Daniel, Ford and Potter concurred in the dissent. Mr. Hall 
Said that he was unable to concur in the original report and 
that he found even greater difficulty in trying to reconcile him- 
Self to this one. He said the facts stated in the original report 
fell far short of establishing either unreasonableness or right 
to reparation, therefore, in that original report, the Commission 
held that the record would not support an award of reparation. 

“This record was made up on July 17, 1916, and remains 
unchanged, although there has been reargument,” said Mr, Hall. 
He called attention to the fact that the original case was 
Submitted April 16 and May 5, 1919. The finding in this case, 
that the complainants are entitled to reparation, he said, in- 
cludes shipments made thereafter prior to September 10, 1919, 
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as well as all shipments made theretofore during the period 
of federal control, without any evidence of movement, payment, 
injury or damage except such as may hereafter be forthcoming 
in the affidavit. Continuing, Mr. Hall said: 

“A present finding cannot be based on future proof, even 
if an affidavit were to be treated by us as proof of matters on 
which complainants bear the burden and defendants have the 
right to cross-examine. Nor is this cured by the opportunity 
extended to defendants to request a further hearing if they 
object to proof by affidavit. The burden is on coomplainants. 
Such laxity offends the principles underlying all rules of evi- 
dence and as a practice would tend to foster the rebating and 
kindred evils which it was the primary object of the statute to 
uproot and destroy. In the face of such facts as these I am 
unable to see how an award of reparation against the Director- 
General, as agent, or against the other defendants on shipments 
not covered by the record which was closed July 17, 1916, can 
be justified or sustained.” 


COAL, KY., TENN., VA. TO NORTH AND 
NORTHWEST 


In a report on I. and S. No. 1214, “Coal from Kentucky, 
Tennessee and Virginia to Northern and Northwestern Points,” 
opinion No. 6603, 60 I. C. C, 166-78, written by Commissioner 
Eastman, the Commission declined to pass on the question of 
lake-cargo coal rates from mines on the L. & N. to Toledo, O., 
— that question is under consideration in a formal com- 
plaint. 

The Commission held that the proposed increases from 
mines on the L. & N. in eastern Kentucky and Tennessee and 
southwestern Virginia to points in central territory had been 
justified to all points except those on its own line from Upton, 
Ind., to St. Louis, both inclusive; to Jeffersonville and New 
Albany, Ind., and points in central territory to which rates, 
prior to August 26, 1920, were admittedly not constructed upon 
the proper basis. - 

Increases to the northwestern territory, in which the com- 
petition of the northwestern dock operators is felt, the Com- 
mission said, had not been justified. 


The suspended schedules are all to be canceled, but without 
prejudice to the filing of new schedules which will be in com- 
pliance with the views expressed by the Commission. 

Complaints against the proposed increases were made by 
operators along the L, & N. who claimed that the increases, 25 
per cent south of the Ohio River and 40 per cent north, when 
made on combination, and 3314 per cent when published as 
joint rates, would put them at a greater disadvantage than ever 
in their competition with mines in the so-called inner crescent 
of Pennsylvania and West Virginia and with the mines of south- 
ern Illinois. They also complained against the failure of the 
L. & N. to maintain rates on lake cargo coal to Toledo. They 
were backed in their protests by the Northwestern Coal Dock 
Operators’ Association and users of coal in the northwest, in- 
cluding in that term northern Illinois, Wisconsin, Minnesota, 
Towa and the Dakotas. 


In disposing of the case, Mr. Eastman said: 

“It is said that under the abnormal conditions of coal short- 
age and car supply prevailing during recent years, the mines 
represented by protestants have, by diligent effort, been able 
to maintain a market for their coal in the northwest, even at 
points to which combination rates apply. But the testimony of 
several witnesses for protestant operators was uniformly to the 
effect that each successive increase in the spread between the 
rates on coal from respondent’s groups and from southern IIli- 
nois has largely added to the difficulty of doing business in 
northwestern territory, and that under normal conditions their 
coal would be eliminated from that territory by the application 
of the proposed rates. 

“Manifestly, whatever relationship may have originally ex- 
isted between the rates from respondent’s groups and the Kana- 
wha district to points in northwestern territory named in the 
suspended schedules has been long since destroyed. The pro- 
posed rates, therefore, cannot be justified by the plea upon 
which respondent principally relies, viz., that they would restore 
a former relationship; nor does it follow that the burden upon 
respondent to prove that the proposed rates would be just and 
reasonable is sustained by merely showing that they are lower 
than the present combination rates from the Kanawha district, 
and from respondent’s groups to other points in the northwest. 
It seems reasonable to conclude that under normal conditions 
of coal and car supply comparatively little coal would move all- 
rail from mines in respondent’s or other Crescent groups on 
the basis of the combination rates, in view of the competition 
throughout the northwest with the coal from Illinois and other 
less distant mining districts, and with lake-cargo coal. In so 
far as these through rates from respondent’s groups to north- 
western territory are concerned, we think this is a case in which 
our general finding in Increased Rates, 1920, fixing the basis 
for through rates between points in the different groups should 
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be observed. The proposed increased rates are not sanctioned 
by any exception to the general basis therein made. 

“We find that the proposed rates to northwestern territory 
and to stations on respondent’s line from Upton, Ind., to St. 
Louis, both inclusive, have not been justified. 

“We find that the proposed rates to northwestern territory, 
to points on respondent’s line from Upton, Ind., to St. Louis, 
both inclusive, to Jeffersonville and New Albany, Ind., and to 
certain points in central territory to which the rates in effect 
prior to August 26, 1920, were admittedly not constructed upon 
the proper basis because of errors in publication, have not been 
justified. We further find that the proposed rates to all other 
points in central territory have been justified. The rates to 
Jeffersonville and New Albany and the admittedly erroneous 
rates to certain other points in central territory should be 
revised promptly to the proper bases. 

“Respondents will be required to cancel the schedules un- 
der suspension, without prejudice, however, to the filing of 
schedules publishing, on not less than five days’ notice, rates 
in conformity with our findings herein.” 


WEIGHT OF PIT POSTS 
The Commission has dismissed No. 11509, Henderson Lum- 
ber Co. vs. B. & O. et al., opinion No. 6601, 60 I. C. C., 159-61, hold- 
ing that the estimated weight of 45 pounds per post on a ship- 
ment of standard 6-foot pit posts from Newark, W. Va., to Beni- 
coll, Pa., had not been shown to be unreasonable. 





RATE ON GYPSUM BUILDING BLOCKS 


The Commission has dismissed No. 11080, Acme Cement 
Plaster Co. vs. Pere Marquette et al., opinion No. 6592, 60 I. C. C., 
141-2, holding the rate applicable on gypsum hollow building 
blocks from Grand Rapids, Mich., to Asylum, Tenn., shipped in 
1919, was not unreasohable. The rate imposed was 29 cents. 
The allegation was that it was unreasonable to the extent that 
it exceeded a rate of 25 cents, 


RATE ON ICE 


An award of reparation has been made in No. 11374, Chapin- 
Sacks Manufacturing Co. vs. Director-General, as agent, 60 
I. C. C. 145-6, on account of an unreasonable rate of $3.20 on 
ice from Lancaster, Pa., to Washington, D. C., shipped in the 
summer of 1918. Reparation is to be made to basis of the sub- 
sequently established rate of $2.20 per ton. 





RATE ON BITUMINOUS COAL 


Reparation has been awarded in No. 11501, Consolidation 
Coal Co. vs. Director-General, as agent, opinion No. 6595, 60 
I. C. C, 147-8, on account of an unreasonable combination rate 
of $2.20 per ton on bituminous coal from mines near Gray and 
Bell, Pa., to Washington, D. C., and Alexandria, Va., the coal 
involved in the complaint being some moved from unusual 
sources of supply in March and April, 1918. After the move- 
ment a joint rate of $1.80 applicable from mines in the same 
general territory to Washington and Alexandria was made ap- 
plicable from the mines in question. Reparation is to be made 
to the basis of the subsequently established rate. 


PREJUDICE AGAINST FT. DODGE 


The Trafic World Washington Bureau 


In No. 11261, Fort Dodge Commercial Club against the Cedar 
Rapids & Iowa City, the Commission holds class rates from the 
complaining city to destinations in southwestern Minnesota, 
eastern South Dakota and southeastern North Dakota unduly 
prejudicial as against Fort Dodge. The carriers are to remove 
the prejudice by May 21 by giving Fort Dodge rates no higher 
than Des Moines. 


ROLLERS AND ROLLER CORES 


Hearing on No, 12025, Chicago Roller Company et al. vs. 
A. T. & S. F. et al., was held before Examiner Bronson Jewell 
in Chicago, February 8. The complaint, which was filed in 
behalf of five Chicago manufacturers of printers’ rollers who 
are members of the National Association of Printers’ Roller 
Manufacturers, alleges that the present rates on old printers’ 
rollers and roller cores are unjust in that they exceed fourth 
class rates. The present rate on both these articles is third 
class. 

Carl G. Bingham, president of Samuel Bingham’s Son Manu- 
facturing Company, testified on behalf of the complainants that 
he had appeared before the Western Classification Committee in 
1907 and obtained a rating of fourth class. Subsequently, he 
said, this rate was also granted in Southern Classification ter- 
ritory, but not in Eastern territory. This rating, the witness 
said, held good for some eight years, after which time the rate 
on cores, N. O. S., was held to apply to roller cores, but not 
to old printers’ rollers. These, he said, were placed in third 
class. 
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Mr. Bingham explained that printers’ rollers are iron cores 
covered with elastic composition and used to spread the ink 
from the patten on the press over the type faces. No effort is 
being made to have the rating on new and newly covered rollers, 
which are in second class, reduced. When the composition on 
these rollers becomes worn it is either stripped off and the core 
sent back for recovering, or the worn-out roller is returned 
intact to be stripped by the manufacturer. Mr. Bingham pointed 
out that during the period of time outlined, the cores and the 
used composition both carried a fourth class rating, while the old 
rollers, consisting of a combination of the two, bore a third class 
rating. He said the great majority of these rollers were returned 
with the worn-out composition still attached. 

* On December 30, 1919, the witness said, supplement No. 7 
to Western Classifications 56 went into effect. This carried a 
special number for printers’ roller cores and placed them also 
in third class. It was pointed out by the witness that old rollers 
make a desirable article of freight, due to their weight, their 
compactness, and the practical impossibility of their becoming 
injured. 

John A. Ronan, who conducted the case for the complain- 
ants, placed upon the stand W. R. Powe, general traffic man- 
ager of the National Association of Printers’ Roller Manufac- 
turers. He protested against a third class rating on the two 
classes of goods in question, stating that in his opinion they 
were analogous, in a transportation sense, to iron cores for 
paper, iron tubes and rods and crates and carriers, all of which 
carry a fourth class rating. He also pointed out that in some 
cases, such as cylinders, bags and metal drums, a lower classi- 
fication is given the old article than the new. 

Mr. Powe, traffic manager of the association, testified that 
the freight charges on the shipments for which reparation is 
asked were borne by the companies mentioned in the complaint. 
In summing up, he said that the rates on cores from Omaha 
and Sioux City to Chicago had increased from 16 to 76% cents 
since 1910. He said the movement in these goods was heavy, 
all rollers having to be re-covered at least three times a year. 

The defense, conducted by R. W. Fyfe, produced two mem- 
bers of classification committees as witnesses. The first was 
H. C. Bush, of the Western Classification Committee, who testi- 
fied that the rate Mr. Bingham had obtained in 1907 and which 
he had spoken of as remaining in effect for eight years, had 
in fact been withdrawn in 1910. Since that time, Mr. Bush 
said, the old rollers had always borne a third class rate, except 
for a short time after the publication of Western Classifications 
56, when they were rated second class. 

A. H, Greenley, of the Official Classification Committee, said 
the only reason roller cores had enjoyed a fourth class rating 
previous to the publication of the consolidated classifications 
was because they were not specifically mentioned and thus came 
under the heading of cores, N. O. S. He said the designation 
of printers’ roller cores as third class could not be called a 
raise in rates, since it was merely a specification which had 
never before appeared. 

To bear out his contention that roller cores cannot be classed 
with other cores, N. O. S., he entered as exhibits a large print- 
er’s roller, calling attention to the machine work on it and 
showing its close analogy in this respect to an automobile axle. 
A paper core, which consisted of a plain iron pile, was also 
introduced to show that it was a piece of goods much lower 
in value than the printers’ roller core. 

At this point the hearing degenerated into a squabble be 
tween opposing counsel and witnesses as to whether or not a 
printer’s roller is a machine part, and as to whether or not it 
is a core or carrier in the sense that a bobbin or thread core is. 
The examiner had difficulty in restoring order and allowed Mr. 
Bingham to be replaced on the stand to give his views on the 
subject. 

He said that in his opinion the roller was no more a patt 
of the press than was the core that holds the paper. Both these 
devices were necessary, he said, in order to print anything, 
but the press could be run without either attached. As t0 
whether the roller was a carrier, he said, it merely served to 
hold the composition until it was used up, in much the same 
manner that the bobbin of thread core holds the thread until 
it is used. He concluded by calling attention to the fact that 
paper cores are accepted for shipment in open cars and that 
cores must be crated or boxed, making them easier to handle 
and much heavier loading. Both sides requested permission t0 
file briefs and the examiner announced March 10 as the las! 
day for doing so. The defense indicate that it desired to argue 
the case orally before the Commission. 


RAILROAD DEAL AUTHORIZED 

The Commission has issued a certificate authorizing the 
Portland, Astoria & Pacific Railroad Company to acquire from 
the United Railways Company a line of road 18.64 miles in length 
extending from Wilkesboro to Linnton, in Multnomah and Wash: 
ington counties, Oregon. At the same time the Commission 
authorized the United Railways Company to cease operation of 
the road. 
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CHARGE FOR LOADING LOGS 


Attorney-Examiner M. A, Pattison has recommended the dis- 
missal of No. 11676, National Box Company vs. Missouri Pacific, 
on a holding that the carrier’s charge of $100 a day for eight 
hours and $12.50 per hour thereafter for special locomotive and 
train service required in the loading of logs along the right 
of way of the Missouri Pacific in which log-loaders owned by the 
complainant are used, is not unreasonable or unduly prejudicial. 
The complaint was filed in July, 1920. In November the charge 
was increased to $135 for eight hours and $17 per hour there- 
after on the assumption that that increase was authorized by 
Ex Parte No. 74. 

The complaint was filed because the rate was increased in 
June, 1920, from $66.40 per eight hours and $8.30 per hour there- 
after, on the ground that the lower rates were not paying the 
cost of the service. At the hearing the data submitted by the 
railroad company tended to show that the cost at the time the 
complaint was filed was $11.97 per hour, including wages paid 
for approximately 3.5 hours of overtime each day, because the 
men furnished by the complainant worked eight hours in loading 
and then the tram crew worked long enough to take the outfit 
to the division point. 

These special log-loading trains operate on the valley divi- 
sion of the Misouri Pacific, leaving Ferriday, La., in the morning 
to points thirty and forty miles out in the country, where the 
complainant produces logs for its use. 

In his report, Pattison said such special services were not 
subject to the increases authorized in Ex Parte No. 74. The Mis- 
souri Pacific has agreed to withdraw the tariff naming the rates 
of $135 for eight hours and $17 per hour thereafter and restore 
the former charges, which he thinks the Commission should hold, 
as before indicated, neither unreasonable nor unduly prejudicial. 


RATE ON CRUDE PETROLEUM 


Reparation amounting to $2,890 on account of an unreason- 
able rate on crude petroleum from Casper, Wyo., to Whiting, 
Ind., has been recommended by Examiner Satterfield in a tenta- 
tive report on No. 11786, Midwest Refining Co. vs. Director- 
General, as agent. Reparation is to be made to the basis of 
a subsequently established rate of 45.5 cents on 38 tank carloads 
shipped in September, 1918. The oil was routed via the Elgin, 
Joliet & Eastern, which was not a party to a joint rate. The 
rate of 45.5 was applied to Eola, Ind., and a local rate of 9 
cents from there to Whiting was assessed. The omission of 
the Elgin road was unintentional. Railroad Administration wit- 
nesses said that even if the shipper had not routed the ship- 
ments via Eola, that routing would have been used so as to 
avoid the Chicago terminals. No one opposed the issuance of 
an order of reparation. 


RATES ON FUEL OIL 


Examiner C. I, Kephart, in a proposed report on No. 11673, 
Fort Dodge Commercial Club et al., vs. Arkansas Central et al., 
has recommended a finding that the failure of defendants to pub- 
lish rates on petroleum fuel oil, carloads, from the mid-continent 
fields in Kansas and Oklahoma to Fort Dodge, Ia., five cents per 
hundred pounds less than rates contemporaneously maintained 
on refined petroleum oils from the same points of origin to the 
same destinations, was contrary to the decision in Mid-Continent 
Oil rates, 36 I. C. C. 109, and unreasonable to the extent of such 
excess. He recommended an order of reparation and an order 
requiring erroneous billing to be corrected. 

The complaint was brought by the Commercial Culb for 
various manufacturers at Fort Dodge using fuel oil in their 
operation. They alleged that the rates on fuel oil from the Mid- 
Continent field and the Kansas City, Mo.-Kan., district to Fort 
Dodge, Gypsum and Lehigh, Ia., were unreasonable insofar as 
they exceed or have exceeded since February 28, 1916, five cents 
per hundred pounds less than the rates contemporaneously 
maintained on refined oil, The Western Petroleum Refiners As- 
sociation intervened in support of the complaint. 

The rates on the higher grade oils from the Kansas and 
Oklahoma fields to Fort Dodge are 29.5 and 31.5 cents, and those 
on fuel oil 29.5 and 30.5 cents respectively. The rates on the 
refined or higher grade oils were not attacked by the complain- 
ants, the assault being wholly confined to the failure of the car- 
riers to make the rates on fuel oil in accordance with the spirit 
of the Commission’s decision in the Mid-Continent case. In de- 
fending the rates, the carriers submitted statements of earnings 
of the carriers handling this traffic in comparison with earnings 
on the same commodities to other points in the same territory 
The examiner said that such data were of little value and then 
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added, “There does not appear to have been or to be any justi- 
fication for the failure of the defendants to afford to Fort Dodge, 
Gypsum and Lehigh the five cent differential on the low grade 
oils as determined in the previous decisions of the Commission.” 

The examiner found that a number of the shipments of fuel 
oil appeared to have been erroneously billed at points of origin 
as petroleum wax tailings, at the rate then applicable on wax 
tailings and asphaltic road oil, and also at the weight of 8 
pounds per gallon applicable on the latter products instead of 
7.4 pounds per gallon prescribed for fuel oil. These erroneous 
billings are to be corrected and reparation made to the basis 
indicated in the recommendation of the examiner. 


COTTON RULES NOT UNREASONABLE 


A recommendation of dismissal has been made by Assistant 
Chief Examiner Ulysses Butler in a tentative report on No, 11678, 
Millsaps Cotton Company vs. Vicksburg, Shreveport & Pacific, on 
his conclusion that the rules and regulations governing the con- 
centration, compression and reshipment of cotton, at and from 
Monroe, West Monroe and Ruston, La., have not been shown to 
be unreasonable or otherwise unlawful. The complaint was 
based on a theory that, because the regulations are such that 
sometimes the agent of the shipper has to wait at the freight 
station an hour while the freight agent performs the work neces- 
sary to procure reshipment under the rates for such service, the 
regulations are unreasonable. Butler said that inconvenience 
does not warrant a finding of unreasonableness or unjust discrim- 
ination. 


PEPPERMINT AND SPEARMINT OIL 


In a proposed report on No. 11459, A. M. Todd Company vs. 
Ann Arbor et al., Examiner Bronson Jewell has recommended a 
holding that the rating of one-and-a-half-times first class in Offi- 
cial Classification territory on peppermint and spearmint oil in 
metal cans and first class when shipped in barrels is not unrea- 
sonable or unduly prejudicial. 


REFUSE, MOLASSES, OAKLAND TO OGDEN 


A rate of 70 cents on refuse molasses from Oakland, Cal., to 
Ogden, Utah, Examiner Richard T. Eddy has recommended for 
condemnation as unreasonable, in a proposed report on No. 
11768, Albers Brothers Milling Co, vs. Director-General, as agent. 
The shipment was made in March, 1919. A clerk quoted a rate 
of 48 cents, which would have been proper had Gomph’s excep- 
tion sheet applied to refuse molasses. It did not and the class 
rate of 70 cents was the legal one. After the movement a rate 
of 42.5 cents was established. Eddy, however, thinks 48 cents 
would have been the reasonable rate to have applied and that 
reparation should be made on that basis. 








OATS, ROSEWOOD TO NATCHEZ 


Reparation has been recommended by Examiner F. E. Early 
in a report to the Commission on No. 11595, Rumble & Wensel 
Company vs. Director-General as agent, on a holding that the 
combination rate on oats, applicable September 4, 1918, from 
Rosewood, La., to Natchez, Miss., was unreasonable to the ex- 
tent that the factor applying to New Orleans exceeded 20 cents. 


RATES ON NITRE CAKE 


An award of reparation has been recommended by Examiner 
Henry C. Keene in a report on No. 11513, Nevada Consolidated 
Copper Co. vs. Bingham & Garfield et al., on a holding that the 
rates on carloads of nitre cake to McGill, Nev., were unreason- 
able to the extent that they exceeded 47.5 cents from Hercules, 
Calif., and 35.5 cents from Bacchus and Garfield Smelter, Utah. 
The report also covers No. 11517, same vs. Nevada Northern 
et al. 


RATES ON WINDOW GLASS 


Examiner Henry C. Keene has recommended the dismissal 
of No. 11372, El Paso Sash & Door Co. vs. A. T. & S. F. et al.,on a 
holding that the rates charged on nine carloads of common win- 
dow glass from Fredonia, Kan., and Okmulgee, Okla., to El Paso 
were not unreasonable or otherwise unlawful. 





W. B. & A. PASSENGER FARES 


Examiner Warren H. Wagner, in a tentative report on No. 
11745, W. B. & A. Commuters’ Club vs. Washington, Baltimore & 
Annapolis Electric, has recommended dismissal on a holding 
that the passenger fares, especially commutation, on that road 
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are not unreasonable or otherwise unlawful between points on its 
lines in Maryland and Washington, D. C. 


RATES ON TOMATOES 


Examiner Harris Fleming has advised the dismissal of No. 
11707, Dyer Packing Co. vs. Big Four et al., on a finding that 
the rates on ripe tomatoes from Jackson and St. Francisville to 


Vincennes, Ind., were not unreasonable between August 16 and, 


September 27, 1918. 





REPARATION ON COTTON 


A recommendation that reparation be made to the basis of 
a subsequently reduced rate has been made by Examiner C. I. 
Kephart in a tentative report on No. 11882, Armand DeJean vs. 
Director-General as agent, on account of a rate of 66 cents on 
cotton in square bales, compressed, from Opelousas, La., to 
Houston, Tex., which Kephart thinks should be held to have 
been unreasonable at the time of the shipments in October and 
November, 1919. At the time of the movement the rate on 
round bales was 47 cents and 57 cents on square bales uncom- 
pressec. According to Kephart’s statement the method used in 
producing tne kind of square bales shipped causes the saving in 
car space greater than even the round bale process. 


CARBON BLACK, IN BAGS 


Dismissal of the complaint has been recommended by Ex- 
aminer H. W. Archer in a report on No. 11607, Ault & Wiborg 
vs. Kansas, Oklahoma « Gulf et al., on a holding that charges 
on carload shipments of carbon biack, in bags, from DeWar, 
Okla., to Seattle, Wash., and San Francisvo, Calif., for export, 
were not unreasonable. 


=” 


RATE ON MARBLE SPALLS 


Examiner J. agar Smith in a tentative report on No. 11531, 
Appalachian Marble Co., Inc., vs. Southern et al., has recom- 
mended dismissal on a holding that the rate on marble spalis 
from quarries near Knoxville into Knoxville are not unreason- 
able. The rate in issue was 40 cents per ton after July, 1919, 
and 80 cents a ton prior to that time and after June 25, 1918. 


REPORT ON REPARATION. 


In a report on No. 2420, Louisiana Central Lumber Co. et al., 
vs Chicago, Burlington & Quincy et al., Examiner H. W. Archer, 
has made a recommendation as to the amount of reparation to 
be paid by various carriers in accordance with the Commission’s 
original reports in this case in 19 I. C. C, 233 and 35 I. C. C. 38. 
Archer said that the Beaumont, Sour Lake & Western, Chicago 
Great Western; Houston & Texas Central; New Orleans, Texas 
& Mexico; Trinity & Brazos Valley and V. S. & P., were not 
named as defendants in the proceeding but that they might par- 
ticipate in the reparation. ; 





RATE ON BRICK 


Attorney Examiner A. R. Mackley, in a report on No. 11395, 
Gary Sand-Lime Brick Co., vs. A. T. & S, F. et al., has recom- 
mended a holding that a rate of 70 cents on common brick from 
Millers, Ind., to points in Chicago Switching district was unrea- 
sonable from November 8, 1918 to August 26, 1920, when the 
order in Ex Parte No. 74 became effective, to the extent that it 
exceeded 30 cents; that since that date it had been unreasonable 
to the extent that it exceeded and exceeds 42 cents; and that for 
the future will be unreasonable to the extent that it exceeds the 
contemporaneous rate within the Chicago Switching District. 
Mackley said that Miller is virtually a part of the Chicago 
Switching District. 





DIVISION FOR F. P. & E. 


In a tentative report on No. 10236, Diamond Alkali Co. vs. 
Fairport, Painesville & Eastern et al., Attorney Examiner Wil- 
liam A. Disque, has recommended that the Fairport, Painesville 
& Eastern be held to be entitled to a division of $3.50 a car on 
traffic interchanged with trunk line connections between Alkali, 
O., a junction point, and destinations and points of origins in 
other states. The road is owned by substantially the same inter- 
ests as the complainant and is about 4% miles long. The Alkali 
Company is the principal shipper over its rails. Under federal 
control a division of $1.76 per car was offered to the short line 
but it was refused. Negotiations after the end of federal con- 
trol between the trunk lines and the short line were without re- 
sult. In 1914-15-16, Disque said the short line earned more than 
enough to pay 6 per cent on its investment. 


SUGAR, NEW ORLEANS TO SELMA 


An award of reparation has been recommended by Examiner 
C. I. Kephart in a report on No. 11682, Chamber of Commerce 
of Selma, Ala., vs. L. & N. et al., on a holding that a rate of 32 
cents on sugar from New Orleans to Selma was unreasonable to 
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the extent that it exceeded 29 cents, to which basis reparation 
should be ordered. The recommendation was based on the fact 
that, for a long time, Selma and Montgomery were on a parity 
in rates from New Orleans. In 57 I. C. C., 610, the Commission 
held that a rate of 32 cents on sugar from New Orleans to Mont- 
gomery was unreasonable and ordered it reduced to 29 cents. 
Selma was not reduced at the same time, so there is to be rep- 
aration on shipments since the time the reduction was made to 
Montgomery. The Selma rate is now 29 cents, hence no order 
for the future is necessary. 


RATE ON SECOND HAND PLATE IRON TANKS 


Reparation has been recommended by Examiner Charles R. 
Seal in a report on No. 11977, Mexican Gulf Oil Company vs. 
Midland Valley et al., on account of an unreasonable rate on 
second hand plate iron tanks, K. D., from Watkins, Okla., to Port 
Arthur, Tex. A joint fifth-class rate of 87.5 cents was applied. 
Seal found that a commodity rate of 69 cents applied on new 
tanks from Tulsa and Sand Springs to Galveston and thinks 
that reparation should be made to that basis. 


CHARGE ON RAW CLAY 


A recommendation of dismissal has been made by Examiner 
John H. Howell in a report to the Commission on No. 11650, 
Texarkana Pipe Works vs. Director-General, as agent. The ex- 
aminer thinks the Commission should hold that a minimum 
charge of $15 per car on raw clay from Post Pipe Spur, Ark., to 
the complainant’s plant jn Texarkana, Tex., a distance of 5.5 
miles, is not unreasonable. The complainant argued for a rate 
of 1.5 cents per 100 pounds and a minimum of 80,000 pounds. 


CLASSIFICATION OF SPEEDOMETERS 


Examiner Richard T. Eddy, in a report to the Commission 
on No. 11669, Stewart-Warner Speedometer Corporation et al. 
vs. C. & N. W., Director-General et al., has recommended a hold- 
ing that the rating in Western Classification territory of speed- 
ometer heads and complete speedometers at double first class 
L. C. L. and second class in carloads from Chicago to points on 
the Pacific coast was not unreasonable. He also recommended a 
rating of first class on speedometer connections in L. C. L, quan- 
tities for the future and a denial of reparation on shipments of 
connections at higher ratings. 


EXPORT RATES ON FROZEN MEAT 


A recommendation for a finding of unreasonableness and an 
award of reparation has been made by Examiner F. W. MeM. 
Woodrow in a tentative report on No. 11227, Hansen Packing Co. 
vs. Northern Pacific et al., on shipments of frozen fresh meat 
from Butte, Mont., to New York for export, between June 25 and 
August 31, 1918. When export rates were cancelled Butte had 
to pay an increase of 87 per cent, while packers at Chicago and 
other big packing centers, not having export rates, had to pay 
an increase of only 25 per cent. Woodrow recommended repara- 
tion to the basis of a subsequently established rate of $2 per 100 
pounds. 


RATES ON COAL TAR OIL 


In a tentative report on No. 11279, Chattanooga Coke & Gas 
Co. vs. Dayton, Toledo & Chicago et al., Examiner Lawrence Sat- 
terfield has recommended a holding that the rates on coal tar oil 
in tank cars from Chattanooga, Tenn., to Solvay, N. Y., between 
May 8, 1918, and January 24, 1919, were unreasonable and unduly 
prejudicial to the extent and because, prior to June 25, 1918, they 
were more than 29 cents and more than 36.5 cents after 
that day and because they were in excess of the aggregate of the 
intermediate over the same route. The rates mentioned were 
those in effect from Birmingham, Ala., a more distant point, to 
Solvay. Satterfield recommended reparation to that basis, that 
fourth section relief be denied, and that the railroads be required 
to establish joint rates not in excess of the aggregate of the in- 
termediates. 








UNION PACIFIC BONDS 


The Union Pacific has been authorized by the Commission 
to issue first lien and refunding mortgage bonds payable in 
dollars in exchange for not exceeding £771,600 of similar bonds 
which may be surrendered by the holders thereof, as provided 
in the applicant’s first lien and refunding mortgage dated June 1, 
1908. The equivalent in dollars of the sterling bonds is $3,742,- 
260, the Commission said. At the same time the Commission 
also authorized the Oregon-Washington Railroad & Navigation 
Company to issue first and refunding mortgage bonds payable 
in dollars in exchange for not exceeding £3,782,400 of similar 
bonds which may be surrendered by the holders thereof as pro- 
vided in the applicant’s first and refunding mortgage dated Jan- 
uary 3, 1911. If all of the sterling bonds are surrendered, the 
issue of dollar bonds in the aggregate of $18,912,000 will be 
required. 
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RAILWAY LABOR PETITION DENIED 


The United States Railway Labor Board, February 10, de- 
cided not to grant the requests of the Association of Railway 
Executives, presented January 31 by W. W. Atterbury, chairman 
of the association’s labor committee, It did not wait to hear from 
the labor leaders who were scheduled to appear before the board 
that day. Regarding the first of these requests, which urged the 
immediate abrogation of all the national agreements, placing the 
employes back in the position they occupied in their relations 
with the roads prior to December 26, 1917, the board ruled that 
to do so would be in violation of section 307 of the transporta- 
tion act, which provides for working conditions that are just and 
reasonable. It is impossible to know about this, the board said, 
unless the labor side of the dispute is fully heard. Jurisdiction 
over the second request, in which the roads asked to be allowed 
to hire unskilled labor at local prices, was disclaimed by the 
board, because it appeared that the roads and the employes had 
made no effort to confer prior to bringing the request to the 
poard, under section 301 of the act. 

The board said that questions involving expense and finance 
were required by law to be heard by the Interstate Commerce 
Commission. Railway men see in this a determination by the 
board not to allow the state of finances of the roads to have 
weight in deliberations by that body. The board promised to 
use the utmost expedition in rendering a decision on rules and 
regulations, and warned that further introduction of unwar- 
ranted demands would only delay proceedings. 

In spite of the promise of expedition, it is expected that some 
time will elapse before a decision is handed down. It is the evi- 
dent intention of the board to consider the matter rule by rule. 

In its decision on the Atterbury requests, the board said: 

“On December 18, 1920, this board notified the parties to the 
dispute that a hearing of that portion of the dispute relating to 
rules and working conditions would be heard beginning Monday, 
January 10, 1921. 

“Accordingly, on that date the representative of the carriers 
presented evidence and argument tending to show that the rules 
and working conditions embodied in the agreements entered into 
by the Director-General and the several organizations of railroad 
employes were in. many respects unjust and unreasonable and 
continued to present evidence and arguments as stated until 
February 3, 1921. 


“On January 31, 1921, the chairman of the labor committee 
of the Association of Railway Executives appeared before the 
board and urged that this board at once take the following action 
in order to avoid a financial catastrophe to the railroads: 


“First. That the national agreements, rules and. working con- 
ditions entered into or authorized by the United States Railroad 
Administration be terminated at once; that the question of rea- 
sonable rules and working conditions be remanded to negotiations 
between each carrier and its own employes and that as the basis 
for such negotiations, the agreements, rules and working con- 
ditions, in effect as of December 31, 1917, be re-established. 


“Second. That the board set aside its decision expressed in 
Decision No. 2 as to what constitutes just and reasonable wages 
for unskilled labor and that it substitute the prevailing rate of 
wages in the various territories served by any carrier. 

“Section 307 of the transportation act, 1920, provides: 


_ All the decisions of the Labor Board in respect to wages or sal- 
aries and in respect to working conditions of employes or 
subordinate officials of carriers shall establish rates of wages and 
salaries and standards of working conditions which in the opinion of 
the board are just and reasonable. 


“It is obvious that the board cannot assume without evidence 
of the justness and reasonableness of the agreements, rules and 
working conditions in effect on each railroad as of December 31, 
1917, that such agreements, rules and working conditions would 
constitute just and reasonable rules and working conditions to- 
day on the railroads parties to the present dispute. To make 
such a decision without evidence and careful consideration would 
be an abdication of the functions of this board and would frus- 
trate the purposes of the transportation act. 


“It is the judgment of the board, therefore, that the request 
of the Association of Railway Executives for the immediate ter- 
mination of existing rules must be and is accordingly denied. 


“The dyty is imposed upon this board by the transportation 
act of determining just and reasonable wages and working con- 
ditions for employes of carriers. All questions involving the 
expense of operation or necessities of railroads and the amount 
of money necessary to secure the successful operation thereof 
are under the jurisdiction, not of this board, but of the Interstate 

‘Commerce Commission. 


“This board is not insensible, however, of the fact that the 
national agreements, rules and working conditions which are the 
Subject matter of the dispute now being heard by the board, do 
affect the expenditures of the railroads. If any of these rules and 
working conditions are unjust and unreasonable, they constitute 
an unwarranted burden upon the railroads and upon the public. 
It is, therefore, the duty of this board to use the utmost prac- 
cable expedition, consistent with the necessary time for hear- 
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ing and consideration, in determining whether any of the rules 
and working conditions now in effect are unreasonable. 

“The board is endeavoring to perform this obligation and 
will be better able to succeed in doing so if it is not further in- 
terrupted by the introduction of unwarranted demands by either 
party. 

“The board must also deny the request of the Association of 
Railway Executives as presented by the chairman of its labor 
committee that so much of Decision No. 2 as fixed wages for 
unskilled labor be set aside and the prevailing rates of wages in 
the various territories served by any carrier substituted. 

“The boundaries of the power of this board to decide con- 
troversies between railroads and their employes are set out in 
Section 307 of the transportation act, Section 307 (b) provides: 


The Labor Board upon the application of the chief executive of 
any carrier * * * shall receive for hearing and as soon as prac- 
ticable and with due diligence decide all disputes with respect to the 
wages or salaries of employes not decided as provided in Section 301. 


“Section 301 provides that it shall be the duty of all carriers 
and their officers, employes and agents to consider disputes in 
conference between representatives designated and authorized 
so to confer by the carriers or the employes or subordinate offi- 
cials thereof directly interested in the dispute. If the dispute is 
not decided in conference, it shall be referred by the parties to 
the Railroad Labor Board. 

“It does not appear that there has been any attempt on the 
part of the Association of Railway Executives to secure con- 
ference with representatives of the unskilled laborers directly 
interested in this controversy. 

“The board is, therefore, without jurisdiction to take the 
action requested.” 

Labor leaders were elated at the decision, and Frank P. 
Walsh, general counsel for the railroad brotherhoods, speaking 
before the Board immediately after its reading, characterized 
it as “the most important decision, other than legislative, ever 
made in this country in the interests of citizenship.” 


Mr. Walsh said that fifty per cent of the rules now being 
attacked as obsolete “war-time measures” were, in fact, in effect 
before the war. “The $300,000,000 that Gen. Atterbury claims 
the roads are losing through the operation of these rules rep- 
resents only five per cent of the operating earnings of these 
roads. Therefore, his statement that any such amount would 
afford relief from acute financial distress is lacking in logic. 

“We admit that some roads are on the verge of bankruptcy, 
but investigation will show that these are the ones that are 
chronically in that condition. The railroads in class I approxi- 
mate about ninety per cent of the mileage of the country, and 
number about 200 separate lines. Of these, 170 are in posses- 
sion of a credit surplus of $3,010,000,000, while the 30-odd com- 
plained of show a deficit of only $116,000,000. When the pro- 
visions of the transportation act regarding railroad consolidation 
are carried out the condition of these few roads will be bettered.” 

Mr. Walsh charged that Mr. Atterbury’s statement was made 
to the Board in the hope that a decision in favor of the roads 
would bear weight in the collection of millions of dollars’ worth 
of claims from the government. Although the decision of the 
Board had eliminated all the financial end from the controversy, 
Mr. Walsh adhered to his announced determination to request 
the subpcenaing of a number of important railroad executives 
and financiers. He said these men could throw light on the 
situation which would go to prove that the present rules and 
regulations are not wasteful and burdensome. The following 
are those for whom subpoenas were requested: Robert Lovett, 
William Rockefeller, H. W. De Forest, A. H. Smith, G. F. Baker, 
H. S. Vanderbilt, Samuel Rea, L. F. Loree, H. A. County, A, N. 
Krech, F. H. Davis, Fairfax Harrison, W. W. Atterbury, J. E. 
Reynolds, Charles Steele, Howard Elliott, M. H. Smith, Charles 
Hayden, A, H. Harris, Julius Kruttschnitt, Charles E. Ingersoll, 
E. T. Stotesbury, E. V. R. Thayer, T. DeWitt Cuyler and H. 
Walter. 


B. M. Jewell, president of the railway employes’ section of 
the A. F. of L., was to appear before the Board, but he pleaded 
that the decision invalidated most of his proposed testimony 
and asked for time in which to revise it. The board promised 
to consider his request. 

Following the rendering of the decision, Mr. Atterbury ad- 
dressed a letter to Chairman R. M. Barton, of the board, in 
which he said that the situation of the roads was even more 
urgent now than it was on January 31. He expressed satisfac- 
tion with the determination of the board to hurry matters, and 
promised to see that conferences were immediately held be- 
tween the roads and representatives of their unskilled labor. 

“TI wish now to direct your attention to the fact that the 
financial situation of the railways is even worse than it was on 
January 31, and is constantly growing more urgent,” says this 
letter. 

“Your board in its decision has very properly said that ‘all 
questions involving the expense of operation or the necessities 
of railroads’ are under the jurisdiction of the Interstate Com- 
merce Commission. If there is any doubt in the mind of the 
board of the correctness of my statement of the serious financia) 
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condition of the railways, I beg you to request immediately a 
statement of the facts from the Interstate Commerce Commis- 
sion. 

“In your decision you say that the board is not insensible 
of the fact that national agreements, rules and working condi- 
tions affect the expenditures of the railroads, and that if any 
of them are unjust and unreasonable they constitute an unwar- 
ranted burden upon the railroads and the public. This matter 
of rules and working conditions has been in controversy ever 
since the railroads were returned to private operation—almost 
a year. The unwarranted burden imposed by unreasonable rules 
and working conditions is especially great and dangerous at 
a time of financial stress, such as the present. It is, therefore, 
gratifying that you announce you intend to proceed to a deter- 
mination of the reasonableness of the existing national agree- 
ments, rules and working conditions with the utmost practicable 
expedition. 

“With regard to the wages of unskilled labor, the Associa- 
tion of Railway Executives will take immediate steps to have 
that matter presented in definite controversies between individual 
carriers and their employes. The statement in your decision, 
‘It does not appear that there has been any attempt on the part 
of the Association of Railway Executives to secure a conference 
with representatives of the unskilled laborers directly interested 
in this controversy,’ is true. It is the function of the individual 
carriers to hold such conferences.” 

Following the adjournment of the rules and regulations hear- 
ing in the afternoon, the board took up the matter of the em- 
ployes’ complaint against a proposed wage reduction on the 
Atlanta, Birmingham & Southern. The employes pointed out 
that the chief contention of the board was that it is financially 
unable to carry its present labor costs, and said that the board’s 
decision not to consider finances should be cause enough to 
order the road not to cut wages. The wage reduction proposed, 
the employes allege, amounts to practically 50 per cent. W. S. 
Carter, president of the Brotherhood of Locomotive Firemen, 
spoke for the employes and President B. L. Bugg, of the A. B. & 
A., presented the case for his road. 

Maintenance of way employes of the Frisco lines in Texas 
filed a petition asking for a hearing in connection with the re- 
cent wage reduction in unskilled labor on those lines. 

Labor leaders, headed by B. M. Jewell, won another post- 
ponement of their hearing from the Labor Board, February 7. 
The hearing, which was to have taken place on that day, was set 
for February 10. Mr. Jewell asked for a further postponement 
on the grounds that he “needed more time to prepare labor’s 
answer to the roads’ requests.” 

E. T. Whiter, chairman of the conference committee of the 
railroad managers, who has been testifying before the board 
regarding the national agreements, protested against further 
postponement, and read into the record a letter he had received 
from W. W. Atterbury. This letter stated that, in the opinion 
of the executives, labor leaders had had ample time to prepare 
their case and that no further extension of time should be 
granted. It pointed out again that the present state of the rail- 
roads was so acute that every day of delay meant damage. It 
concluded: 

“This letter is not in any sense a protest against Mr. Jewell’s 
having his day in court, but I think we are fully justified in pro- 
testing against any misuse of the right to be heard for the pur- 
pose—or having the effect—of delaying the time when the board 
can, with propriety, give the relief to which the railroads and 
the public are entitled.” 


President Answers Labor Leaders 

In a message addressed to J. F. Anderson, vice-president, 
International Association of Machinists; E. F. Grable, president 
of the United Brotherhood Maintenance Employes; and Thomas 
DeWitt Cuyler, chairman, Association of Railway Executives, 
President Wilson, February 6, refused to intervene in, or to 
place before Congress the wage dispute now going on before 
the Labor Board. The message is an answer to the messages 
sent him last week by the labor leaders, in which they asserted 
that the executives had not taken their requests to the proper 
body. 

“I have carefully considered the several telegrams addressed 
to me dealing with the labor questions and railroad manage- 
ment now under consideration by the Railroad Labor Board in 
Chicago,” says the President’s message. 

“The transportation act approved February 28, 1920, to a 
greater extent than any previous legislation places all questions 
dealing with finances and railroad management and necessary 
rates under the jurisdiction of the Interstate Commerce Com- 
mission; hence all questions involving the expense of operation, 
the necessities of the railroads, and the amount of money neces- 
sary to secure the successful operation thereof are now under 
the jurisdiction of the Commission. 

“At the same time, the act places all questions of dispute 
between carriers and their employes and subordinate officials 
under the jurisdiction of the Railroad Labor Board, now sitting 
in Chicago. 

“The board is composed of three members constituting the 
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labor group, representing the employes and subordinate offi- 
cials of the carriers; three members constituting the manage. 
ment group, representing the carriers, and three members con- 
stituting the public group, representing the public. So far as 
I am advised, the board may be relied upon to give careful and 
intelligent consideration to all questions within its jurisdiction. 
To seek to influence either of these bodies upon anything 
which has been placed within their jurisdiction by Congress 
would be unwise and open to grave objection. 

“It would be manifestly unwise for me, therefore, to take 
any action that would interfere with the orderly procedure of 
the Interstate Commerce Commission, or of the Railroad Labor 
Board; and all matters mentioned in your telegram are within 
the jurisdiction of one or the other of these bodies; and in 
their action I think we may repose entire confidence. 

“In view of the foregoing, it does not seem wise to comply 
with your suggestion that the matter be submitted before Con- 
gress, and the only action deemed necessary is to submit copies 
of the telegrams received from you and from the representatives 
of the railroad executives to the Interstate Conimerce Commis- 
sion, and to the Railroad Labor Board, for such action as these 
parties may deem wise in its premises; this will be done.” 

Immediately following the receipt of this wire Mr. Cuyler 
telegraphed the President congratulating him on his stand in 
the matter and pointing out that the railroad executives had 
never contended that the matter should be taken up with anyone 
except the Labor Board. 

“I acknowledge with thanks the courtesy of your telegram 
of today,” says Mr. Cuyler. “Your conclusion that the United 
States railroad labor board is the appropriate body to settle the 
questions now properly before it, and the Interstate Commerce 
Commission is the proper body to settle any other questions 
regarding the responsibility of the railroad companies for the 
character of their operation, is, in our judgment, the sound and 
proper conclusion. We appreciate your promoting the cause of 
orderly procedure by the position which you have taken. 

“I assume that your statement, ‘ it does not seem wise to 
comply with your suggestion that the matter be submitted to 
the Congress,’ was intended as a reply only to the representa- 
tives of the railway employes, as we have never at any time 
made such suggestion. 

“Aside from the adjustment of wages of unskilled labor, in 
accordance with now existing conditions, our effort is to secure 
a prompt decision on one fundamental point, namely, that the 
managements for efficient and economical railway operation 
shall have the opportunity to adjust rules and working condi- 
tions to meet the differing needs of the railroads and of the 
territories which they respectively serve. 

“The evidence which we have already presented to the 
United States Railroad Labor Board demonstrates beyond ques- 
tion that it is economically unsound and can only be fraught 
with disaster to attempt to compel all the railroads in the coun- 
try, regardless of their differing conditons, to operate under rigid 
and uniform working arrangements. It has also demonstrated 
that the existing wartime working arrangements not only deny 
this necessary right of variation but that they scandalously in- 
flate the labor cost of railway operation and result in enormous 
waste and inefficiency. 

“Upon their termination, the railroads stand ready to adjust 
their rules and working conditoins in accordance with the differ- 
ing normal needs of the country, each carrier in orderly confer- 
ence and negotiation with its own employes and in obedience 
to the letter and spirit of the transportation act. 

“The railroads are also prepared to fully meet before the 
Interstate Commerce Commission any responsible charges or 
inquiries regarding their operation. They do, however, strongly 
object to the obvious attempt of certain leaders of the railway 
employes to evade the real questions at issue and to delay and 
becloud their settlement by irrelevant and unfounded charges.” 

President Wilson, in drafting his reply, followed recom- 
mendations made by John Barton Payne, Secretary of the In- 
terior and Director-General of the Railroad Administration. The 
telegrams pertaining to the question at issue had been referred 
to Mr. Payne by the President. 





Cc. & O. STOCK 

The Chesapeake & Ohio has been authorized by the Com- 
mission to issue from time to time not to exceed $50,225,000, 
par value, of common capital stock, and to exchange said stock 
for its five per cent convertible thirty-year secured gold notes. 
The bonds were issued with the privilege of conversion into 
stock and the holders of some of the bonds have requested the 
applicant to convert their bonds into stock. 

CENTRAL OF GEORGIA EQUIPMENT 

The Central of Georgia Railway Company has been author 
ized to enter into an equipment trust agreement under which 
$650,000 of trust certificates will be issued, bearing 6% per cent 
interest. The company proposes to acquire 7 locomotives, 1° 
passenger cars and 4 express cars at an estimated total cost of 
$1,088,835.42, Arrangements have been made with Kuhn, Loeb & 
Co., for the sale of the certificates at 96 per cent of par, 


Febru: 


W. 
tial pa 
the co 
measu! 
passed 

Re 
pill un 
the bill 

“— 
partial 
cumsta 
tions a 
willing 
tation | 
be call 
portati 
owners 
can not 

se 
much ¢ 
this tin 
the rail 
will be 
charged 
I say tk 
will be 
money 
against 
econom 
an effic 
than we 

Rer 
ment si 
and he 
way of | 
Webste! 
bill he 

“1 
day, col 
installm 

Rep 
to be al 
providec 
due but 

One 
by Repr 
a railrog 

“Bri 
Winslow 
public n 
but to ¢ 

amount, 
lose seve 

The 
charged 
transpor 
it. He | 
and that 
and dish 

Rep 
Yentleme 
as the 
Ary Meay 

Decl: 
Blanton, 
reached ] 

Repr 
Represen 
Vale ope 
that abou 
a just del 
Later 
loundatio 
acting on 

An a 
luting th: 
their cor 
Ine of p 
lade by 
slaranty, 
recomm er 
Might bo 
that he f¢ 

The ) 
TW shite 
lected, C 
Oklahorna 
Xpress 








THE 


WINSLOW BILL PASSES HOUSE 


The Trafic World Washington Bureau 


Without a record vote, the House passed the Winslow par- 
tial payment bill, February 8, under a special resolution from 
the committee on rules providing for an hour of debate. The 
measure was sent to the Senate where it is expected to be 
passed before the end of the present session. 

Representative Rayburn, of: Texas, who opposed passing the 
pill under suspension of rules on February 7, spoke in favor of 

e bill. 
. “T think at this time that we should give the railroads these 
partial payments that they may under the most favorable cir- 
cumstances that we can present them try to perform their func- 
tions as carriers,” said he. “I believe the American people are 
willing to pay the cost, the actual cost, of an efficient transpor- 
tation system. I do not believe that they are willing or should 
pe called upon to pay more than the actual cost of that trans- 
portation, and the service that they get. I want to give private 
ownership a fair chance, and then if under liberal laws, they 
can not operate, it will be time then to consider something else. 

“I do not know what others think at this time, but after 
much consideration of not only the condition of the country at 
this time but the time when we return to normal, I believe that 
the railroad rates at the present time are more than the traffic 
will bear, even in normal times. I do not know what those 
charged with authority will do about reducing these rates, but 
Isay they must be reduced or else the commerce of this country 
will be stifled. Therefore I hope by giving the railroads this 
money that we owe them, that is a fair and legal obligation 
against the government, that they may be able by effecting 
economies and a little more honesty in their operations to have 
an efficient transportation system in this land at a lower cost 
than we are getting it for today.” 

Representative Dewalt, of Pennsylvania, said the govern- 
ment should pay the money because it owed it to the railroads 
and he asked whether a technicality in law should stand in the 
way of a just payment of a debtor to a creditor. Representative 
Webster of Washington said after serious consideration of the 
bill he could not find a single objection to it. 

“It merely authorizes the government to practice the every- 
day, common-sense, honest method of paying its obligations in 
installments rather than in gross,” said he. 

Representative Dempsey, of New York, said there appeared 
io be an impression among some of the members that the bill 
provided for advance payments of money that was not actually 
due but that that was not the case. 

One of his characteristic attacks on the railroads was made 
by Representative Huddleston of Alabama, declaring that “it is 
arailroad hold-up of the usual kind.” 

“Brushing away the smoke of the disguise we see the 
Winslow bill in the clear light as a cynical proposal to donate 
public money to the railroads, not to pay them what is owing, 
but to anticipate a debt not yet due—not to pay the agreed 
Amount, but to enormously swell it so that the government will 
lose several hundred millions in the end,” said he. 

The Alabamian, continuing in his radical-pro-labor argument, 
charged that the railroads had not lived up to the terms of the 
'ransportation act but had openly violated it and grossly abused 
it He said there had been gross waste and mismanagement, 
and that the guaranty had been swelled by waste, extravagance 
and dishonesty. 

Representative Goodykoontz, of West Virginia, said the 
xentlemen opposing the measure “are what are commonly known 
4s the Plumb Planners.” He said they wanted to see the 
An-ean railway system collapse. 

Declaring he was not a “Plumb Planner,” Representative 
Blanton, of Texas, said he was against the bill because he had 
reached his “limit” when he voted for the transportation act. 


Representative Husted of New York said the purpose of 
Representative Huddleston was plain—that he wanted the pri- 
Yate operation of railroads to fail and that in order to bring 
that about he wanted the government to defer the payment of 
4 just debt. 


_ Later the Alabamian declared there was not the slightest 
‘oundation for the charges made against him and that he was 
acting on “information and reason.” 

An amendment offered by Representative Dewalt substi- 
luting the words “prima facie, but not conclusive evidence of 
their correctness in amount,” for the word “binding” in the last 
line of paragraph (b) of the bill relating to estimates to be 
lade by the Commission in making final settlements under the 
slaranty, was agreed to. Mr. Dewalt said the change was 
fecommended to protect the government against errors that 
might b> made by the Commission in making such estimates and 
that he felt the word “binding” went too far. 

The Dewalt amendment was the only change made in the 
. ‘hheugh several other amendments were offered and re- 
lected) One of these, submitted by Representative McKeown of 
Oklahoma, provided that no carrier nor the American Railway 
Express Company receiving partial payments shall declare 
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any dividend before paying all final and valid judgments pending 


unsatisfied against such carriers. Mr. McKeown said a number 
of railroads were holding up the payment of such claims because 
the government had not paid the money due them and that if 
partial payments were to be made, the roads should satisfy the 
claims against them. Representative Pell of New York wanted 
to limit the partial payments to 90 per cent of the amounts esti- 
mated by the Commission. Representative Barkley of Kentucky 
offered an amendment under which the carriers would have 
had to pay 6 per cent interest on any excess payments. 
Representative Esch, chairman of the House committee on 
interstate and foreign commerce, made a motion in the House, 
February 7, to suspend the rules and pass the Winslow partial 
payment bill. It failed because two-thirds of the members 
did not vote in favor of it. The vote was 220 for and 111 against. 
Mr. Esch made a brief explanation of the bill and the rea- 
sons why it should be passed. He said the guaranty provisions 
were put in the transportation act because the carriers had 
failed to earn the standard return during federal control and 
that without the guaranty in the six months following federal 
control the transportation system of the country would have 


failed before the six months expired. He discussed the effects 


of the switchmen’s strike and the wage increases ordered by the 
Railroad Labor Board. 

“The $600,000,000 required to make good the guaranty is 
chargeable in part to the order of the Railroad Labor Board 
of July 20, 1920, increasing the pay of yardmen, switchmen and 
shopmen who had been promised increases under federal con- 
trol and the pay of other employes by $618,000,000, retroactive 
to May 1, 1920, which meant that for four months of the six 
months of the guaranty period the railroads had to pay over 
$200,000,000 additional wages,’ said he. “The guaranty provi- 
sion is a legal obligation. This bill seeks to permit the payment 
of what is left unpaid of that guaranty by means of partial 
payments. 

“Under subsection (h) of section 209 of the transportation 
act there has been paid to the carriers by way of advances the 
sum of $264,000,000 and to the American Railway Express Com- 
pany, $19,700,000, leaving unpaid something like $340,000,000. If 
this bill passes, this balance may be paid in partial payments.” 

Reviewing the action of the Secretary of the Treasury in 
refusing to honor certificates of the Commission for partial pay- 
ments, Mr. Esch said that if the decision of the Treasury were 
sustained, the result would be a delay of months and years 
before final settlements could be made. He said the inability 
of the carriers to get the money due them resulted in the supply 
concerns being unable to pay their employes and that some 
plants had been shut down. 

“In this bill,” he continued, “we simply want to give the 
Interstate Commerce Commission the right to issue certificates 
for partial payments and have them honored by the Treasury 
Department, so that the railroads can get this money, so that 
unemployment can be reduced, and so that this money can be 
put into circulation and so that business may be restored.” 

Representative Barkley of Kentucky said he had voted for 
the bill in committee, but that he did not believe the measure 
should pass under suspension of the rules. He referred to the 
bill as an appropriation measure of $340,000,000. Representative 
Temple called his attention to the fact that the bill carried no 
appropriation, the appropriation having already been made in 
previous legislation. 

“It is nothing short of an outrage that this bill is brought 
in under these conditions,” asserted Barkley. “There are many 
members, on both sides of the House, who want to support it. 
I myself will support it under proper conditions, but I will not 
vote to suspend the rules and pass this bill without debate or 
amendment and I trust there will be enough votes on both 
sides to defeat it and force the rules committee to bring in a 
rule to open it up for debate, so that we can all offer amendments 
to it.” 


Representative Rayburn of Texas said, while he thought 
the main purpose of the bill was good and should be enacted 
into law, opportunity should be offered for amendments. 


Criticism of the minority report of Representative Sims 
was voiced by Representative Cooper of Ohio, who asserted the 
conditions faced by the railroads in the six months’ guaranty 
period were not so rosy as pictured by the Tennesseean. 

“I think it is manifestly unfair to the cause of successful 
private operation for the gentleman from Tennessee to make 
in‘ his report such misleading statements in his earnest and 
ambitious desire to discredit the railway operators and private 
ownership of our transportation systems,” said he. 

Representative Sims joined in the opposition to passage of 
the bill under suspension of the rules. He said he wished to 
offer an amendment under which certificates held by the rail- 
roads from the Commission but not paid by the Treasury would 
draw 6 per cent interest until paid and another providing that 
all claims under the guaranty provisions not certified by the 
Commission prior to January 1, 1922, shall be forever barred. 
Later he introduced a bill providing for these amendments. 
He contended there should be provisions protecting the govern- 
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ment against overpayments and that where an excess was paid 
by the government the carrier should pay interest thereon at 
the rate of 6 per cent. 

Representative Winslow said the bill simply clarified an 
agreement between the United States and the carriers and that 
no new appropriation was involved. He said the issue was only 
a business proposition and that if the members of the House 
had any business sense, they would stimulate the productive 
= of the United States by authorizing the partial pay- 
ments. 

Senator La Follette of Wisconsin announced in the Senate 
he would offer the following amendment to the partial payment 
bill when it came up in the Senate: 


(C) That no payment of money shall be made to any railroad com- 
pany under this act except and until it shall be determined by the 
Interstate Commerce Commission, upon full investigation and finding 
duly entered thereon, certifying: (1) That such railroad company has 
not since March 1, 1920, paid or contracted to pay unreasonable and 
extravagant prices for railway supplies, equipment, repairs and re- 
newals charged to its maintenance account; or (2) that it has not paid 
or agreed to pay unreasonable sums as salaries to its officers or 
directors; or (3) that it has not otherwise managed and conducted its 


business in a dishonest, inefficient or uneconomical manner in viola- 


tion of the terms of the transportation act of 1920. 


Representative Huddleston of Alabama charged that the 
railroads were raising a “false cry” of poverty. He charged 
that a nation-wide propaganda, instigated by the railroads, had 
been carried on in favor of the bill and that members of Con- 
gress had been deluged with letters and petitions favoring the 
passage of the measure. He said the plan of the House leaders 
was to “jam” the bill through. 

“The financial conditions, so far as the railroads are con- 
cerned, are better today than last year, yet the railroads say 
they cannot pay for coal and lumber, cannot pay the bills they 
owe,” said he. The statement is essentially false. It is made 
for the purpose of getting the supply people they owe to bring 
pressure to bear upon their representatives in Congress.” 


ARGUMENT IN GUARANTY CASE 


The Trafic World Washington Bureau 


Argument was heard February 8 by the Court of Appeals 
of the District of Columbia in the mandamus suit brought in 
behalf of the Grand Trunk Western against the Secretary of 
the Treasury. J. H. Covington, for the carriers, said it was not 
within the discretion of the Secretary to refuse to honor cer- 
tificates issued by the Commission for partial payments of the 
guaranty to carriers. He said the responsibility was with the 
Commission as to the issuance of the certificates. District At- 
torney Laskey, arguing for the Secretary, contended it was 
within the power of the Secretary to pass on the sufficiency 
of the certificates and that if he decided they did not meet the 
terms of the law he could refuse to draw warrants thereon. He 
said if it were possible to place two constructions on the law, 
the Secretary would choose the construction which he believed 
to be correct. 


TRANSPORTATION LEGISLATION 


The Trafic World Washington Bureau 


After Congress disposes of the bill providing for partial 
payments of amounts due under the guaranty to the railroads, 
it is not expected that any legislation of any importance affect- 
ing transportation will be passed at the present session. In 
addition to the partial payment bill, there are the measures re- 
lating to amendment of the valuation section of the interstate 
commerce act, modification of section 10 of the Clayton act, and 
amendment of the penal code with respect to the transportation 
of explosives. The latter measure may be put through as there 
is no opposition to it as far as is known, but it is not now re- 
garded as likely that the valuation or Clayton act bill will get 
through. The Clayton act modification bill, it is understood 
House and Senate leaders feel, would precipitate a great deal of 
debate, and they are not anxious to clog the last days of the 
present session in that way. So the word has gone out that 
there is not much chance of the bill being put through at this 
session. The valuation bill is in the House committee on inter- 
state and foreign commerce and those who favor its passage are 
not looking for action on it this session. A hearing on the pro- 
posed amendment of the Clayton act was scheduled for February 
11 before the House committee on interstate commerce. 


TERMINAL INTERCHANGE FACILITIES 


The Trafic World Washington Bureau 


An amendment to section 201, paragraph (c), of the trans- 
portation act, relating to the construction by the Secretary of 
War of terminal facilities for the interchange of traffic between 
rail and water lines, was agreed to by the Senate, February 8, 
in connection with the provisions in the sundry civil bill appro- 
priating money for the inland waterways service. 

Paragraph (c) provides that “the Secretary of War is hereby 
authorized, out of any moneys hereafter made available therefor, 
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to construct or contract for the construction of termina] |acilj- 
ties for the interchange of traffic between the transpor'ation 
facilities operated by him under this section and other carriers 
whether by rail or water, and to make loans for such purposes 
under such terms and conditions as he may determine to any 
state whose constitution prohibits the ownership of such (erni. 
nal facilities by other than the state or a political subdivision 
thereof.” 

Senator Spencer, of Missouri; offered the amendment which 
follows: 

And provided further, That section 201 (c), transportation act, 
1920 be amended by striking out the words ‘‘whose constitution pro. 
hibits the ownership of such terminal facilities by other than the 
State or a political subdivision thereof,’’ and insert in lieu thereof the 
following: ‘‘municipality or transportation company; or to expend 
such moneys for necessary terminal improveménts and facilities upon 
property leased from State, cities, or transportation companies under 
terms approved by the Interstate Commerce. Commission, or other- 
wise, in accordance with any order rendered by said commission under 
subheading (a), paragraph 13, section 6, interstate commerce act.” 

Senator Spencer said the amendment was drawn by the War 
Department and that the purpose back of it was this: “The term. 
inal facilities in the inland waterway navigation are largely 
floating docks. Of course, in order to make them effective, they 
must be connected with the railroad lines, generally by rails 
up an incline. The land over which these connecting inclines 
are made is generally owned either by the city or by transpor- 
tation companies. Under the present law they have no power to 
make their terminal facilities effective, and the Secretary of 
War believes, and I quite concur with him, that this amendment 
is necessary to make effective an appropriation for the terminals, 
provision for which immediately procedes it in this bill, and that 
is the only purpose.” 


LABOR AMENDMENT PLANNED 


The Trafic World Washington Bureau 


An effort to amend the labor provisions of the transportation 
act by substituting therefor legislation along the lines of the An- 
derson amendment to the transportation act as it passed the 
House may be made at the next session of Congress. This 
amendment provided practically for a continuation of the ad. 
justment boards established by the Railroad Administration dur 
ing federal control and upon which there were no public repre 
sentatives. 

Representative Sweet, of Iowa, member of the House com- 
mittee on interstate and foreign commerce, who drafted the 
Anderson amendment, said February 9, that he understood the 
railroad labor leaders were dissatisfied with the Railroad Labor 
Board principally because it was not handling the cases before it 
expeditiously and that some of its decisions had not been free 
from bias. Mr. Sweet believes that his plan for adjustment of 
disputes would be more acceptable to railroad labor and accon- 
plish more than can be accomplished under the present system. 

“Successful operation of the railroads must be based on co- 
operation between the employers and the employes, the same as 
in any other business,” said Mr. Sweet. “The feeling of railroad 
labor is that the public representatives on the board interfere 
with what is essentially a business proposition between the com: 
panies and the employes.” ; 

The Anderson amendment provided for three adjustment 
boards and three corresponding appeal boards, with equal repre: 
sentation of the railroad managements and the various classes 
of employes. Mr. Sweet said he was fully in sympathy with 
those who desired to prevent strikes on the railroads and that 
he believed with the adjustment boards as proposed in the AD 
derson amendment in operation there would be as little poss! 
bility of strikes developing as there is under the present system. 
If one of the adjustment boards could not settle a dispute, he 
said, the matter would go before the appeal board, likewise com 
posed of an equal number of representatives of the railroads 
and the employes, and he believes that by the time any dispute 
had reached that point it would be settled in an acceptable way 
to both sides. 

Mr. Sweet said he knew of no concerted effort on the part 
of railroad labor to bring the matter to an issue at the nex! 
session of Congress, but he indicated that representations thal 
had been made to him indicated that something might be done 
along that line. 

Public representation on the Railroad Labor Board was OP 
posed by organized railroad labor, It did not wish Congress t0 
go any further than to provide for a continuation of the syste 
established by the Railroad Administration. 

Indications are that there will be no serious attempt ito pul 
through the Poindexter anti-strike bill at this session. It is Tr 
garded as probable that the bill will remain on the Senate 
calendar until the end of the present session. 


RARITAN RIVER NOTE 


The Raritan River Railroad Company of New Jersey ha‘ 
applied to the Commission for authority to issue a promissor) 
note of $100,000 to reimburse the treasury for money expended 
out of earnings. 
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February 12, 1921 THE 


LIVE STOCK REDUCTIONS ASKED 


The Trafic World Washington Bureau 


A readjustment and reduction of the advances in rates and 
charges on live stock for the Western district, including Chi- 
cago, made applicable by the carriers under Ex Parte 74, 80 as 
to make them “just, reasonable and non-discriminatory,” is 
prayed for by counsel for various live stock associations in No. 
12146, The National Live Stock Shippers’ League et al. vs. a. FT. 
& S. F. et al. The other complainants are the American Na- 
tional Live Stock Association, the National Wool Growers, the 
Cattle Raisers’ Association of Texas, the Corn Belt Meat Pro- 
ducers’ Association of Iowa, and the Kansas Live Stock Asso- 
ciation, The complaint was filed by Clifford Thorne, S. H. 
Cowan, Graddy Cary, and S. C. Rowe. 

It is averred that, although the rates and charges attacked 
may have been reasonable when established, they have since be- 
come unjust and unreasonable by reason of changed conditions 
and the inability of shippers to pay them. 

It is further alleged “that the allowance of one-half of one 
per cent in addition to five and one-half per cent named in the 
transportation act as a fair return for two years, 1920-1921, 
which allowance is discretionary with the Commission, for the 
purpose of enabling the railroads to provide for their equipment 
and facilities chargeable to capital account, is not a part of a 
lawful rate and is not for transportation service, but a tax 
against shippers who become patrons of the railroad, to take 
their property for the uses named by compelling them to pay 
additional higher rates without any compensation for service, 
creating an obligation beyond the power of Congress or the Com- 
mission. 

“That in the aggregate this item for the Western district 
adds $40,500,000 per annum to the net railway operating income, 
which by report and opinion and the order in Ex Parte 74, was 
required to be paid by the shippers, in addition to the 5% per 
cent fixed by the act as a fair return to form the basis of the 
rate allowed by said order.” ; 

The complainants attack the provisions of the rate-making 
section of the transportation act relating to the creation of a 
general railroad contingent fund as an “unlawful, unjust and un- 
reasonable basis of making rates, and compels the shippers upon 
such railroads to pay, in addition to the reasonable rates for the 
service performed, an unjust tax.” 

The percentage method of making the advances without 
any maximum limit under the percentage plan creates unjust 
discrimination and unreasonable rates for the long distances 
and high rates to which there should be a maximum limit, it is 
averred. 

While all the roads in the Western district are named 
as defendants, counsel say it will be sufficient to consider the 
principal lines, systems, and subsidiaries for the purpose of de- 
termining all the issues, and, therefore, they ask a special rule 
allowing the case to proceed against those lines designated by 
the Commission so that the complainants may designate the par- 
ticular schedules of rates to be considered. 

Without admitting or asserting the jurisdiction of the Com- 
mission over intrastate rates as exercised by it, counsel ask that, 
in so far as the action of the Commission has affected intra- 
state rates and of which the Commission has taken jurisdiction, 
such orders be made on final disposition of the case as will make 
the intrastate rates just and reasonable. 

It is declared that the decision and order of the Commis- 
sion in Ex Parte 74 “wast based upon the misapprehension and 
erroneous construction of the law, that it was compelled to so 
initiate, adjust and modify rates as to accomplish the purpose of 
enabling the carriers as a whole in each group to earn an oOp- 
erating income equal to 51% per cent upon the aggregate value 
of all the property of all the carriers devoted to transportation 
within such group, plus % per cent to provide equipment and fa- 
cilities, and without regard to the amount of the earnings that 
would be produced upon particular railroads and without regard 
to conditions now existing as herein alleged, or the rights of 
the shippers to have just and reasonable rates for the trans- 
portation of their property, by the particular road used, or 
a consideration to such conditions not then in contem- 
Dilation. 

“That the requirements of the law as the Commission con- 
Strues it are impossible to carry out, as has been proven by 
operation sinoe August 26, 1920, because traffic is insufficient 
and the expenses of operation are too great.” 

The development and ascertainment of the facts necessary 
to the ends of justice, counsel aver, are beyond the power and 
Capacity or financial ability of the complainants, and they ask 
that the Commission undertake the investigation to develop the 
facts. It is further charged that the raijroads are not being 
Operated “honestly, economically, and efficiently,” and that the 
sreater efficiency which was expected has not taken place. It is 
alleged that extraordinary expenditures charged in operating 
expenses have been and are being made, whereas such charges 
Should be credited to a capital account and distributed over a 
beriod of years, The aggregate value fixed by the Commission in 





Ex Parte 74 “was enormously greater than the fair value of the 
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property upon any proof or standard of value known to the law,” 


it is averred. It is necessary to restate the value to fit the same 
to the abnormal conditions now existing, it is averred, to the 
end that at Jast reasonable rates may be made. 

“Complainants say that it has already been proven by the 
operating results since the order was made in Ex Parte 74 and 
it has been admitted by the carriers in public statement made 
by their officials that no such aggregate earnings as are con- 
templated by the decision and order of the Commission in Ex 
Parte 74 are obtainable under present conditions,” counsel say. 

“Complainants say that it will be shown upon an investiga- 
tion of the facts that rates are in many instances prohibitory 
already, and if all restrictions were removed against the making 
of whatever rates the carriers might see fit to impose, it would 
be impossible under existing abnormal conditions of a depressed 
and well-nigh bankrupt condition of agriculture and live stock 
business of the Western district and the general abnormal busi- 
ness condition which promises to be of long standing, for them 
to make a net operating income equal to 6 per cent upon the 
value which the Commission used for the purposes of its calcu- 
lation. That to make rates for that purpose imposes an unjust 
and unreasonable burden on the public, and particularly upon 
complainants.” 

Since the decision in Ex Parte 74, counsel say, “an un- 
precedented calamity has come to the country, and especially 
the Western district and corn belt section, where live stock pro- 
duction, grain production, and cotton production are basic and 
the chief industries, by the reduction in values of all live stock 
and farm products, which threatens and leads to bankruptcy 
and ruin to the live stock producers and farmers throughout the 
country, aS well as the business dependent upon these indus- 
tries, which ultimately must find its reflex in the railroad ton- 
nage and in the production and movement of traffic, which now 
renders these rates unreasonably high, even if not so when Ex 
Parte 74 was decided. 

“Wheat, corn, oats, rye, barley, hay, cottonseed, and feed- 
stuffs are now worth but little more than one-half of the amounts 
of their market values at the time this Commission entered upon 
the consideration of making the rates and otherwise executing 
the transportation act, leading up to the hearings and a de- 
cision and order in Ex Parte 74. Cattle, hogs, sheep, horses, and 
mules have declined an almost equal amount.” 

Counsel then cite the inability of producers of live stock to 
get loans, due to the financial condition of the country. Ref- 
erence is also made to the reduction in the value of foreign ex- 
change and its effect of embargoing exports. 

“Complainants say that these conditions demand a readjust- 
ment and reduction of these advanced rates on live stock and 
farm products,” the complaint continues. “Further, that even 
if the financial aid were obtainable, the expenses of the busi- 
ness and marketing of live stock upon prices present or pro- 
spective renders the business unprofitable. 

“That sheep have so declined in value that they will scarcely 
pay the freight to market from the far distant territory from 
which they are shipped and from which the enormously high 
rates created by the percentage advances are applied. 

“The wool is unsalable and the crops of last year are stored 
with no buyers, the grain and cattle being shipped into the 
United States from Canada in open competition with the home 
product, tending to still further reduce the price and add to the 
surplus of the markets. 

“That during the week beginning Monday, November 15, 
1920, there were 115,000 cattle received at the market at Chi- 
cago alone, which was in excess of the number received in any 
like period during the history of the market, That within 90 
days cattle have declined 40 to 60 per cent; hogs have declined 
an equal amount, and sheep have declined as much more. Wheat 
has declined a dollar per bushel; corn has declined, so that it 
is worth one-half of the price five or six months ago; oats have 
declined equally, and so of all feedstuff. 

“This condition leads but to bankruptcy and ruin of the 
entire farming districts of the country, which faces prices below 
the cost of production, while the cost of transportation is 75 per 
cent above pre-war costs. This must in the end find its reflex 
in railroad earnings, even if their interest alone is considered, 
since it would be impossible upon any basis of rates for them 
to produce or .secure an aggregate gross income based upon 
the values and percentages taken by the Commission, of in- 
creased rates, with the business and production curtailed as it 
is bound to be under these conditions. 

“The farmer cannot pay the merchant and the merchant 
cannot pay the wholesaler, and the wholesaler cannot buy what 
he cannot sell. The country bankers find it difficult to collect 
the indebtedness owing to them on live stock and farm products 
and to carry the loans upon the same, and have therefore been 
compelled to withdraw their reserves and deposits from the 
banking centers, which in turn, being depleted of available 
money, cannot rediscount the paper of their customers, and the 
Federal Reserve banks find themselves in the same condition 
resulting from these general causes. 

“That with the increased rates made during the war and the 
increases made by the order in Ex Parte 74, the rates upon ship- 
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ments of live stock, in many instances, have become so high, 
considering the price which is to be obtained at the markets, 
that they are prohibitory. That shipments a distance of 1,000 
miles of grown catttle cost from $8 to $10 per head for the 
freight and other charges to get them to market. That it costs 
20 cents a bushel for movement and delivery into elevators of 
grain for distances of 500 miles, say, from the Missouri river to 
Chicago. That shipments of hay distances of 250 to 400 miles 
cost two-thirds or more of the value of the hay, amounting to 
from $10 to $12 per ton. 

“That on all shipments from the manufacturing districts of 
agricultural implements, manufactured goods, wares and mate- 
rials consumed by farmers and stock raisers, proportionate in- 
creases are made, and that applies to lumber and coal and all 
character and classes of supplies. That stock raisers and farmers 
are unable to pay these advanced rates because they cannot sell 
their products at the markets netting them sufficient money to 
do it. That in instances at this time live stock has been and 
is shipped and sold at prices that scarcely pay the freight and 
other charges. 

“It needs no argument to show that these conditions de- 
mand, in justice and fairness to the live stock and farm pro- 
ducers of the country, a reduction of the freight rates to the 
utmost minimum that will cover the cost of transportation car- 
ried on in an economical and efficient manner, with the least pos- 
sible expenditures consistent with reasonable service. 

“The complainants say that it is immaterial that the enor- 
mous advances in rates are not the sole cause of this condition; 
it is sufficient to say that they are unreasonably high, measured 
from any viewpoint of the interests of the producers and the 
shippers and of the public interest, and as the complainants will 
show, from the interests of the railroads themselves, which can- 
not be made a preferred class at the expense of the bankruptcy 
of their patrons,” 


Counsel further aver that the value taken by the Commis- 
sion for the Western district is equal approximately to $61,000 a 
mile of road, and that that value is excessive by the average of 

25,000 per mile for rate-making purposes. 

The concluding prayer of the complainant is as follows: 

“Complainants pray for such speedy hearing as will enable 
them to show the facts herein alleged and to show such other 
facts as to the Commission may seem meet and proper and for a 
revision of said rate advances downward to the basis of making 
the same just and reasonable and for general relief against 
unjust and unreasonable rates and charges on live stock, in the 
Western district, to and including the Chicago market, as brought 
about and resulting from the decision and order in Ex Parte 74, 
and they pray for such other relief, general or special, as they 
may be entitled to under the facts. Especially do they pray for 
a maximum amount of the advance by percentage to relieve the 
long distance movement from unreasonable discriminations and 
undue burdens compared to the shorter distance movement. 

“And the complainants pray the Commission as a matter of 
special relief resting in its discretion to immediately grant, 
that it order the carriers to reduce the rates by the amount 
equivalent to the % per cent net income from freight revenue, 
which the Commission in the exercise of its discretion added to 
the 5% per cent return provided for in Section 15-a, paragraph 
2 of the act, which would effect a reduction of 30 per cent in 
the Western group and 20 per cent in the Mountain Pacific 
group of the advances allowed, to which a maximum in cents per 
hundred pounds should be fixed for the longer distances and 
higher rates on live stock.” 


ASK REDUCED FREIGHT RATES 


Representative Oldfield has submitted in the House a petition 
from citizens of McRae, Ark., asking reduction in freight rates 
to a “normal basis.” It was referred to the committee on inter- 
state commerce. 


HOGS, SOUTHEAST TO FORT WORTH 


Hearing on No. 11947, Armour & Co. vs. Wabash et al., and 
Sub-No. 1, Armour & Co. vs. Missouri Pacific et al., was held 
before Examiner Bronson Jewell in Chicago, February 9. In 
the original complaint it is alleged that the rates on hogs from 
points in Southeastern territory, especially Jacksonville, Mont- 
gomery and Nashville, to Fort Worth are unreasonable. The 
Commission is asked to prescribe just and reasonable rates be- 
tween these points. Sub-No. 1 asks reparation on shipmenst 
to Fort Worth from these points in the amount that the freight 
charges thereon exceed the rates which the Commission may 
prescribe. R. D. Rynder presnted a petition of intervention in 
Sub-No. 1 on behalf of Swift & Co. 

The case was handled by Attorney Paul D. Blanchard, for 
Armour & Co., who presented, as his first witness, W. W. Manker, 
assistant traffic manager for Armour & Co. Mr. Manker claimed 
that the operation of the plant of Armour & Co. at Fort 
Worth was hampered by the fact that the rates on hogs, car- 
load, between the points mentioned in the complaint and Fort 
Worth were based on a combination of dollars and cents per 
car in Southern territory and cents per mile in Western ter- 
ritory. He said ‘that the resulting through rate was out of line 
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with other through rates, from the South to the East, for 
instance, and for hauls from Missouri River points to Fort Worth, 

“The region around Fort Worth,” said he, “produces very 
few hogs. It is, therefore, necessary for us to ship in hogs 
from other parts of the country, and, since we purchase largely 
at Nashville, it would be better for our business if we could 
ship from this point and the others mentioned at a reasonable 
rate. This would make it unnecessary to ship to Fort Worth 
from Missouri River points where we have the plants necessary 
to take care of our purchases.” ; 

Mr. Manker introduced in an exhibit statements by ihe de. 
fendants in I. C, C. Docket No. 9986, at a hearing in May, 1919. 
That case was a packers’ complaint against carload rates op 
hogs in the South. The statements were to the effect that the 
southern carriers were then at work on a revision of live stock 
rates to be published in the near future. Nothing, the witness 
said, ever came of this promise. 

In discussing the basis of rates that the shippers would like 
to have apply on shipments between the points named and Fort 
Worth, the witness introduced exhibits which purported to be 
extensions of the principles applied by the Commission in fixing 
the so-called 1716 rate and the 958 rate. Both these rates, the 
witness said, were based on cents per hundred pounds per mile, 
the scale decreasing in varying proportions as the distance ip. 
creases. “It is apparent from the exhibits,” the witness said, 
“that the application of the 1716 scale to these shipments would 
be more advantageous to the shippers; but we will be satisfied 
to have the 958 scale apply.” 

As far as rules and regulations are concerned, the witness 
said, the packers would be satisfied with those laid down by 
the Railroad Administration, with a few exceptions. The most 
important of these was the minimum weight on hogs, which the 
witness said should be reduced from 22,000 to 17,000, single deck. 
He also criticized the attitude of the southern carriers with 
regard to their failure to make rates on double-deck cars. He 
said that in most territories these rates were based on 125 per 
cent of the single-deck rates, and that the movement of hogs 
in that class of equipment saved fully one-third in car movement. 
He also pointed out that the hauls mentioned in the complaint 
were no longer than a great many other live stock hauls and 
that, therefore, they could not be considered especially haz- 
ardous. 

In concluding his direct testimony, Mr. Manker introduced 
as evidence a copy of The Traffic World, January 28, 1921, which 
contained an article saying that the Central Freight Association 
and the Southeastern carriers had promised industrial traffic 
managers that they would establish joint class rates between 
those territories. 

In cross-examination, F. K. Mohr, attorney for the defend- 
ants, sought to disprove a statement made by the witness that 
the Armour plant at Tifton, Ga., had to shut down on account 
of disadvantageous freight rates. While not denying that the 
independent packers in this territory were experiencing some 
prosperity, the witness said these plants drew their stock and 
sold their products within a radius of 200 miles. Rates within 
such distances in the South were reasonable, he said, but 
Armour & Co. could not confine its business to any such limited 
territory. 

W. C. Watson, testifying for the interveners, dwelt mainly 
on the rates from Nashville to Fort Worth. He said the present 
rate from that portion of the haul between Memphis and Fort 
Worth was 85 cents, while the proposed rate, using 958 as a 
basis, would be 79 cents. In cross-examination the witness ad- 
mitted that the application of this scale to these shipments 
might allow shipments from Nashville to Central Freight Asso- 
ciation territory on the same basis, but that Swift & Co. were 
not so much concerned with the establishment of a new basi¢ 
rate as with the establishment of a new and reasonable rate 
from Nashville to Fort Worth based on the 958 scale. 

L. M. Hogsett, general freight agent for the Texas & Pacific, 
testified as to the rates in Western territory. He said these 
rates on hogs had been based on a percentage of 115 of the fai 
cattle rate, and that, since the cattle rates in Texas and Louisi- 
ana were highly competitive, the hog rate was at present a 
depressed rate in that territory. He pointed out, moreover, that 
the movement of hogs over the T. & P. during 1919 had been 
only 1,824 cars with an average long haul of 230 miles, while 
the shipments on cattle amounted to 8,010 cars with an average 
haul of 271 miles. 

In cross-examination he admitted that a lower rate might 
increase the hog traffic on his lines, but said that there would 
be no particular advantage in doing so unless they could be 
hauled at a fair rate. 

Mr. Hogsett was followed by C. C. P. Rausch, assistant 
freight traffic manager of the Missouri Pacific, who testified 45 
to the reasonableness of the rates on his lines. He also calle 
attention to the limited traffic on hogs. Before he had gone 
very far with his testimony, however, attention was called to 
the lateness of the hour, and the examiner made inquries 4§ 
to the amount of testimony yet to be entered. The defense 
indicated that it had still a number of witnesses, and, on if 
suggestion, hearing was adjourned, with the request that the 
Commission set a future date for its completion. 
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February 12, 1921 


INTRASTATE RATE ADVANCES 


In a bulletin sent to state commissions February 3, John E. 
Benton gave the following information regarding intrastate rate 
situations: : 

“New York passenger fare case: From the newspapers I 
jearn that the Appellate Division of the Supreme Court of -New 
York has just overruled Judge Benedict in the Long Island case, 
wherein an injunction was obtained by the state against the 
Long Island Railroad and the Staten Island Railroad preventing 
increase Of intrastate fares in accordance with the order of 
the federal commission. A letter from Mr, Clark, counsel for 
the Chamber of Commerce of the Borough of Queens, advises 
as follows: ‘We were defeated on appeal solely upon the ques- 
tion of jurisdiction, the court writing no opinion.’ 

“Montana passenger fare case: In my bulletin of yesterday 
I advised that in Montana an injunction had been obtained by 
carriers restraining the Montana commission. This, I assumed, 
was in the federal court. A letter just received from Mr. Too- 
mey, counsel for the commission, confirms this assumption, as 
follows: 

You are advised that following the decision of the Interstate Com- 
merce Commission, the carriers in Montana obtained an injunction 
restraining this board and other state officials under the provisions 
of Section 266 of the Federal Judicial Act from in any manner inter- 
fering with the order of the Interstate Commerce Commission. The 
injunction of the Federal Court was served upon the state officials 
while the attorney general of the state and myself were standing in 
the Supreme Court of Montana, seeking an injunction against the 
carriers to prevent them from going ahead with the order of the 
Interstate Commerce Commission. After service of process our 
Supreme Court declined to take original jurisdiction in injunction 
proceedings, but we today made a new application to that court under 
the last clause, but one, of Section 266 as aforesaid, whereby we hope 
ty stay proceedings in the Federal Court until the question is 
determined by our own state court. So far as our research goes, this 
is the first time that this proceeding has been attempted under the 
section referred to.”’ 

Texas Rate Case 


The Texas intrastate rate case, resulting from the action 
of the Texas commission in authorizing an increase of 3344 per 
cent in intrastate freight rates, while the interstate increase in 
that territory was 35 per cent, and in refusing increases in pas- 
senger fares or the application*of the Pullman surcharge be- 
cause of a 3-cent maximum fare law in Texas, was argued 
before the Commission February 3. 

J. W. Terry, appearing for the carriers, made the usual 
argument of the carriers in support of their applications for 
authority to apply the same percentages to intrastate traffic as 
authorized by the Commission in Ex Parte 74. He said the 
carriers estimated their loss in revenue from passenger fares, 
under the 3-cent fare as against 3.6 cents, would be $6,947,000 
annually and that the loss due to the lack of the surcharge 
would be $1,625,000 annually. He estimated the loss on freight 
traffic to be about $267,000 annually. That amount was rela- 
tively small, it was explained, because, due to the Shreveport 
situation, only about one-third of the Texas intrastate traffic 
moves under the state commission rate increase of 3314 per 
cent, an increase of 35 per cent having been applied on the 
remainder of the intrastate traffic. 

C. M. Cureton, attorney-general of Texas, made a “states- 
rights” argument, declaring that if the Commission overrode 
the Texas commission the issue would be fought out in the 
courts. He declared Congress, in the transportation act, had 
not given the Commission the power to set aside the orders 
of the state commissions as it had done in the intrastate rate 
cases heretofore decided by the Commission. As he interpreted 
the act, he said, the powers of the state commissions were left 
wimpaired, except where there was proof of discrimination 
against interstate commerce. 

“The place to amend the law is in Congress, and not before 
this Commission,” he asserted, adding that if it were deemed 
best to have but one commission fix all the rates in the coun- 
try, the law should be amended, but that to date it had not been 
so amended. 

The issue in the Texas case is somewhat different from 
the other intrastate cases in that the Texas commission has 
Placed a value on the property of the Texas railroads and based 
its rate decision on that valuation. The Texas valuation runs 
about $30,000 a mile of railroad, while the state authorities 
contend that the valuation of the Interstate Commerce Com- 
mission averaged about $57,000 a mile. 

“The question of valuation lies at the bottom of this whole 
controversy,” said Mr. Cureton. “The courts are not going back 
om the proposition that when you make a rate it has to be 
something near a reasonable rate and based on the valuation 
of the railroads.” 

_ Commissioner Meyer inquired whether the Texas commis- 
Sion had segregated the values of the Texas roads as between 
Intrastate and interstate use. Mr. Cureton replied that that 
Would be impossible—that every mile of railroad was used 
both in intrastate and interstate commerce. He said the amount 
of revenue involved because of the difference between intrastate 
and interstate freight rates in Texas was small, but that the 
Principle involved was vital to the state of Texas, because its 
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state commission had found what the level of intrastate rates 
should be to yield the carriers a fair return on the valuation. 
He also contended that it was beyond the power of the Com- 
mission to act on passenger fares within Texas, because those 
fares were prescribed by state statute. 

S. H. Cowan made a brief argument in behalf of the Texas 
commission, prefacing his remarks with the statement that the 
Commission probably would not pay any attention to his 
thoughts on the subject. Referring to the disposition of the 
intrastate cases which have been decided by the Commission, he 
said it appeared that the best thing to do was to deal with 
the Commission as cattlemen dealt with stampeding cattle—go 
along with them until they get them “tamed down.” He at- 
tacked the rule of rate-making in section 15-a of the act and 
asserted that it would be repealed. He said it was difficult to 
draw the line in making rates at a point where traffic would 
move and still give the railroads adequate revenue. In reply 
to a question by Commissioner Meyer as to whether traffic 
would be moving from the states in the western group if tne 
rates were on the basis they were prior to the advances under 
Ex Parte 74, Cowan asserted it would and that great relief 
would be accorded the farmers and cattle raisers in those states. 

Louisiana Rate Case 

The question of whether an unlawful discrimination can be 
created against interstate commerce where the commodity in- 
volved does not move in interstate commerce was submitted 
for the consideration of the Commission in argument, February 
4, in the Louisiana intrastate rate case. 

The Railroad Commission of Louisiana authorized freight 
rate increases on intrastate traffic in the same percentage 
amounts as fixed by the Interstate Commerce Commission in 
Ex Parte 74, with the exception of increases on sugar cane, rice, 
and sand and gravel used in public work, and rates on milk 
and cream. The passenger fare increase of 20 per cent and the 
application of the 50 per cent Pullman surcharge were denied. 

Most of the argument in the case centered around the rates 
on sugar cane, of which, it was explained, there is no interstate 
movement. Wylie M. Barrow, assistant attorney general of 
Louisiana, contended that because there was no interstate move- 
ment of sugar cane, there could be no discrimination against 
interstate commerce because of the rates under which that 
commodity moves intrastate. Fred H. Wood, for the carriers, 
on the other hand, contending that the sugar cane rates are un- 
reasonably low, argued that there was a discrimination against 
interstate commerce in that the unreasonably low intrastate 
sugar cane rates resulted in an undue burden on interstate 
commerce. 

Mr. Wood said the sugar cane movement was entirely an 
intrastate movement within Louisiana, the cane being shipped 
from the plantations to the central factories. He said the traffie 
was the most expensive and least remunerative of any traffic 
handled by the carriers and that when the cane was ready for 
shipment, the railroads had to assign special trains and crews 
for the handling thereof. 

The Louisiana commission, in denying the carriers’ original 
application for permission to increase the sugar cane rates, re- 
served the matter for further consideration but has never taken 
any further action. That was a point advanced by Mr. Barrow 
as to why the federal commission should not assume jurisdiction 
of the rates. 

Commissioner Aitchison, apparently taking that view, asked 
Mr. Wood why the carriers had not exhausted their remedy be- 
fore the state commission before coming to the Commission. 
Mr. Wood said the carriers might have done that, adding that 
the state commission had had five months in which to act on 
the rates but that it had done nothing, but he did not believe 
that the failure of the carriers to do that changed the funda- 
mental principle involved. 


In response to questions by members of the Commission, Mr. 
Wood said the Commission had the authority under the trans- 
portation act, where state rates were unreasonably low, as 
measured by the Commission’s findings in Ex Parte 74 in accord 
with the mandate of Congress, to find that discrimination re- 
sulted against interstate commerce, regardless of whether or 
not the commodity involved moved also in interstate commerce. 

That part of the Illinois intrastate rate case (No. 11703) 
involving commutation fares was argued before the Commission 
February 5 by R. V. Fletcher and A. A. McLaughlin for the car- 
riers and Morton T. Culver and H. M. Slater for the state com- 
mission. 

Counsel for the carriers contended that even a 20 per cent 
increase—the amount asked by them—in commutation fares 
would not bring the fares up to the point where they would 
produce sufficient revenue to meet operating expenses. They 


claimed that the showing made by the Illinois Central and the 
Chicago & North Western, as well as for the other roads in- 
volved, established that the suburban business in Chicago is 
carried at a loss, and does not pay operating expenses. 

“If it does not,” counsel argued, “it is clear to us that it 
amounts to a discrimination against interstate commerce, since 
the loss on this traffic must be taken out of the revenues of 
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the carriers earned in interstate commerce, thereby depleting 
their revenues and making it necessary to pile a heavier burden 
upon such commerce.” 

A continuance of the “present low rates,” it was contended, 
will cut the interstate and standard line fares, as well as the 
intrastate commutation and standard line fares. 

Counsel for the state commission contended that the intra- 
state commutation rates now in force “pay their own way.” 
Mr. Slater made an attack on the figures submitted by the car- 
riers, contending that the methods of computation used by the 
railroads did not permit of a proper analysis with relation to 
the income from the commutation business and the cost thereof. 

Mr. Slater charged that the Chicago & North Western gave 
commutation passes to employes and their families, which, by 
figuring on the basis of the lowest commutation fare, represented 
approximately $40,000 annually, and that this was credited to 
the expense of operation of the suburban trains. 

The Commission has amended its order in No. 11703, in the 
matter of intrastate rates within the state of Illinois, because 
the order directed the carriers to increase intrastate freight 
rates and milk and cream rates “now in force” in the same per- 
centage amounts as prescribed for interstate traffic in Ex Parte 
74. The effect of that order, if literally applied, would have 
been to apply the interstate increases on the intrastate rates 
as increased by authority of the public service commission of 
Illinois. As changed the increases apply to the rates in effect 
on August 25, 1920, the day before the rates under Ex Parte 74 
became effective. The amended order follows: 


It appearing that the Commission entered an order in the above 
entitled proceeding on the 11th day of January, 1921, in which the 
common carriers therein named, parties to said proceeding, to remove 
the undue prejudice, undue preference and advantage, and unjust 
discrimination found in the Commission’s report therein to exist, were 
erroneously notified and required to establish, put in force and main- 
tain rates and charges for freight services and for the transportation 
of milk and cream in intrastate commerce within the state of Illinois 
which should exceed the rates and charges of the carriers in force 
at the date of said order and applicable to such transportation in 
amounts corresponding to the increases heretofore made by the 
carriers, ‘‘now in force,’’ under Ex Parte 74, referred to in said report, 
in said carriers’ rates and charges for freight services and for the 
transportation of milk and cream in interstate commerce within the 
state of Illinois and between points in the state of Illinois and points 
in other states in the eastern group, including the Illinois district: 

It is ordered, That said order be, and it is hereby, amended so as 
to require that the increases therein prescribed be applied to the rates 
and charges for freight services and for the transportation of milk 
and cream in intrastate commerce within the state of Illinois in force 
on the 25th day of August, 1920, and applicable to such services and 
transportation, instead of to the rates and charges ‘‘now in force,”’ as 
provided in said order; and that in all other respects said order shall 
remain in full force and effect. 


Cc. N. S. & M. Rate Hearing 


Final hearing on No. 11558, a petition of the Chicago, North 
Shore & Milwaukee Railroad, was held before Chief Examiner 
R. E. Quirk in Chicago, January 7. Original hearing on the 
petition, which requests an increase in fare from two to three 
cents per mile intrastate in Illinois, to remove alleged discrim- 
ination between interstate and intrastate fares, was held before 
Examiner Carter, January 10, at which time the state asked for 
more time to prepare its case. 

Morton D. Culver, assistant attorney general of Illinois, con- 
ducting the case for the state, confined himself chiefly to at- 
tempts to prove that the road, which is electric, is in reality 
a street car line, in so far as it furnishes street car service to 
the municipalities along its lines. He placed on the stand 
Albert Weban, city attorney, Wilmette, Illinois; Elmer E. Jack- 
son, village attorney, Kenilworth, Illinois; and Frederick Dick- 
enson, city attorney, Winnetka, Illinois. All these witnesses in- 
troduced as exhibits copies of franchises which the original car 
lines, afterwards taken over by the C. N. S. & M., had obtained 
from these municipalities. These contained clauses guarantee- 
ing a five-cent fare within the cities and villages by which they 
were granted and, in most cases, to the corporate limits of the 
adjoining towns on the north and south. 

Copies of time cards on the road were also introduced to 
show that the C. N. S. & M. runs almost as many so-called locals, 
which stop at each street crossing, as it does expresses and 
limiteds, which make but one stop in each city or village. 

The situation in Waukegan, as outlined by Mr. Dickinson, is 
even more peculiar. Here, the witness said, the C. N. S. & M. 
ran a regular street car service, having two lines within the 
city entirely separate from the main line, which runs west of 
Waukegan. He said that, at present, the rate on both the east 
and west lines between Waukegan and North Chicago, eight 
miles south, was five cents a ride, regardless of the distance, and 
that a great number of people who lived in Waukegan worked in 
factories in North Chicago. The witness alleged that the road 
might seek to use any increases that the Commission might 
grant it is authority to increase fares between these two closely 
related points to a charge per mile basis. 

In his closing statement, however, Ralph R. Bradley, gen- 
eral counsel for the railrcad, said it was not the road’s intention 
to interfere with local rates in Waukegan. He said the two en- 
terprises—the through line to Milwaukee and the street car 
lines in Waukegan—were operated as distinct and separate 
businesses; that the state commission had recently allowed an 
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increase to six cents a ride for fares in Waukegan and North 
Chicago; and that no further advance in street car fares ip 
those towns was intended. He objected to Mr. Morton’s designa. 
tion of his road as a street car line in all the towns alone the 
line. He said the C. N. S. & M. was incorporated under the gep. 
eral railroad laws of Illinois, and that when the Illinois staiutes 
provided for a two-cent maximum fare on railroads in that state 
his road had been obliged to comply with the law. 

“In other words,” he said, “when the state wants to keep 
our fares down it calls us a railroad; and when we ask for the 
increase we feel we are entitled to, we are called a street car line. 
These franchises with various cities and villages are interesting 
as history, but they bear no weight as evidence. The various 
courts have held, time and again, that the earnings of any sireet 
car company are what constitute the real criterion as to the 
reasonableness of its fares. The Illinois commission itself held 
to that view in allowing increases in the city of Chicago, so that, 
even if we were to admit that we are a street car line, which 
we do not, these franchises would mean nothing.” 

In his closing argument, Mr. Culver said that if the Com. 
mission would do something to prevent fares in these cities and 
towns from being raised—that is, if they prevented a raise in 
rates on the local trains—the state would not object to a raise 
in rates on the through service cars. 

Illinois Intrastate Rates 

With a view to saving the carriers money and bringing into 
operation rates on intrastate traffic in Illinois in the shortest 
possible time, the Commission has authorized the carriers, in 
special permission 51785, to publish the rates in one of three 
methods: (1) By publishing specific rates in full compliance 
with paragraph 1 of rule 4; (2) by cancelling the present re- 
striction forbidding the application of rates on intrastate traffic 
and substituting for that prohibition a statement that rates and 
charges will apply on Illinois intrastate traffic; (3) by filing spe- 
cial supplements such as were filed under Ex Parte 74 under per-. 
mits dated August 5 and 9. 


lowa Wants State Control 


The Iowa legislature has adopted a resolution calling on 
Congress to amend the transportation act so that the law will 
plainly reserve to the states control over intrastate commerce. 
The resolution refers to the decision of the Commission in the 
Illinois rate case as, in effect, overriding the power of the state 
commission. Copies of the resolution will be sent to each menm- 
ber of the Iowa delegation in Congress, 


Conference of State Attorneys 


At the request of the attorney general of Ohio, John E. Ben- 
ton, general solicitor of the National Association of Railway and 
Utilities Commissioners, has called a conference of the attorney 
generals of the states interested in the litigation growing out of 
the Commission’s orders in intrastate rate cases for February 16 
in Washington, at the offices of the association. The intrastate 
rate situation will be discussed and action will be taken with 
respect to intervening in the Wisconsin intrastate passenger rate 
case which has been set for argument before the United States 
Supreme Court on February 28. 


STATE AND FEDERAL CO-OPERATION 


The Trafic World Washington Bureau 


John E. Benton, general solicitor of the National Association 
of Railway and Utilities Commissioners, sent to state commls 
sions, February 3, a report on the private conference which was 
held by representatives of the Interstate Commerce Commission 
and the state commissions, January 22, relative to co-operation 
between the state and federal commissions. He included a letter 
sent by him to Chairman Clark containing recommendations as 
to joint action by the two bodies. 

“The discussion did not result in expressions of agreement 
upon the propositions which were broached on behalf of the state 
commissions,” said Mr. Benton in his report, which follows: 

“At the last convention of this association a resolution was 
passed which is set out in full in my bulletin of November 24, 
1920. That resolution directed that if such a conference should 
be arranged thereunder, the representatives of this association 
should ‘report the results, together with their recommendations, 
if any, to the several commissions, and to the next convention. 
Acting under the direction of your representatives, I am making 
this report of results to this date. 

“As I advised in my bulletin of January 24, the conference 
was held on January 22. Your association was represented by 
President Perry of the Georgia Commission, Chairman Burr of the 
Florida Commission, Hon. J. W. Raish of the South Dakota Com- 
mission (acting upon the proxy of Chairman Murphy of that 
commission), Hon. C. M. Reed of the Kansas Court of Industrial 
Relations, and myself. The federal commission was represented 
by a committee, designated by the commission, consisting of 
Chairman Clark and Commissioners Daniels and Eastman, 

“At the conference President Perry was requested to opel 
the discussion, and did so. The conference was, however, entirely 
informal, and all present took part in the discussion. In sub 
stance it was stated on behalf of the state commissions that they 
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nad united with the federal commission in urging upon Congress 
the enactment of the co-operative provisions of the Transporta- 
tion Act, with the hope and expectation that they would result 
in such co-operative action in the way of joint conferences and 
joint hearings that such conflicts as might appear between state 
and federal rates might be by agreement removed by state or 
federal authorities, respectively, accordingly as upon such joint 
hearings or conferences it should appear that state or federal 
rates, or both, should be changed. The opinion was expressed 
that the enactment of the law created opportunity for such joint 
development of facts and common understandings that if em- 


praced, occasion should seldom, if ever, arise for the prescribing 


of intrastate rates by federal power. 

“Mr. Perry said that the state commissions were disappointed 
ihat no substantial results in the line of co-operation had fol- 
lowed the enactment of the co-operative provisions; that they 
were uncertain as to what classes of cases the federal com. 
mission considered properly the subject of co-operative effort, 
and as to how such co-operation should be initiated and carried 
forward; that they were in the dark as to the federal commis- 
sion’s disposition and desires, and were wondering, and hence 
had passed the resolution, so that, if possible, a full understand- 
ing on these matters might be obtained. 

“On behalf of the federal commission it was in substance 
stated to be the disposition of that commission to promote the 
idea and practice of co-operation; attention was called to the 
fact that the federal commission had in several cases requested 
state commissions to hold hearings upon applications of car- 
riers for certificates of convenience and necessity in construc- 
tion and abandonment cases, and to submit the record with their 
recommendations; that the California Commission had lately 
undertaken, at the request of the federal commission, to hold 
a hearing and make its recommendations as to the continued 
joint use of terminal facilities at Oakland in that state; and 
that in Illinois and Mississippi the federal commission, at the 
request of the respective state commissions, had designated ex- 
aminers to sit with the local commissions in state rate proceed- 
ings. The action of the federal commission in asking this asso- 
ciation to appoint representatives to sit in Ex Parte 74 was cited. 

“It was further suggested that the state commissions might 
be of much aid to the federal commission through the use of 
their forces in the administration of the provisions of the trans- 
portation act vesting control over security issues in the federal 
commission. 

“It was, however, stated by Chairman Clark that it did not 
appear to be wise to attempt to determine in advance ‘what 
classes of cases’ offer proper opportunity for co-operation, as 
such attempt might lead to the inclusion of cases which, when 
they arose, would appear not to be of a character upon which 
co-operation could be had, and, on the other hand, might exclude 
some cases which, when they arose, would appear to be proper 
for co-operation. 

“On behalf of the state commissions it was stated that the 
matters of which mention had been made, wherein the federal 
commission had invited co-operation, were (not including Ex 
Parte 74) relatively unimportant in comparison with matters 
of rates and service, and that the limited representation possible 
in Ex Parte 74, and the broad nature of the inquiry therein, gave 
no opportunity to the state commissions to aid in the considera- 
tion and settlement of questions involving local rates, such as 
were brought in question by the state cases instituted before the 
federal commission since the decision in Ex Parte 74. 

“It was also suggested to the federal commission that the 
authority given to it in the act to avail itself of the ‘co-opera- 
tion, services, records, and facilities of state authorities in the 
enforcement of any provision of (the) this act,’ opened the way 
for the federal commission to designate the several state com- 
Missions as local agencies to act for it in car service matters, 
and that such designation would obviate questions of conflict 
of authority, and enable the local commissions to secure prompt 
and equitable distribution locally of available equipment. 

“Chairman Clark requested that the suggestions on behalf 
of the state commissions be made definitely in writing for the 
further consideration of the federal commission. Accordingly, 
upon the afternoon of the day of the conference, the following 
letter was transmitted to him: 


ro... pursuance of the purpose of the resolution under which our 
tr erence with your committee was held today, and conforming to 
nat of your committee that we put into writing definite sug- 
the ions as to action hereafter by federal and state commissions under 
state’ Geenative provisions of paragraph (3) of section 13 of the Inter- 
ome Commerce Act as amended, the committee representing the 
: lonal Association of Railway and Utilities Commissioners directs 
1é to make the following suggestions: 
that nat the federal commission advise the several state commissions 
bs it is the purpose of the federal commission hereafter, whenever 
pod betition is filed with the federal commission bringing in issue any 
qastate rate, fare, charge, classification, regulation or practice, 
: ‘ore proceeding upon said petition, or making any order for an 
vestigation of the matters complained of in said petition, to notify 
ee commission or state commissions having jurisdiction over 
Of than restate rate, fare, charge, classification, regulation or practice 
po pendency of such petition, and to invite a conference or sug- 
z tons in writing as to procedure upon said petition, with a view 
ang pusting without hearing, if possible, any conflict between state 
a federal requirements that may appear, or in the event that a 
it gs hearing shall be unavoidable with a view to a joint hearing, 
€ same shall seem advisable to the commissions involved. 
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That the federal commission also advise said state commissions 
that whenever there is pending before any state commission a pro- 
ceeding involving the relationship between state and federal rate 
structures and practices, the federal commission will welcome sug- 
gestions looking towards joint conferences or joint hearings, as may 
seem necessary and advisable, with a view to the avoidance or re- 
moval of conflict between state and federa! requirements. 

That the federal commission invite the several state commissions 
to act as agencies of the federal commission in all matters relating 
to car service local to their respective states; and that it be under- 
stood that in the matter of the distribution of cars already within 
any state, as between shippers desiring the same, the local commis- 
sion in that state, subject to any rule of distribution in the Inter- 
state Commerce Act, may require an equitable distribution of the 
same. 

The foregoing suggestions cover the matters which are deemed 
hy the committee of principal importance. We hope that the same 
will meet the approval of your Commission. 

Will you kindly send any response that may be 
undersigned? 


made to the 


“No reply has as yet been received. 

“It may be said that the conference was agreeable in that 
the representatives of the federal commission indicated the ut- 
most cordiality, and in general terms expressed the desire before 
mentioned to promote co-operation between federal and state com- 
missions. On the other hand, the discussion did not result in ex- 
pressions of agreement upon the propositions which were 
broached on behalf of the state commissions. While the same 
were not conclusively negatived, the substantial results of the 
conference, if any, remain to be hereafter developed. 

“The commissions will be advised of any reply that may be 
received from the federal commission.” 


OIL, WICHITA FALLS TO CUSHING 


The complaint in Docket No. 12042, Anderson & Gustafson, 
Inc., et al. vs. M. K. & T. et al., hearing on which was held before 
Examiner Jewell in Chicago, February 11, alleges that the rates 
on crude oil from Wichita Falls, Tex., to Oklahoma City and 
Cushing, Okla., between September 1 and October 8, 1918, were 
unjust and unreasonable in that they exceeded 22% cents. Rep- 
aration to the amount of $2,798.59 is asked. 

A. F, Runyan, assistant traffic manager of Anderson & 
Gustafson, Inc., at Cushing, testified that the only two shipments 
that moved between the points mentioned consigned to the com- 
plainant, during the time stated, were one of 10 cars to Okla- 
homa City and one of 25 cars to Cushing. He stated that the 
issues in the case were much the same as those in No. 10670, 
Atwood Refining Company vs. M. K. & T., decision on which 
was made by the Commission in favor of the complainants. 
Copies of a number of the exhibits in that case were introduced 
as evidence. Other exhibits purported to show that the rate 
between Wichita Falls and Okmulgee, Tulsa and Sapulpa was 
22%, cents at the time the shipments complained of moved, 
while freight bills introduced by the witness showed that the 
rates paid to Oklahoma City and Cushing from the same point 
were 32% and 37 cents respectively. On September 30, 1918, a 
few days after the shipments moved, the rate to Oklahoma City 
and Cushing was reduced to 22% cents, but no provision was 
made for making it retroactive in the case of these shipments, 
although, as the witness said, the reduction in rate was brought 
about by a complaint instituted with the carriers prior to the 
making of these shipments for the express purpose of lowering 
freight on them. He said that the movement of the 25 cars 
to Cushing was an emergency movement, due to the scarcity 
of crude oil at that point at that particular time, and introduced 
correspondence purporting to show that the effort to bring the 
Cushing rate down to the level of the Okmulgee-Tulsa-Sapulpa 
rate was started prior to the signing of the contracts for the oil 
shipped. 

Comparisons with other rates were made by the witness 
to show that the average revenue per ton-mile on the basis of 
the rates paid on this oil was 172.1 per cent of average rates 
paid on other traffic. Even were the claim to be allowed, he 
said, the revenue per ton-mile yielded would equal 119 per cent 
of the average rates on other traffic. He also said that the 
average loading of crude oil was 88 per cent over the average 
of other traffic, in tons. Other figures purported to show that 
Anderson and Gustafson lost $1.95 a barrel on the oil contained 
in these shipments. 

A. M. Bull, appearing for the defense, pleaded that he had 
received notice of this hearing only six weeks ago, and asked 
for the setting of a future date for hearing the defense in the 
case. The examiner said that the request would appear on the 
records, but that he, personally, could not say that it would be 
granted. He, therefore, asked whether the parties desired to 
file briefs, and on their replying in the affirmative set March 
13 as the brief date. The right for oral argument before the 
Commission was reserved by both sides. 





AUTHORITY TO ABANDON RAILROAD 
Authority to abandon 1.872 miles of railroad between Barndt 
and Bayne, in Richland County, North Dakota, has been granted 
the Northern Pacific Railway Company by the Commission, the 
reason being that there is no traffic to be handled over the 
branch. 
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STOCKYARD-PACKER DIVORCE 
The Trafic World Washington Bureau 


Another chapter has been written by the five big packers 
in their efforts to present to the Supreme Court of the District 
of Columbia a plan for divesting themselves of their stockyard 
and other outside interests, in compliance with the consent de- 
cree of divestment, which will be satisfactory to the court and 
to Attorney-General Palmer. The decree is one to which they 
consented, as the price of freedom from further attack by the 
attorney-general under the anti-trust and Federal Trade Com- 
mission laws. Several plans have been presented but thus far 
nothing satisfaceory to the court or the attorney-general has 
been brought forward. In consenting to the decree the five big 
packers stipulated that they did not admit that they had vio- 
lated any of the statutes. 

This plan provides for the sale of the stockyards property 
of the big five in St. Louis, Denver, Sioux City, Omaha, Fort 
Worth, Milwaukee, Jersey City, St. Paul and Chicago, by trustees 
named by the packers and mentioned by them in the plan sub- 
mitted. The plan provides that the agents or trustees in the 
cities mentioned shall make periodical reports to the court. It 
is further provided that the plan may be terminated if and when 
the court is of the opinion that the sale is not progressing with 
sufficient dispatch. It further provides that the court may set 
a time limit within which the sale must be made. 

Swift & Co. and Armour & Co. have asked for an extension 
of time in which to sell their Jersey City holdings, until June 1, 
1921. They claimed that efforts to sell the yards to the Pennsyl- 
vania Railroad Company had failed. They tried to sell to that 
company because the land on which the yards are situated be- 
longs to the railroad company. In the event their present nego- 
tiations for sale to some one not mentioned do not turn out 
as they hope, they ask for an extension of the time to February 
12, 1923, when the lease on the land expires. 

The plan submitted does not cover the common carrier rail- 
roads in Chicago, which the New York Central has asked the 
Commission to permit it to buy, unless the District of Columbia 
court should hold that the decree is superior to the transportation 
law under which the New York Central is asking permission to buy 
the common carrier railroads which serve the stockyards district 
in Chicago. The stockyard companies, which own the railroads 
also own stockyards, so the question with regard to the sale of 
the property of the stockyard companies to the New York Central 
may be complicated by the possibility of conflict, in the event 
the Commission should issue a certificate of public convenience 
and necessity, authorizing the New York Central to take over 
the stockyard railroads. 


MEATS, JACKSONVILLE TO TAMPA 


Hearing on I. and S. 1278 was held in Chicago, before Ex- 
aminer Bronson Jewell, February 5. The tariff under suspen- 
sion, to which the meat packers object, is contained in Florida 
Basis Book No. 7, Agent Glenn’s supplement No. 19, I. C. C. A-194, 
and provides for the cancellation of the present commodity rates 
on fresh meats and packing house products between Jackson- 
ville, Florida Transfer and Tampa and Tampa Bay points, and 
the substitution of proportional class rates. 

The present rate on fresh meats between the points men- 
tioned is 27 cents, which, under the suspended tariff, is raised 
to 50 cents; the rates on packing house products is 11% cents 
in both cases. 

The testimony, introduced on behalf of the carriers by R. J. 
Doss, assistant general freight agent for the Atlantic Coast 
Line, who was placed on the stand by Frank W. Gwathmey, 
attorney for that line and the Seaboard Air Line, was voluminous, 
consisting mainly of 28 separate exhibits comparing the sus- 
pended rates with other rates between the same points and 
with rates on similar commodities between other points in vari- 
ous parts of the country. This testimony was to show that 
the suspended rates, which apply only on through shipments 
from Ohio and Misissippi crossings, were reasonably low. The 
witness said the packers had repeatedly endeavored to have 
rates from Virginia and eastern points to Tampa lowered so 
as to bring them nearer the level of the present western rates. 

Mr. Doss also delved into the history of the present low 
commodity rates on fresh meat and packing house products in 
Southeastern territory. “Prior to the rate advances under Gen- 
eral Order 28 and Ex Parte 74, these rates were always based 
upon a 10-cent differential over the regular class B rates,” he 
said. “This was brought about simply because the class B 
rates have always been held at bearing some relation to class 
C and D. rates, which cover grain and grain products; the last 
two commodities have always enjoyed abnormally low rates on 
account of the competition between the all-rail haul and the 
rail-and-water haul on grain and grain products, from the Ohio 
and Mississippi crossings to Florida points. We have, how- 
ever, conducted a searching investigation which shows that 
no fresh meat and very little packing house products have been 
shipped via rail-and-water within the thirty years which the 
investigation covers. In fact, we found that not a single vessel 


TRAFFIC WORLD 


Vol. XXVII, No.7 


plying between Gulf ports was equipped with the necesggary 
refrigeration to carry such shipments.” . 

Another exhibit, introduced by the carriers, and objecteg 
to by the shippers, on the grounds that the information it ¢ay. 
ried bore no relation to the question under consideration, showeq 
that, while the present icing charges on fresh meats and pack. 
ing house products is $5 per ton, the ice itself at present costs 
the carriers approximately $6.22 per ton. 

The packers confined themselves mainly to an effort to 
prove that the spread of 38% cents between packing house prod. 
ucts and fresh meat in the suspended tariff is too great. G, PF 
Talley, of the transportation department of Swift & Co., was 
placed on the stand by R. D. Rynder. He said the value of 
packing house products per pound was practically the same as, 
if not a little higher than fresh meats, and that the equipment 
and service rendered was identical. The two, he said, are 
nearly invariably shipped in mixed carloads. The witness also 
denied that special expedited shipment of these products takes 
place between Jacksonville and Tampa, since the cars contain. 
ing them are attached to regular scheduled freight trains. 

The witness also pointed out that the present rate from 
East St. Louis, where most of the meat shipments originate, to 
Jacksonville is $1. The proposed rate to Tampa from Jackson. 
ville will mean, he said, an additional charge of 50 cents, which 
will amount to 50 per cent of the rate for 19 per cent of the 
haul. The carriers claim that the extent of their shipments 
between East St. Louis and Tampa is 43 cars per month, on an 
average, and that such a movement should entitle them to the 
present rates, or at least a commodity rate considerably below 
the suspended class rate on fresh meat. 


PRESS RATES FOR “QUERIES” 
The Trafic World Washington: Bureau 


An unusual question has been raised in No. 12159, Consoli- 
dated Press Association vs. Western Union Telegraph Company, 
filed by Former Chief Examiner Wilbur La Roe, Jr. The case 
grows out of the asserted refusal of the telegraph company to 
give the complaining association the benefit of the rule in its 
tariffs relating to queries by a correspondent as to whether 
the newspaper addressed would like to have a “story” offered 
by the one making the inquiry. The rule defines queries thus: 
“Queries are messages in plain language (not in code or cipher) 
ordering or relating strictly to newspaper specials transmitted 
or to be transmitted over Western Union lines.” Such messages 
are to be charged for at the regular rates for messages for pub- 
lication. None, however, is to counted as containing less than 
ten words, 

It is asserted that it is customary for various agencies en- 
gaged in gathering and selling news articles to send telegraph 
messages to prospective purchasers of such article outlining the 
nature of the articles, the terms, etc., and inquiring whether the 
prospective purchaser desires to purchase such articles, and that 
such messages are commonly known and designated as queries; 
and that when such queries are sent by newspapers the day or 
night press rate, as the case may be, is applied by the Westem 
Union, but that when such messages are sent by the complainant 
the Western Union refuses to do for it what it does for news- 
papers, although the messages, as contended by the complainant, 
come strictly within the rule. 

Included in the complaint is a sample query sent by the 
complaining association offering articles written by Robert 
Small, who, according to the message, travelled with President 
Taft, Governor Cox, and Harding. The message stated the terms 
for the service to be $15 a day, collect, from New York and urs: 
ing the recipient to hurry and send its decision promptly because 
the same stuff was being offered to its local competitors. 

It is alleged that the refusal of the Western Union caused 
the complainant to pay unreasonable rates and to suffer undue 
prejudice. 





DEATH VALLEY R, R. STOCK 


The Death Valley Railroad Company has applied to the Com- 
mission for a general order authorizing it from time to time 
to issue and sell at par 1,787 unissued shares of capital stock, 
the proceeds to be used in conjunction with its sinking fund for 
the payment and retirement of 367 of its outstanding bonds as 
they become due and payable, or if such an order is not made, 
to authorize it to issue and sell at par 439 unissued shares of 
capital stock in connection with the retirement of 90 of its out 
standing mortgage bonds, due March 1, 1921. 


VIRGINIA SOUTHERN LOAN 


Authority has been granted the Marion and Rye Valley Rail 
way Company to endorse and guarantee payment of the pri 
cipal and interest of a note for $38,000 to be given the Secretary 
of the Treasury by the Virginia Southern Railroad Company 4 
evidence of a loan of that amount to meet in part a mortgage 0 
$75,000. The applicant and the Virginia Southern tcgether form 
a short system of railroad of approximately 30 miles long from 
Marion to Troutdale, Va. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
cA * 





REGULATION OF COMMON CARRIERS 


Liability for Overcharge Under Rule of State Railroad Com- 
missions: 

(Supreme Court of Florida.) <A carrier becomes “indebted 
and liable” for overcharges when they are collected, and a rule 
of the railroad commissioners is prima facie valid, and when 
its validity is duly established is valid ab initio, and the statute 
does not require the commissioners to delay bringing suits for 
overcharges until the rule violated by making the overcharges 
has been judicially held valid.—State vs. Florida East Coast 
Ry., 86 Sou. Rept. 691. 

Limitation of Actions for Overcharge: 

The provision of section 18, c. 6527, Acts of 1913, that “all 
suits under this act shall be brought within two years after the 
commission of the alleged wrong or injury, except in cases where 
the railroad commissioners have heretofore been or shall here- 
after be, by refusal of such railroad or common carrier to 
observe the rates, rules, schedules or regulations by the railroad 
commissioners, compelled to resort to suits to enforce such 
rates, rules, schedules or regulations, and in such cases suits 
for such loss, damage, or penalty may be brought within twelve 
months after the termination of such suits in favor of the 
railroad commissioners,’ does not apply to suits brought under 
chapter 5616, Acts of 1907, “to compel” “accountings and pay- 
ments” by common carriers for transportation charges collected 
from individuals in violation of rates fixed by the railroad 
commissioners under the statute. Such special statute of limi- 
tations not being applicable, the general statute of limitation 
was properly applied by the trial court in an accounting there 
being had pursuant to the provisions of chapter 5616, Acts of 
1907.— Ibid. 

Electric Railway Between Two States Engaged in Interstate 

Commerce: 

(Supreme Court of Michigan.) An electric railway trans- 
porting both passengers and freight from points in Michigan to 
points in Ohio is engaged in “interstate commerce.”—Humphrey 
vs. Detroit, M. & T. S. L. Ry., 180 N. W. Rept. 373. 

No Inference that Increase of Rates Approved by Interstate 

Commerce Commission Affected Rates on Intrastate Line: 

In suit against railway operating between Michigan and 
Ohio to recover the penalty for excessive charge of plaintiff 
passenger provided for in Comp. Laws 1915, 8244, though it is 
established that the Interstate Commerce Commission’s approval 
of an increase in rates was given, the court cannot infer that 
it affected the rates on the part of defendant’s line which was 
intrastate, as that between the two points in Michigan between 
which plaintiff rode when the alleged excessive charges were 
exacted.— Ibid. 


Proof that Proposed Increase of Rates Was Filed with Railroad 

Commission Insufficient: 

In an action against railway operating between Ohio and 
Michigan to recover the penalty for excessive charge of plaintiff 
passenger provided for in Comp. Laws 1915, 8244, evidence held 
insufficient to establish the fact that the schedule of increased 
rates claimed to have been approved by the Interstate Commerce 
— was filed with the Michigan Railroad Commission. 
—Ibid. 

Collection of Freight Charges from Consignee: 

(Supreme Court of Michigan.) Where a consignment of 
peaches was to a fruit company, with direction to notify the 
defendant, who produced the bills of lading with drafts attached 
and surrendered them to the plaintiff railroad company and 
received the peaches, defendant became, so far as plaintiff was 
concerned, the consignee, and was liable for the freight charges. 
—Wabash Ry. Co. vs. Bloomgarden, 180 N. W. Rept. 443. 

In a railroad company’s action against defendant for freight 
on two cars of peaches, defendant’s attempt to absolve himself 
from liability by proof of an agreement between him and plain- 
tiff’'s representative that he was to take the peaches without 
Payment of the charges was an affirmative defense, entitling 
Plaintiff to notice under Circuit Court Rule 23, subd. 2, failure 
to give which is reversible error.—Ibid. 

Though it was plaintiff carrier’s duty under the federal law 
to collect freight on an interstate shipment, it having a lien 
therefor which it could not permit to be discharged without 
Payment, and acceptance of the freight by defendant, who sur- 
rendered the bill of lading and who was on plaintiff’s credit 
list, was equivalent to payment, plaintiff could enter into a new 
agreement with defendant, with the consignor’s consent for 
delivery to defendant as consignor’s agent, plaintiff to look to 
consignor alone for freight charges.—Ibid. 
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In a carrier’s action for freight charges defended on the 
ground of an agreement that plaintiff was to collect from con- 
signor not defendant, held, to present a jury question as to the 
authority of plaintiff's employe to make such agreement.—lIbid. 

In a railroad company’s action for freight, testimony of the 
defendant consignee as to the telephonic conversations with 
consignor’s manager and a telegram claimed received from con- 
signor were clearly inadmissible, unless it appeared such mat- 
ters were communicated to the plaintiff and considered by it 
at the time of the alleged new agreement to look to consignor 
only for freight charges.—-Ibid. 








* > 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

8 we 





LOSS OF OR INJURY TO GOODS 


Whether Freight Had Been Delivered—Question for Jury: 

(Supreme Court of South Carolina.) In action against rail- 
road for loss of freight stolen from freight car after railroad’s 
agent had notified the consignee’s drayman of the arrival of 
the goods, and with drayman had checked up the goods and 
found that full shipment had arrived, and after a portion of 
the shipment had been removed from the car, the question of 
whether there had been a delivery of the shipment to the con- 
signee was a mixed question of law and fact which should have 
been submitted to the jury.—C. M. Davis, Son & Co. vs. North- 
western R. Co. of South Carolina, 105 S. E. Rept. 350. 


Carrier’s Right to Notice of Claim Not Waived: 


(Supreme Court of South Carolina.) Railroad did not waive 
its right to notice of claim for damages for shipment provided 
for by bill of lading, where it denied liability for such damages 
and did nothing to mislead the shipper to its detriment or 
prejudice—Manning Oil Mill vs. Northwestern R. Co. of South 
Carolina, 105 S. E. Rept. 348. 


In Absence of Proof of Contents, Action for Loss of Package 
Dismissed: 

(Supreme Court, Appellate Term, First Dept.) Where there 
was no proof as to contents of a lost package, the court properly 
dismissed the action.—Cohen et al. vs. American Ry, Express 
Co., 185: N.. ¥.. &.. S6T. 

Release of Liability for Freezing Held to Prevent Recovery: 

(Supreme Court of Michigan.) An indorsement on an in- 
terstate bill of lading for a carload of potatoes shipped in an 
ordinary box car at the shipper’s request because the carrier 
was unable to furnish a refrigerator car, releasing the carrier 
from liability for loss from heat or frost, prevented a recovery 
for freezing due to delay in transportation and delivery, not- 
withstanding the general rule that a carrier may not wholly 
exempt itself from liability for negligence.—Randall et al. vs. 
Detroit & M. Ry. Co., 180 N. W. Rept. 361. 

Liability of Carrier as Bailee: 

(St. Louis Court of Appeals, Missouri.) In action for failure 
to deliver goods under contract of bailment because of theft 
of goods from bailee, the gist of the action is negligence.— 
Rochette vs. Terminal R. Assn. of St. Louis, 225 S. W. Rept. 1019. 

In action for bailee’s failure to deliver goods under contract 
of bailment following theft thereof, the bailor has the burden 
of proof, but establishes a prima facie case of negligence by 
proving the bailment and bailee’s failure to return the property 
on demand, shifting the burden on bailee of showing that loss 
was occasioned by some act such as theft, fire, etc., which prima 
facie establishes an exoneration and requires bailor to prove 
negligence.—Ibid. 

In an action at law, the finding of a court sitting as a jury, if 
supported by the evidence, is like the verdict of the jury, con- 
clusive on appeal.—Ibid. 


BILLS OF LADING 


Bills of Lading Fully Negotiable: 

((Supreme Court of Louisiana.) Under Act No. 150 of 1868, 
9, making bills of lading negotiable in the same manner and 
to the same extent as bills of exchange and promissory notes, 
which is similar to the subsequent provision in the Uniform 
Bills of Lading Act (Act No. 94 of 1912), bills of lading are 
fully negotiable, and a holder thereof for value in good faith 
before maturity is entitled thereto free of any equities between 
the original parties——Thompson vs. Hibernia Bank & Trust Co., 
86 Sou. Rept. 652. 

The application by a bank of the proceeds of the sale of 
property covered by a bill of lading to a previous indebtedness 
of an indorser of the bill of lading is sufficient consideration 
for the indorsement to the bank to make it a holder for value.— 


Ibid. 
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CARRIAGE OF LIVE STOCK 


Carrier’s Negligence Must Be Proved Under Bill of Lading Ex- 
empting Carrier from Liability Except Through Negligence: 
(Supreme Court of Louisiana.) Civ, Code, art. 2754, mak- 

ing carriers liable for loss or injury unless caused by accidental 

or uncontrollable events, does not render a railroad liable for 
death of a horse in transit, because it fails to show the cause 
of death, where the horse is carried under bill of lading pro- 
viding that railroad should not be liable for death unless caused 
by its negligence, as to which there was no evidence.—McHenry 
Horse Exchange vs. Illinois Cent. R. Co. et al., 86 Sou. Rept. 649. 


APPROPRIATIONS CUT 


The Traffic World Washington Bureau 


The Senate committee on appropriations has made a cut of 
$300,000 in the appropriation for the Interstate Commerce Com- 
mission for the fiscal year ending June 30, 1922. The appropria- 
tion bill as passed by the House carried approximately $600,000 
less than the Commission had asked for, so that a total reduc- 
tion of approximately $900,000 has been made in the Commission’s 
estimates. The $300,000 cut by the Senate committee was taken 
from the Commission’s general fund, which was $1,900,000 in the 
House bill. None of the other amounts carried in the House bill 
was changed. The total appropriation, as recommended by the 
Senate committee, is $4,453,600. = 

The committee cut the appropriation for the general fund of 
the Railroad Labor Board from $305,000 to $275,000. 

For the Shipping Board an appropriation of $459,000 was 
recommended. For the emergency shipping fund, out of which 
the expenses of operation of the board’s vessels and other ex- 
penses of the Emergency Fleet Corporation are paid, the Senate 
bill provides that this fund shall come from the amount on hand 
July 1, 1921, the amount received during the fiscal year 1922 
from the operation of ships, not to exceed $55,000,000, from de- 
ferred payments on ships sold prior to the approval of the act, 
from plant and material sold during the fiscal year 1922, and 
from ships sold during that year. The House bill provided that 
not to exceed $25,000,000 was to be used from the amount re- 
ceived from the operation of ships. 

For transportation facilities on inland and coastwise water- 
ways (War Department) an appropriation of $1,225,000 was rec- 
ommended, that being the same amount as carried in the House 
bill. 

Senator Pomerene, of Ohio, inquired in the Senate, Febru- 
ary 5, the reason for the committee on appropriations recom- 
mending a cut of $300,000 in the appropriation for the general 
fund of the Commission. 

Senator Warren, chairman of the committee, replied that 
the reduction was made jin pursuance “of the same idea we have 
endeavored to follow throughout, in order to practice a little 
economy.” 

“The committee feels in this instance it has been very lib- 
eral,” said he. 

“IT am not prepared to take issue with the chairman of the 
committee,” said Senator Pomerene, “but in a general way. I 
think we have increased the jurisdiction of that Commission 
considerably, and whether or not the appropriation is going to 
be sufficient to take care of its increased activities was the 
thought that was in my mind.” 


Senator Smoot said the committee had requested from each 
federal commission or board a list of the employes and the sal- 
aries paid. 

“We find from those lists that the salaries paid out of lump- 
sum appropriations by various boards and commissions are 
altogether out of harmony with those that are paid by the regu- 
.1ar departments of the government,” said he. “Not only that, 
but I think if the senator will make an examination, he will con- 
clude without a doubt that a reduction in this instance, as is the 
case in connection with some of the other bureaus and divisions, 
is absolutely justified. No member of the committee wanted 
to do anything that would harm or cripple various boards and 
commissions, but if we are going to cut down the expenses of 
the government, we must make a beginning, and a beginning 
will never be made if we comply with the requests that are 
made for appropriations by the heads of the commissions and 
boards.” 

“There is no doubt a great deal of truth in what the senator 
has said,” replied Senator Pomerene, “but at the same time one 
of the difficulties in all of the departments is a lack of experts 
and assistants in certain lines, and if we are going to have the 
best of expert work, we have got to pay for it, at least in propor- 
tion to what is paid in private life.” 

The amendment as reported by the committee had been 
agreed to and Senator Pomerene said he did not feel justified in 
asking reconsideration, but that he did not feel that such a reduc- 
tion should be made at present. 

The amendments recommended by the committee as to the 
Shipping Board and the Railroad Labor Board were agreed to 
without debate, 

Protests of senators and the Commission against the reduc- 
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tion of $300,000 in the appropriation of $1,900,000 for the gen- 
eral fund of the Commission as carried in the bill as passed by 
the House, resulted in the Senate, February 8, rejecting the 
amendment recommended by the Senate committee on appro- 
priations. 

Defense of the Commission’s request for $1,900,000 for its 
general fund was made by Chairman Clark in a letter written to 
Senator Warren, chairman of the committee on appropriations. 
The letter follows: 

“The Commission has noticed that your committee reported 
an amendment to H. R. 15422, being the sundry civil appropria- 
tion bill for the fiscal year ending June 30, 1922, in line 25, on 
page 38, reducing from $1,900,000 to $1.600,000 the appropriation 
carried in the House bill for the general fund from which al] 
expenses of the Commission must be paid, except those specifi- 
cally provided for in separate appropriations, 

“The Commission has requested me to write you inviting at- 
tention to the fact that the transportation act very largely in- 
creased the jurisdiction and duties of the Commission. Among 
the important items of added or new jurisdiction may be men- 
tioned supervision of issuance of stocks and bonds, passing upon 
applications for certificates of public convenience and necessity 
for the construction of new road or abandonment of existing 
road and very largely amplified jurisdiction over questions of 
service and physical operation of roads and very exacting and 
important duties in ascertaining and certifying the amounts due 
the carriers under the guaranty provisions of the transportation 
act. Necessarily these new duties involve additions to our forces 
and providing funds therefor. Intelligent consideration and de- 
termination of questions involving issuance of stocks or bonds 
and determination of the Government’s obligation to the car- 
riers and the carriers’ indebtedness to the Government, and var- 
ious important questions of physical operation or service require 
men of capacity, unquestioned integrity, experience, and _ in- 
dustry. We note that in the debate on the floor of the Senate 
some reference was made to the salaries paid by the Commis- 
sion. We have never expended a dollar in this or in any other 
direction which we did not feel was fully justified in the inter- 
ests of the service. Securing accountants of desired capacity 
and character has been unusually difficult during the last two 
or three years and is at the present time. We have not in any 
instance fixed a salary that did not seem to be imperatively 
necessary in order to induce men to enter the service rather 
than to accept offers from outside the Government service which 
from the sole point of salary were more attractive. 

“It is essential if the Commission is to perform its duties in 
an efficient manner that questions affecting the finances of the 
carriers or their service to the public shall be considered and 
disposed of promptly. A question of financing, if handled with 
promptness, can be carried through while often if there is ser- 
ious delay in securing authority the money market conditions 
have so changed that when the authority is given it is impossible 
to float the issue. 

“We have always attempted to be conservative in our esti- 
mates and to conserve the public funds. It is a matter of com- 
mon knowledge that the Congress recognize the fact that the 
commission was rather overloaded with work before the trans- 
portation act was passed, and these additional duties were 
placed upon it. Congress, of course desires the Commission to 
do its work in a thorough and creditable manner and with that 
promptness which the character of the work makes indispens- 
able, and we therefore desire to bring these matters to your 
notice in the hope that the importance and merits of the situa- 
tion may be recognized by withdrawal of the amendment re- 
ferred to and restoration of the appropriation carried in the 
House bill. We are in full sympathy with the policy of economy 
in every reasonable and appropriate way, and at the same time 
feel that we are in accord with the sentiment which undobutedly 
actuates yourself and your committee that economy shall not be 
exercised at the expense of proper and appropriate conduct of 
the public business. 

“May I not on behalf and at request of the Commission ex- 
press the hope that these matters will have your consideration, 
and that further consideration will lead to affirmative action 
along the line I have suggested?” 

Senator Smoot, who favored the reduction, read from a list 
of salaries paid Commission employes, saying it started out with 
$10,000 for chief counsel; director of service, $10,000; director of 
finance, $10,000; director of traffic, $10,000; assistant counsel, 
$6,500; assistant counsel, $5,000 and four attorney examiners 
at $6,000. He said the committee thought there could be a re- 
vision of salaries more in conformity with conditions that will 
exist in the country in the next year. 

Senator Lenroot asked whether the transportation act had 
not greatly increased the duties of the Commission, but Mr. 
Smoot said he could not say how much expense was attached 
to that. Senator Pomerene said the duties had been increased 
greatly. 


Our corps of experts in Washington is at the serv- 
ice of subscribers for THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
a ag ome We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too —— the a — investigation herein contemplated. 

ess Questions Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 





Import Shipments—Liability of Rail Carrier 


Pennsylvania.—Question: A shipment properly packed in 
box container is forwarded from England to Baltimore, Md., on 
ocean bill of lading, from whence it is shipped via rail carrier 
on new bill of lading to ultimate destination, Youngstown, O. 
Upon receipt it is discovered that the contents are damaged, 
resulting in a concealed damage claim against the inland carrier. 
The railroad company refuses to pay the claim on the grounds 
that shipment was delivered to our plant in the same apparent 
external good order that existed when received by their lines 
at Baltimore from the steamship company. In declining pay- 
ment the carrier states that if they should recognize our claim 
responsibility would be assumed that probably belonged to the 
steamshiip company. It seems that liability exists with either 
the ocean or inland carrier. The shipment was not covered by 
marine insurance. Kindly advise what action we have for re- 
dress. Also, without marine insurance, do we have any recourse 
against the steamship company? 

Answer: Shipments originating in Europe and destined to 
inland points in the United States on the lines of rail carriers 
are not subject to the provisions of the Carmack amendment 
to the act to regulate commerce and the owners of such ship- 
ments received in a damaged condition must establish liability 
by proving which carrier was at fault or whose negligence was 
the cause of the injury. So where there is a concealed loss it 
is a difficult matter to establish or fix the liability. However, 
the rail carriers frequently, as a compromise, assume a part 
of the responsibilty, paying a percentage proportion of the dam- 
age. If you can show that the loss or injury was due to the 
negligence of the steamship company you are entitled to recover 
damages for such loss or injury regardless of the fact that the 
goods were not insured. 


Causes of Action Arising Out of Federal Control 


Pennsylvania.—Question: We have a claim covering a ship- 
ment in February, 1920, against the Philadelphia & Reading Rail- 
way. Please advise whether a ruling or regulation exists to 
the effect that all claims against railroads controlled by the 
United States Railroad Administration may be entered within 
one year from the date the railroads pass into private control. 

Answer: Section 6 of the transportation act 1920 is the 
section which relates to the time within which causes of action 
arising out of federal control must be brought. Paragraph A 
thereof relates to actions at law, suits in equity and proceedings 
in admiralty, while paragraph C thereof has to do with com- 
plaints filed with the Interstate Commerce Commission for rep- 
aration on account of damage claimed to have been caused by 
reason of the collection or enforcement by or through the Presi- 
dent, during the period of federal control, of rates, fares, charges, 
classifications, regulations or practices which were unjust, un- 
reasonable, unduly discriminatory or unduly prejudicial or other- 
wise in violation of the interstate commerce act. Under para- 
graph A such actions, suits or proceedings may be brought 
within the periods of limitation now prescribed by state or fed- 
eral statutes, but not later than two years from the date of 
the passage of the transportation act, namely, March 1, 1920. 
Under paragraph C a complaint may be filed with the Interstate 
Commerce Commission within one year after the termination of 
federal control, namely, March 1, 1920. 

Rates Used as Factors for Constructing Through Rates Carried 
in Tariffs which Do Not Refer to Kelly’s Tariff 228 

Missouri.—Question: Kindly advise proper basis for figuring 
combination rate on traffic moving under Southwestern Lines’ 
Tariff No. 76-D, I. C. C. 1370, and A. T. & S. F. Tariff 6180-H, 
I. C. C. 8593. Southwestern Lines’ Tariff 76-D does not carry 
any rule for constructing combination rates, but Santa Fe Tariff 
6180-H refers to W. J. Kelly’s Tariff 228, I. C. C. US-1. 

The Commission in a conference on June 21, 1920, expressed 
the view that when one of the tariffs used in making combina- 
tion rates on through shipments contains a rule that such ratse 
were subject to the increase but once, there is a holding out to 
the shipper of the rate so constructed, and the carrier should 
make good that holding out. 

Answer: This matter is now the subject of a formal pro- 
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ceeding before the Interstate Commerce Commission under 
Docket 11154, Sligo Iron Store Co. vs. Western Maryland, a hear- 
ing on which was held October 26, 1920. No opinion, however, 
has yet been rendered by the Commission. 


Application of Rates—State vs, Interstate 


Georgia.—Question: As you are aware, the Georgia intra- 
state rates applicable to cotton are at present not subject to 
the recent advance authorized by the Interstate Commerce Com- 
mission. Quite frequently there is difficulty in determining 
whether a shipment is intra-state or inter-state. We are at pres- 
ent confronted with a problem of this kind in regard to cotton 
shipped to Savannah and subsequently delivered to a foreign 
steamer. 

A shipment was made from Augusta, Ga., the destination 
shown was Savannah, and the intrastate rate of 40 cents (pub- 
lished in Glenn’s Port Cotton Tariff No. 1) was inserted in bill 
of lading. Upon arrival of the cotton, bill of lading was sur- 
rendered to carrier and instructions were given them to deliver 
the cotton to the steamer which was then loading. No mention 
was made in bill of lading that shipment was to be exported after 
arrival here. 

It is our contention that movement from point of origin to 
the port was an intrastate one. The service rendered by the 
carrier was performed entirely within the confines of this state, 
ending when shipment was delivered steamer. They being in 
no way interested in the fact that cotton was to be exported, the 
interstate feature, as we see it, was covered by the ocean bill 
of lading. We will appreciate if you will advise whether, in your 
opinion, the intrastate or the interstate rate is applicable to 
shipments of this kind. 

Answer: In our opinion, the interstate rate is the proper 
rate to assess on the shipment in question, for the reason that, 
while the shipment moved between two points in Georgia, it 
was in reality an interstate shipment by reason of the fact that 
the cotton was to be exported and was actually exported. The 
decisions of the Supreme Court of the United States in Sou. Pac. 
Terminal Co. vs. Interstate Commerce Commission, 219 U. S. 498, 
and Texas & N. O. R. R. Co. vs. Sabine Tram Co., covers some- 
what similar movements and, in accordance with the principle 
laid down in these cases, it is our opinion that it would be held 
that the shipment in question was an interstate shipment for 
which the interstate rate must be paid. See the case of Kanotex 
Refining Co. vs. A. T. & S. F. Ry. Co., 34 I. C. C, 271, on pages 
273-4, of which are given excerpts from the cases referred to 
above, which are directly in point. 


War Tax on Transportation 


Michigan.—Question: In going over the December 25 issue 
of The Traffic World I have noticed an article, page 1234, en- 
titled, “Increase of War Tax on Freight,” by Mr. S. W. Allender. 
I also note in the January 8 issue a short item on the same sub- 
ject by Arthur B. Hyde, and, in addition, I note your index to 
The Traffic World for July-December, 1920, first item, under sub- 
ject, “Questions and Answers,” refers to application of advances 
under General Order No. 28 and Ex Parte No. 74 to through rates 
composed of base rates and arbitrary as factors, page 668 of The 
Traffic World of October 9, 1920. I note that the articles men- 
tioned both refer to General Order No. 28 and Ex Parte No. 74. 

In going over this article on page 668 of the October 9 issue 
I do not find any reference made to the war tax being increased 
at the same percentage along with the increase in the freight 
rates. In connection with the two items regarding the increase 
in the war tax,. I called up a number of railroad freight repre- 
sentatives here and they state it was their understanding that 
there was no increase in the war tax. That is, the same still 
remains at 3 per cent, as originally imposed, and that the in- 
crease in the freight rate is giving the government a substantial 
increase in the tax collectible, due to the increase in the freight 
rate without increasing the tax rate. Will you kindly advise, 
therefore, if the 3 per cent tax on freight rates still holds, or 
had the 25 per cent increase in freight rates of June 25, also the 
40 per cent increase of August 26, 1920, increased the war tax as 
well, to something like 514 per cent, as mentioned by Mr. Hyde? 
In this connection we have just received quotation from a con- 
cern manufacturing power plant equipment advising freight rate 
with 3 per cent war tax. 

Answer: There has been no change in the percentage of 
the tax on transportation, which is 3 per cent at the present 
time, under section 500 of the revenue act of 1918. The point 
Mr. Allender makes is that, by reason of the increases in trans- 
portation charges since the enactment of the revenue act, the 
revenue now accruing to the government equals what a 5% per 
cent tax would have produced at the time of the enactment of 


the revenue act of 1918. 
Reconsignment in Transit Vs. After Arrival 


Minnesota.—Question: Car of lumber shipped from Seattle, 
Wash., destined Chicago, Ill., consigned to ourselves, shipment 
is only routed via Great Northern Railway. We divert the car 
to John Brown, Chicago, Ill., and place our diverting order with 
the Great Northern Railway Company. You will note we merely 
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requested change of consignee’s name, and reconsigning tariff 
provides where such an order is placed with the local freight 
agcnt, prior to the arrival of car at destination, such change is 
without charge. Tariff also provides where such change is per- 
formed while car is in transit, charge of $2.50 will be made. 

Great Northern Railway diverted the car and assessed $2.50, 
while we claim their order should have been transmitted to con- 
necting line, in which event diversion would have been effected 
without charge. We could not place the order with the deliver- 
ing line account car not routed beyond Great Northern rails. 

Will you advise if we are right in our contentions or is it 
proper for carriers in this instance to charge $2.50 reconsigning 
account change of consignee’s name? 

Answer: While it is true that under the provisions of rule 
11 of the uniform reconsigning rules, a single change in the 
name of the consignee at destination will be made without 
charge, if the order is received in time to permit instructions 
to be given yard employes prior to the arrival of the car at 
destination, or if the destination is served by a terminal yard, 
then prior to arrival at such terminal yard, inasmuch as you 
placed instructions with the Great Northern Railway, we are 
of the opinion that the provisions of rule 7 relating to the diver- 
sion or reconsignment of cars in transit should govern in the 
instant case, inasmuch as the service performed by the Great 
Northern Railway was that incident to the reconsigning of a car 
in transit. 
Rental for Tank Car While Being Rebuilt 


Illinois—Question: A private tank car, owned by A and 
leased to B, while moving under load in B’s service is in an 
accident while in the hands of a common carrier. A consider- 
able sized hole is punched in the side of the shell of the tank 
car and the contents are lost. In addition to the carrier’s lia- 
bility for the contents of the car are they liable to the lessor 
of the car for the amount which the lessor paid to the lessee 
during the time the car was out of service and while being re- 
paired in carrier’s shops? 

Answer: Rule 112 and subdivisions thereof of the code of 
rules governing the conditions of and repairs to freight cars 
for the interchange of traffic, as adopted by the Master Car 
Builders’ Association, appears to determine the obligations of 
the carrier in rebuilding or settling under the depreciated value 
of a tank car destroyed or badly damaged while in use by the 
earrier. There is, however, nothing in these rules which deter- 
mine the obligation of a carrier for paying a rental to the owner 
or lessee of a tank car for loss of use of the same during the 
period when the carrier is rebuilding it. 

Such a claim is one that does not grow out of the act to 
regulate commerce, or that is governed by the usual mileage 
charges allowed by the carriers for the use of a tank car fur- 
nished by the owner or lessee, which is three-fourths cent per 
mile, loaded or empty.In the case of a lessee, he pays the owner 
a stated rental for the use of the car and receives credit on the 
rental charge for the mileage allowance, which seldom equals 
the rental charge, thus imposing a loss upon the lessee for which 
there is no remuneration provided. This might be the situation 
in which is placed the owner of a destroyed car being rebuilt 
by the carrier for compensation for loss of its use during that 
period. It is a question for the courts, and not the Commission, 
under the act, and the court may hold to the view that the claim 
for damages based on a rental fixed by the owner is in the nature 
of special damages, not having been in the contemplation of 
the parties when making the contract, and too remote and spec- 
ulative to be considered a proper element of damages. However, 
we are not aware of any court decisions on this particular point. 


Tax on Demurrage 


Ohio.—Question: It seems there is considerable correspond- 
ence relative cancellation of war tax order T. D. 3022, and in 
November of the same year it was again ordered that war tax 
should be collected. Kindly advise if the war tax can be legally 
collected between the time that order was canceled until it was 
reissued; our contention is that they cannot charge the war tax. 

Answer: The last decision of the Treasury Department is 
T. D. 3096, which holds that demurrage is a part of transporta- 
tion and that a tax must be paid thereon. Treasury Decision 
3096 is retroactive and nullifies entirely Treasury Decision 3022, 
which held that demurrage was not subject to tax. Under the 
provisions of Treasury Decision 3096, therefore, demurrage is 
taxable from November 1, 1917, and the carriers, as agents of 
the Treasury, are under obligation to collect the tax. However, 
the Treasury Department, because the amounts are so small 
and the burden imposed upon the carriers of collecting these 
amounts is out of proportion to the amount of money that would 
be collected, is not going to insist upon the collection of the 
tax. If, however, a carrier sees fit to collect the tax, the shipper 
can do nothing other than pay the tax, as it is lawfully due 
and payable. 


Sale of Unclaimed Goods Without Notification to Shipper 
New York.—Question: Referring to article captioned in 


part “(2) Sale of Unclaimed Goods Without Notification to Ship- 
per,” on page 1226 of the December 25 Traffic World: While 
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I am sure that your answer covers the ground fully, it appears 
to me that the question of selling shipments after they are on 
hand sixty days is covered by General Order No. 34-B, dated 
at Washington, D. C., October 1, 1918, superseding General Order 
No. 34-A. 

Answer: General Order 34-A, superseded by General Order 
34-B, effective March 29, 1919, applies only to carriers subject to 
federal control and, assuming that the Director-General had the 
authority to issue General Order 34-B under the federal contro! 
act, approved March 21, 1918, this general order is not applicable 
to shipments moving at the present time. 


Damage—Allowance for Breakage for Shipments of Glass 


Ohio.—Question: We recently presented claim to one of 
the local carriers covering breakage to a number of glass jugs 
which we use as containers for some of our manufactured prod- 
ucts. This was a carload shipment made during November, 
1920. We were much surprised to receive a few days ago a 
letter from the carriers reading as follows: 

“It is customary to make an allowance of 5 per cent to 
cover natural breakage on claims for broken glassware.” The 
writer is not aware of any such custom or ruling, and we would 
be glad to have you advise if the railroad company is justified 
in asking such reduction. 

Answer: We are not aware of anything which would per- 
mit a carrier to deduct 5 per cent from the amount of claims to 
cover natural breakage on shipments of glassware. 


Sale of Goods by Owner After Loss or Damage Notation Has 
Been Made 


Michigan.—Question: A shipment arrives at point of des- 
tination damaged. Consignor, of course, requests the railroad 
to inspect same and make the necessary notation on the expense 
freight bill. After this notation is made, is it permissible to 
dispose of the merchandise on sale; that is, in case where dam- 
age claims are presented, or hold the rugs awaiting the railroad 
company’s instructions. 

Answer: There is no reason why the goods, after being 
inspected by the carrier’s agent, cannot be disposed of by sale 
without further instructions from the carrier, for the owner can- 
not, under the law, refuse the goods because of their being dam- 
aged, unless they are wholly worthless. It is the duty of a 
shipper to minimize the damages, and the sale of the goods to 
the best advantage, is one means of doing this. The carrier is 
liable for the difference between the value of the goods in their 
damaged state and what they would have been worth in good 
order. Therefore, if the owner has taken the necessary steps 
to provide for proof of the amount of damages in the event 
the carrier refuses to settle for the damage without suit, there 
can be no harm done in placing the goods on sale. 


Demurrage Charges on Cars Detained for Plant Use 


Tennessee.—Question: We operate under the D. & C. de- 
murrage rules and at our plant we have some track and engines 
of our own that do our switching. Occasionally we misuse a 
foreign car and the demurrage bureau charges us $1 per day 
misuse, and on several cars recently we have paid the misuse 
of $1 per day, and now they want to charge us demurrage. Have 
they any right to collect both bills? 

Answer: In the case of the American Smelting and Refin- 
ing Co. vs. Lehigh Valley R. R., 56 I. C. C. 195, the Interstate 
Commerce Commisison held that to permit a party to detain 
cars for plant use at charges less than those paid by others 
for detentions of similar duration would be unlawful, and that 
demurrage charges assessed by the carrier on such cars had not 
been shown to be unreasonable or otherwise unlawful. It ap- 
pears to us that the Commission’s finding in this case will apply 
to the situation you have and that the demurrage charge is the 
charge properly assessable on the cars in question. 


Notice to Consignor of Refusal by Consignee 


Wisconsin.—Question: On June 16, 1920. we made shipment 
of sixteen crates and two packages, value $1,200, shipped C. O. D 
for the same amount, which reached Blackwell, Okla., about 
June 20. The shipment was offered for delivery to consignees 
but not accepted, reasons unknown to us. The express com- 
pany then notified consignees by postal that the shipment was 
being held at the office, where they could call for same. 

The shipment remained on hand for some time, during which 
time the express office at Blackwell was destroyed by fire, and 
consequently our shipment was also completely destroyed. We 
were notified by the agent at Blackwell that shipment was refused 
on account of being sent C. O. D., with a notation on the postal thal 
the shipment was damaged by a fire which destroyed his office. 
We were not notified by the express company that the shipment 
remained on hand at their office, and, therefore, filed claim for 
the loss of the entire shipment against the express company. 

We are of the opinion that, according to express classifica 
tions, we should have been notified promptly when the shipmen' 
remained not accepted by consignees in order that we could 
have given them disposition of the shipment, and, as the ship- 
ment remained on hand longer than thirty days, according [° 
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classification ruling, the express company should have returned 
the shipment to us, assessing express charges both way. 

Answer: Paragraph 1 of rule 14 of Official Express Classi- 
fication No. 26 provides in part that if a C, O. D. shipment is 
refused or cannot be delivered within 24 hours the shipper must 
be immediately notified. Where the transportation of goods sent 
c. O. D. has been completed and notice given to the consignee 
and a reasonable time allowed him for the removal of the goods, 
the liability of the carrier as such is at an end and the less 
stringent liability of warehouseman commences. Such also is 
the liability of the carrier where the consignee refuses to accept 
the goods. Ordinarily, however, it is the duty of the carrier 
to give notice to the consignor of the final refusal of the con- 
signee to accept and pay for the goods, and it has been held 
that when the carrier fails to give such notice it remains liable 
as a carrier. American Express Co. vs. Wettstein, 28 Ill. Ap. 
9g; Tooker vs, Gormer (N. Y.), 2 Hilt. 71; American Merchants 
Union Express Co. vs. Wolf, 79 Ill. 430. In view of the provision 
carried in the Express Classification and the decisions of the 
courts referred to above, it is our opinion that in the instant 
case the carrier can be held liable for the value of the shipment. 

Claims—Sufficiency of Notice 

Ohio.—Question: On May 6, 1920, we made an express ship- 
ment to one of our salesmen, and some time later he wrote us 
saying that the shipment had not arrived. We wrote the express 
company at the point of shipment as follows: “Please trace 
shipment consisting of one container of soap consigned to , 
, on May 6, 1920. Mr. —— has notified us that the 
goods have not been received, and your prompt attention will 
be appreciated.” Through error, claim has never been filed 
for this shipment, which has not turned up. Can we now file 
claim, using the above letter as the notice that claim was to be 
filed? 

Answer: We are of the opinion that the letter in question 
does not constitute a notice of claim, in that it does not advise 
the carrier that a claim will be filed, no statement being made 
therein to that effect. 

Damages—Measure of, for Sale of Goods by Express Company 

Tennessee.—Question: Shipment was made by express, the 
invoice value of which was $80, the declared value $48. The 
shipment went astray and claim was filed against the express 
company for the invoice value, and, of course, the express com- 
pany asked for amendment of claim to the declared value. 
Pending settlement of question, the freight was located and the 
express company was requested to return it to the shipper, but 
before this request was received by the express company the 
goods were sold for charges. Does the declared value hold? 

Answer: In the event the express company was not re- 
sponsible for the shipment going astray and complied with the 
provisions of the state statutes relating to the sale of goods for 
charges, and the amount realized from the sale exceeded the 
freight charges, you are entitled only to such excess. However, 
if the express company unlawfully sold the goods for charges 
you can sue the express company for conversion and, according 
to the decisions of the courts in several cases, you can recover 
the full value of the shipment without regard to the released 
valuation. In the case of St. Louis, etc., R. Co. vs. Wallace 
(Tex. Civ. A.), 167 S. W. 764, it was held that where the carrier 
transported freight to the wrong place and there sold it as 
unclaimed freight, it converted it and was liable for its full 
value, although the contract of shipment fixed a less sum as 
value, and although a carrier merely losing freight may rely on 
the limited liability. See also the cases of S. F. & W. Ry. Co. 
vs. Sloat et al., 20 S. E. 219; Railway Co. vs. Johnson, King & 
Co., 48 S. E. 807; Rosenthal et al. vs. Wier, 170 N. Y. 148, 63 
N. E. 65; Ry. Co. vs. Bank, 59 N. E. 43. 


Reconsignment—Interstate Rate Applicable to Interstate 
Shipment 


Wisconsin—Question: A shipment of coal coming from A, 
Pa, to B, Wis., reconsigned at B to C, Wis., reconsigned again 
at C to D, Wis. Kindly advise if the last movement from C to 
Dis subject to intrastate or interstate rates. 

Answer: Inasmuch as this was a reconsignment, it neces- 
sarily was an interstate shipment through from point of origin 
to final destination and therefore the rate to apply for the move- 
ment from C to D is the interstate rate. 


Marking of Shipments 


Illinois—Question: A consigns to B at Roscoe, Neb., notify 
Same at Ogalla, Neb., a shipment of machinery which, through 
an error on the part of the railroad, was carried to Ogalla, Neb., 
and returned to Roscoe, Neb. We filed claim for the freight 
on the return movement, and claim department referred us to 
Conference Ruling 433 of June 23, 1913. Bill of lading and way- 
bill both showed Roscoe, Neb., as destination and shipper states 
lags were the same as the bill of lading. We are unable to 
locate tags, which were attached to shipment, and as Conference 
Ruling 433 covers this point, would ask you to advise if the 
above rule has since been canceled or amended. 

Answer: I. C. C. Conference Ruling 433, which places the 
duty upon shippers of properly marking packages, is still in 
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effect. If you can prove that the bill of lading was properly 
made out and that the goods were marked accordingly, you 
should have no trouble in collecting your claim. However, if 
you have lost the tags, which are the best evidence of the mark- 
ing, — be a difficult matter to prove how the goods were 
marked. 


Refund of Tax on Goods Sold F. O. B. Point of Origin 


Ohio.—Question: The writer recently noticed a reply in 
your “Questions and Answers” department concerning payment 
of excise tax by carriers on shipments lost by them. We re- 
cently had a case of a C. O. D. express shipment being lost. 
Express company agrees to pay the value of the shipment, but 
will not pay the excise tax, which we always add to our invoices. 
They quote decision of James M. Baker, Deputy Commissioner, 
Treasury Department, Washington, D. C., which reads as fol- 
lows: “Where articles are shipped straight bill of lading or 
open account, the delivery of article to carrier passes the title 
of the goods to the purchaser and tax may be added to amount 
of claim if goods are lost by carrier. However, in case of C. O. D. 
shipments, the title is reserved in the manufacturer until the 
purchase price is paid. If goods are lost no tax attaches and 
if manufacturer has paid tax on such sales, he is entitled to 
make claim on form 46 for refund of the tax paid in such case.” 

We contend we should not be compelled to go to additional 
expense of filing new claim with Treasury Department, and that 
express company is liable for value of goods plus tax, as that is 
the actual selling price at destination. 

Answer: Where a manufacturer sells on open account 
f. o. b. point of origin, freight allowed to destination, for the 
purpose of the tax title is presumed to pass to the purchaser 
upon delivery of the goods to the carrier and tax attaches at 
that time. The manufacturer in paying the freight acts merely 
as the agent of the purchaser. If such goods are lost in transit 
the status of the tax is not affected. The sale having been com- 
pleted, the manufacturer must pay the tax to the government, 
and the question as to whether he is to be reimbursed by the 
purchaser or the carrier for the amount of tax is a matter for 
settlement between the parties concerned, over which the Treas- 
ury Department has no jurisdiction. 

However, where articles are shipped C. O. D. or against 
sight draft with bill of lading attached and title is expressly 
reserved in the shipper until the purchase price is received, if 
such goods are lost or destroyed in transit, no tax attaches, the 
sale being incomplete. Amounts recovered by manufacturers 
from carriers as reimbursement for loss on such shipments are 
not subject to tax, there being no sale to the carrier 

Transportation companies are not authorized to refund taxes 
collected by them on charges made for transportation in cases 
where goods are lost in transit. A claim against a carrier for 
non-delivery of property in whole or in part is an amount due 
for breach of contract and does not affect the application of 
the tax imposed under section 500 of the revenue act of 1918. 
Carriers, therefore, should deduct the amount of tax included 
in such claims when such amount is added as an item of tax 
paid and not as a part of damage for non-delivery of the goods. 


Transit Charge Not Retroactive 


Missouri.—Question: During October and November, 1920, 
we shipped a large amount of sugar into one of the large job- 
bing points of Arkansas, with the thought that same could be 
stored at that point and reshipped on the storage-in-transit ar- 
rangement to points beyond to which through rates are in effect, 
protecting that through rate. 

It developed on investigation that the lines handling this 
sugar at storage point did not carry the storage-in-transit ar- 
rangement at this point, and we have petitioned the carrier to 
establish this privilege. The question is, can the carrier make 
this privilege retroactive to apply on the shipments now in 
storage at this point? 

Answer: In Conference Rulings Nos. 6, 77 and 166 and in 
numerous formal cases the Commission holds that transit privi- 
leges cannot be given a retroactive effect unless to remove an 
unlawful discrimination; that is, unless the carriers grant such 
privileges to shippers at other points and as a result discriminate 
against the party complaining. See Eagle Pass Lumber Co. vs. 
G. H. & S.‘A., 48 I. C, C. 698; Burritt Co. vs. C. P. Ry., 45 I. C.:C. 
195. 

Sale of Goods Without Notice to Consignor 


Minnesota.—Question: Some time ago we made a shipment 
via express to a customer in Kansas which, instead of being 
carried to its destination, was put off at a point other than that 
shown on the express receipt and tag. This was done without 
instructions from us. The shipment, of course, was not claimed 


by consignee for the reason that he was unknown at the place 
at which the shipment was unloaded nor did the express com- 
pany notify us that it was undelivered until five months had 
elapsed. We, thereupon, instructed the express company to have 
the shipment forwarded to the correct consignee at the destina- 
tion to which we had billed it, to which we received reply that 
it had been sold previous to receipt of our instructions. 


Can 
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the express company be held responsible for the value of the 
shipment? 
Answer: A bailment of goods to a carrier confers no power 
to sell. The contract relates to their transportation; and the 


carrier has no implied right to sell them under ordinary cir- 
cumstances. It has been held that, in the absence of a statute 
otherwise providing, it is the duty of a carrier to notify the 
shipper before selling the goods where it is practicable; and 
the sale should be made after such notice of the sale as will 
reasonably assure that the goods to be sold will bring their 
reasonable market value. Ordinarily a sale without such notice 
to the shipper will constitute a conversion, rendering the carrier 
liable for the value of the goods as in other cases of conversion. 
M., etc., R. Co. vs. Cox, 144 S. W. 1196; Chicago, etc., R. Co. vs. 
Cleaver, 106 S. W. 720; Dudley, etc., vs, Chicago, etc., R. Co., 
58 W. Va. 604, 52 S. E. 718. Furthermore, it has been held that 
where a carrier transported freight to a wrong place and there 
sold it as unclaimed freight, it converted it and was liable for 
its full value, although the contract of shipment fixed a less 
sum as value, and although a carrier merely losing freight may 
recover on the limited liability. St. Louis, etc., R. Co. vs. Wal- 
lace (Tex, Civ. A.), 176 S. W. 764; S. F. & W. Ry. Co. vs. Sloat 
et al., 93 Ga. 803, 20 S. E. 219; Ry. Co. vs. Johnson, King & Co., 
121 Ga. 231, 48 S. E. 807; Rosenthal et al. vs. Wier, 170 N. Y. 
148, 63 N. E. 465. 


Notice to Consignee of Arrival and Notice to Consignor of Failure 
or Refusal of Consignee to Accept Goods 


New York.—Question: Can express company be held liable 
for loss of a shipment by fire while said shipment was “resting 
on hand, awaiting consignee’s call.” The package was consigned 
to a customer located at Grifton, N, C., where we understand 
consignee is obliged to call at express office to take delivery, 
upon receipt of notice of arrival. They, however, have no rec- 
ollection of having received such a notice as shipment involved 
was made about a year and a half ago, nor were we, as ship- 
pers, notified at any time that the shipment was on hand un- 
claimed. Formal claim was filed within the prescribed four 
months’ time limitation and, after prolonged correspondence with 
the express company, they maintain that they cannot be held 
responsible for the loss, since they acted as “non-reimbursed 
warehousemen only.” 

Answer: The general rule is that the liability of an express 
company as a common carrier does not end until it has made 
or tendered a personal delivery of the goods to the consignee 
or owner, or to some person authorized by him to receive them. 
But, if by reason of inability to find the consignee or the con- 
signee’s refusal to receive the goods, delivery is not completed, 
the carrier is liable only for safe keeping as bailee for hire. 

Where, by usage, custom or special contract, the general 
rule requiring the delivery at the place of business or at the 
residence of the consignee is dispensed with, the consignee is 
in all cases entitled to notice of the arrival of the goods and 
a reasonable time thereafter in which to remove them before 
the carrier’s liability as insurer ceases and that of warehouse- 
man attaches, but where the goods have been transported safely 
to their destination, and the consignee has been notified of 
their arrival and a reasonable opportunity has been allowed him 
to remove them, the liability of the express company thereafter 
is that of a warehouseman. 

Ordinarily it is the duty of the carrier to give notice to the 
consignor of the failure or refusal of the consignee to accept 
and pay for the goods. The liability of the express company 
in the instant case depends upon whether or not notice of arrival 
was given to consignee and whether or not the consignor was 
notified of the failure or refusal of the consignee to accept the 
goods, if such was the case, the burden being upon the carrier 
to prove that the proper notices were sent. 


Loss in Shipment Moving Under Clear Record 


Virginia—Question: On August 6, 1920, a firm in Chicago, 
Ill., shipped us a carload of bulk corn. This car arrived in 
Roanoke, Va., August 9, 1920. This shipment was covered by 
official weight certificate in Chicago and on arrival at our plant 
it did not show that it was leaking and was covered by original 
seals. However, this shipment weighed short 2,500 pounds. I 
filed claim against the Norfolk & Western Railroad Company 
for $74.68, covering this shortage. They have returned this 
claim, refusing payment, giving as their authority Interstate 
Commerce Commisison Ruling No. 9009. 

Kindly advise if there is any way to collect this claim, also 
of any recent rulings or court decisions. This shipment was 
weighed at destination on scales that were in perfect condition 
and was weighed by an agent of the Southern Weighing and 
Inspection Bureau. 

Answer: The rulings of the Interstate Commerce Commis- 
sion to which you have been referred are the opinions of the 
Commission in Docket 9009, Claims for Loss and Damage of 
Grain, 48 I. C. C. 530, and 56 I. C. C. 347. However, there is 
nothing in the opinions of the Commission in these cases which 
will prevent your recovering for the loss of the grain in question. 
In the case of Baker vs. H. Dittlinger Roller Mills Co. (Tex., 
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1918), 203 S. W. 798, the court held that if a carrier receives 
the quantity of wheat stated in the bill of lading and delivers 
a less quantity, it is liable for the difference; that where the 
bill of lading recited that it covered a certain quantity of wheat 
and the car arrived at destination with seal intact and the 
carrier showed that it inspected the car before placing the same 
for shipment, and that no leak was discovered and that the 
car was inspected twice en route and no leak was discovered 
but nevertheless at destination the car did not contain the 
amount of wheat shown in the bill of lading, the carrier was 
responsible for such difference, unless it could prove that that 
quantity was not in fact delivered to it. 

In 56 I. C. C. 347, the following statement is made by the 
Commission on page 352: “By the weight of authority the ship- 
per has established a prima facie case when he shows that the 
reported weight of the grain delivered to the consignee was less 
than that delivered to and receipted for by the carrier. The 
burden of rebutting this prima facie evidence of loss rests upon 
the carrier and the weight that should be given to its clear-car 
record necessarily depends upon the accuracy and completeness 
of the record and all other circumstances affecting the question 
of loss. It is only one of many factors that may and should 
be considered and cannot fairly be urged as a controlling test in 
all instances. 


Liability of Express Company for Partial Loss 


Illinois —Question: When goods are shipped without de- 
clared value by express and partly lost, is the $50 liability limi- 
tation in the express receipt legally binding and, if so, is the 
express company liable for the full $50 when the loss exceed 
that amount, or can the $50 be pro rated in proportion to the 
value which the article lost bears to the entire shipment? 

As an illustration, in June, 1918, we made a shipment of 
cigarettes in two boxes worth $75.26, one of the boxes, worth 
$58.50, being lost. The express company claimed that, without 
declared valuation, shippers were co-insurers and that their lia- 
bility was only $38.52, or 77 per cent of $50, as $58.50 is 77 per 
cent of $75.26. We do not believe this is legal and would like 
your interpretation of the matter as authority. 

Answer: Paragraph (b) of rule 9 of Official Express Classi- 
fication No. 27, effective Feb. 4, 1921, provides that in case of 
partial loss or damage the express company will be liable for 
the actual value of goods lost or damaged up to, but not exceed- 
ing the total value declared at the time of shipment. This pro- 
vision was also carried in Official Express Classification No. 26, 
effective September 10, 1918. It was not, however, provided for 
in the express classification in effect prior to Official Classifi- 
cation No. 26 until August 1, 1918, having been added in supple- 
ment 6 to I. C. C. A-2130 F. G. A. However, the weight of 
authority under the decisions of the courts is to the effect that 
the shipper may recover the real value of the property lost 
not exceeding the limit of liability stipulated in the contract of 
shipment and is not limited to that proportion of the amount 
named in the contract as the value of the property shipped, 
which the property lost bore to the value of all the property 
shipped. Cent. of Ga. vs. Broda, 67 So. 437; Davis vs. Wabash 
R. Co., 99 S. W. 17; Carlton vs. N. Y. C., 121 N. Y. 997; Visansky 
vs. So. Express Co., 75 S. E.. 962. There are, however, decisions 
which are squarely in conflict with this view. Skelton vs. Can. 
Northern Ry. Co., 189 Fed. 153; Fielder vs. Adams Express Co., 
71 S. E. 99, and Western Transit Co. vs. Leslie & Co., 242 
U. S. 448. These cases hold that recovery will be limited to that 
proportion of the amount named in the contract as the value 
of the property shipped, which the property lost bore to the 
value of all the property shipped. 


Demurrage on Damaged Shipments 


Missouri.—Question: We had a shipment of a car of flour 
originating in the state of Kanasas, with destination at Jersey 
City, N. J. The car, while in transit, was very badly damaged, 
the sides were broken in, the roof leaked, and the contents 
were naturally received at destination in a wet condition, and 
because of the length of time in transit had molded somewhat, 
which naturally contaminated the entire shipment. This car 
of flour was intended for a manufacturer of maccaroni and was 
to be used for food for human consumption. Upon inspection 
of the car at destination, the consignee became aware of its 
condition, but the quality had so deteriorated that he was ul- 
able to use any portion of the shipment for the manufacture 
of food products, and, therefore, refused to accept it. He had 
no storage capacity in his own plant to unload the car there, 
nor was there any available warehouse space in or around Jer- 
sey City at that time. 

We filed claim against the Pennsylvania Railroad for the 
damage to the car, including in our bill the demurrage accrued, 
for which we were obliged to pay—namely, $140. Our loss and 
damage portion of the claim was paid, but we were unable to 
get the railroad to reimburse us for the demurrage. Now, Wé 
contend that we acted all the way through in good faith, and 
that we endeavored to secure the best possible price obtainable 
for the damaged flour is shown in that the sale was withheld 
two days in order to secure a much better price therefor. 
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We would appreciate having your opinion as to whether we 
aie legally entitled to the refund of this demurrage. 

Answer: The law places upon the consignee of goods dam- 
aged in transit the burden of receiving them if they are not 
wholly worthless. The duty of the consignee in such cases is 
to use ordinary and reasonable care to minimize the damage 
and reasonable expenses incurred will be allowed as damages. 
However, where goods are worthless, the consignee may refuse 
to accept them, and even though the goods have some value, if 
they are not of value to the consignee he cannot be required 
to accept them. Wilkins vs. A, C. L. R. Co., 75 S. E. 1090; St. 
L., etc., R. Co. vs. Dreyfus, 122 Pac. 49. Therefore, inasmuch 
as you were under no obligation to accept the goods, it is 
doubtful whether a court would allow recovery of the demurrage 
charges, although, as you state, you acted in good faith and 
endeavored to obtain the best possible price obtainable for the 
damaged flour. We have been unable to locate any cases in- 
volving a similar state of facts. 


Notice of Claim—What Constitutes 


Massachusetts.—Question: We have a letter dated July 2d, 
1920 received from the Traffic Service Bureau with reference to 
the time allowed for filing claims against the American Railway 
Express Company. 

We note that you advise that if our claim was not filed 
within the four months period it is barred, Will you kindly ad- 
vise whether or not the four months clause will enter into our 
claim if the inspection was called for and made by a representa- 
tive of the American Railway Express Company at reasonable 
time after the shipment was received. We have several cases of 
this nature where we have filed claims and the American Rail- 
way Express Co. advises that they cannot consider investigation 
on account of claims not being filed within the four months limit. 

Answer: The decisions of the courts with respect to this 
subject in general hold that, unless a claim or notice of a claim 
or suit is entered within four months after delivery of a ship- 
ment or in case of failure to deliver, then within four months 
after a reasonable time for delivery has elapsed, no recovery can 
be had. However, with respect to what constitutes notice of 
claim the decision of the courts are not at all uniform. In the 
case of Taft & Van Dyke vs A. C. L. R. Co., 93 S. E. 752, it was 
held that a shipper could not recover for an injury to a furniture 
shipment where he failed to file the required written notice of 
loss within the specified time, although the agent had actual 
knowledge of the loss; that the notation by the railroad agent 
on the freight bill as to injury to the shipment was not a com- 
pliance with the bill of lading stipulation requiring notice to be 
filed within a given time. However, in the case of E. H. Emery 
& Co. vs Wabash R. R. Co., 156 N. W. 600, it was held that where 
a carrier’s agent inspected a damaged shipment and endorsed 
the result of the inspection on the freight receipt and presum- 
ably delivered the receipt to higher officials, that there was suffi- 
cient notice of claim in writing under the uniform bill of lading. 

The two cases referred to above show the conflicting views 
of the courts on this question, that is, whether a notation of loss 
or damage endorsed on a freight receipt constitutes a proper 
notice of claim. In our view, such a notation does not consti- 
tute a notice of claim inasmuch as the carrier has not been 
advised that it is the intention of the shipper to file a claim. 


OIL, KAN. AND OKLA. TO BURLINGTON 


An attempt to have rates on gas and fuel oil from groups 2 
and 3 in Kansas and Oklahoma to Burlington, Iowa, reduced to 
a differential of one cent over the rates from the same points 
to St. Louis is being made in No. 12003, Burlington Shippers’ 
Association et al. vs. Director-General, Arkansas Central et al., 
hearing on which was held before Examiner Bronson Jewell in 
Chicago, February 7. 

H. W. Potter, assistant manager of the Burlington Gas Light 
Company, testified that, although gas oil is purchased from re- 
fineries in the Kansas and Oklahoma fields at a delivery price, 
a freight allowance is made to the buyer and the freight is borne 
by him. He introduced as an exhibit a copy of an oil contract 
which contained a clause specifying that the buyer must stand 
all advances in transportation costs. Mr. Potter testified that his: 
company used approximately 500,000 gallons of gas oil per year 
and that most of it was purchased under contract. He said the 
tates which his company was allowed to charge for gas were 
governed by the city commission of Burlington and that the 
‘comparative costs of gas in adjoining communities, such as: 
Quincy and Hannibal, which towns enjoy lower rates on oil, were: 
taken into consideration when fixing these rates. He said that, 
Previous to 1919, the Burlington Gas Light Company had been 
farning 3.9 per cent on its capital, and that this year, when an 
Mcrease in rate was granted, it had been earning 5% per cent— 
this in spite of the fact that 8 and 9 per cent were generally 
tion Wledged to be fair returns for a public utilities corpora- 


Mr, Potter’s statements were substantiated by A. J. Meyer,. 
auditor for the People’s Gas & Electric Company. 
A petition of intervention was presented in behalf of Ander- 
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son and Gustafson, Inc., fefiniets atid sellers of fuel and gas 
oil in Oklahoma. J. E. Wyatt, assistant traffic manager for 
that company, testified that it was only interested in order to 
obtain more advantageous transportation costs for its custom- 
ers. He said the facts as to the bearing of freight costs were 
substantially as stated by Mr. Potter and that the oil was con- 
sidered delivered to the buyer as soon as it was loaded into tank 
cars at the refinery. After that, he said, all hazards were borne 
by the buyer. 

Leo E. Golden, traffic manager of the Burlington Shippers’ 
Association, who conducted the case on behalf of the complain- 
ants, took the stand in behalf of the Churchill Drug Company, 
Burlington, witness for which, he said, was unable to be pres- 
ent. This company, he said, manufactured a spray in which gas 
oil was a major ingredient. Although only three cars of this 
product had been purchased by the drug company in the last 
year, but Mr. Golden said the manufacturer of the new spray had 
just gotten under way and that a larger quantity would be used 
in the future, 

He introduced a number of exhibits purporting to show that 
the rates on fuel and gas oil to Burlington were unjust, especially 
as there was no differential between them and gasoline and the 
more valuable and lighter petroleum products. He laid much 
stress on the Hubinger case (10986, 58 I. C. C. 53-58), in which 
rates to other points in the surrounding territory were fixed. 
He said Burlington had evidently been overlooked, because it 
was not a party to the case, and asked that it now be placed on 
a par as to rates with Keokuk, where the rate on fuel and gas 
oil from Kansas and Oklahoma points is 27% cents. The pres- 
ent rate to Burlington is 36% cents, the same as an gasoline and 
other refined oils. Reparation, under section 206 of the trans- 
portation act, was asked from October 1, 1916. 

In defense, F. A. Crosby, assistant general freight agent of 
the C. R. I. & P., announced that tariffs were now in preparation 
which would reduce the rates on fuel and gas oil to Burlington 
to 33 cents. He claimed that this would make a differential of 
3% cents between refined oil and crude oil, which, in his opin- 
ion, would be wide enough for a district in which there was no 
pipe line or other competition. He pointed out that no differen- 
tial into this territory existed on shipments of oil from Wyoming, 
Whiting and eastern fields. Attacking the accuracy of some of 
Mr. Golden’s exhibits, he produced tariffs refuting some of the 
figures contained therein and won a promise from the com- 
plainants to have a recheck made. Mr. Golden was ordered by 
the examiner to have corrected exhibits in the hands of the 
CCommission within ten days. 

Both parties waived brief and oral argument. 


PENNSYLVANIA R. R. BONDS 


The Trafic World Washington Bureau 


The application of the Pennsylvania Railroad Company for 
authority to issue and sell $60,000,000 of fifteen-year 614 per cent 
secured gold bonds and to issue and pledge as security therefor 
an equal amount of 6 per cent gold bonds was made available 
for public inspection by the Commission February 4. The 
$60,000,000 issue, as previously announced, has been sold to 
Kuhn, Loeb & Co., New York, at 95.40 per cent of their face 
value, subject to the approval of the Commission. 

The proceeds of the sale of the bonds, $57,240,000, the com- 
pany states in its application, will be used for the following 
purposes: Purchase from the Pennsylvania Company (of which 
applicant owns of the stock) of locomotives, rolling stock and 
other equipment of the value of about $20,000,000; the purchase 
from the Pennsylvania Company of shares of stock of the Pitts- 
‘burgh, Fort Wayne & Chicago Railway Company, a leased line 
of the Pennsylvania, and shares of stock of other companies 
comprised in the system, the amount to be expended for these 
purposes being approximately $22,000,000; the balance of the 
proceeds will be used in meeting maturing obligations and for 
capital purposes. 

The company sets forth that the rolling stock to be pur- 
chased was acquired by the Pennsylvania Company for use in 
the operation of lines of railroad which it was at the time the 
lessee, and that as the leasehold interests of the Pennsylvania 
‘Company in these lines have been transferred and are now held 
by the petitioner, it is desirable that the title to the equipment 
used on the roads embraced in those leases should also be 
acquired by the petitioner. The sale by the Pennsylvania Com- 
pany of the equipment and stock involved will enable it to pay 
off at maturity $37,805,140.07 of bonds due June 15, 1921, and 
$17,793,000 of bonds due July 1, 1921, the petitioner states. 


FLEMINGSBURG & NORTHERN LOAN 
The Flemingsburg & Northern Railroad Company of Ken- 
tucky has applied to the Commission for a loan of $10,000 to meet 
floating indebtedness. 


B. S. & M. LOAN 
The Birmingham, Selma & Mobile Railroad Company has 
applied to the Commission for a loan of $25,000 to pay off in- 
debtedness to banks and to make improvements. 
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REPORT ON PARCEL POST 


The Trafic World Washington Bureau 


A discrepancy of considerable proportions in that part of 
the annual report of the Postmaster-General referring to the 
parcel post was discovered by Representative Steenerson of 
Minnesota and the Post Office Department acknowledged the 
error, according to a speech made in the House, January 27, by 
the representative. The error was that while the report stated 
that the total number of parcels handled in the fiscal year end- 
ing June 30, 1921, was 2,250,000,000 with an average weight of 
4.9 pounds each, the number should have been 1,250,000,000 
parcels of an average weight of 3.54 pounds each, according to 
the Post Office explanation. 

Mr. Steenerson said the statistics submitted by the Post- 
master-General in his annual report were “unreliable and, in 
fact, absurd.” 

“We know that the postal service is now running behind 
at the rate of about thirty-five or forty million dollars a year, 
and it is important to find out the leak,” said he. 

“The vostmaster-General’s annual report stated that the total 
number of parcels was 2,250,000,000 with an average weight of 
4.9 pounds each. I called attention to the fact that this would 
make a total volume in weight of that class of mail of 11,000,000,- 
000 pounds, which, if it were true, would constitute more than 
80 per cent of the total volume of the mail. Any person who 
has taken occasion to observe, or who knows anything about 
the postal business, knows that this quantity was entirely too 
high. I called attention to it to prove that the departmental re- 
ports gave us no reliable information. The report further stated 
that the income was $150,000,000 and the cost $140,000,000. 
After the publication of the report I sent a letter to the de- 
partment calling attention to this absurdity in the quantity of 
parcels carried and I received a letter from Mr. Koons stating 
that there had been a mistake, that the number of parcels was 
1,250,000,000 and that the average weight was 3.54 pounds in- 
stead of 4.9 pounds. I assume, therefore, for the purpose of 
argument, that the revised figures are correct: 


In answer to your letter of the 9th instant calling attention to the 
inconsistency in the total number of pieces of parcel-post mail han- 
dled during the fiscal year ended June 30, 1920, 2,250,000,000; the 
average weight per parcel, 4.9 pounds; and the percentage of increase 
in weight, 55 per cent, as shown in the annual report of the Post- 
master General for the fiscal year ended June 30, 1920, I find upon 
locking into the matter that, through a clerical error, the total number 
cf parcels was computed on the basis of parcel-post business done at 
the 50 largest postoffices, instead of the business done at all post- 
offices; which, of course, greatly increased the estimate of the total 
number of pieces handled, inasmuch as approximately 55 per cent of 
the entire postal business is transacted at the 50 largest offices. 
According to the count kept from October 1 to October 15, 1919, the 
total number of parcels handled was approximately 1,250,000,000, and 
the average weight per parcel was approximately 3.54 pounds. 

It is exceedingly regretted that this error occurred. 


“Mr. Koons also appeared before the appropriation com- 
mittee and explained the matter as follows: 


It says that the average weight of all parcels was 4 pounds 9 
ounces; that should be 3% pounds; also that the 2,250,000,000 parcels 
should be 1,250,000,000. The statistician in making up the figures 
made an error by taking the figures for 50 largest offices instead of 
for the entire country. When the parcel post was established the 
revenue from fourth-class matter was $12,000,000. We have had an 
account made which shows that the revenue from parcel post has 
grown to more than $140,000,000 per year. 


“But this explanation does not explain. I have examined 
‘Parcel Post Statistics,’ giving the result of the 15 days’ count in 
October, 1919, and the same gives the number of parcels mailed 
in the 50 largest post offices as 28,952,481 and the average 
weight as 3 pounds 3 ounces. How the statistician could get 
an average of 4.9 pounds from 3 pounds 3 ounces is difficult to 
understand. The other groups of offices give the average weight 


as follows: 

Other first-class offices, 4 ponds 1 ounce. 

Total first-class offices, 3 pounds 5 ounces. 

Second-class city-delivery offices, 4 pounds 5 ounces. 

Total city-delivery offices, 3 pounds 6 ounces. 

Second-class noncity delivery, 3 pounds 10 ounces. 

Total second-class offices, 4 pounds 3 ounces. 

Total first and second class offices, 3 pounds 6 ounces. 

Third-class offices, 4 pounds 5 ounces. 

Fourth-class offices, 5 pounds 3 ounces. 

All post offices, 3 pounds 8 ounces. 

“It will be noted that in no group is the average weight as 
high as given in the Postmaster-General’s report. The ‘statis- 
tician,’ whoever he may be, will have another guess coming if 
he is to clear this matter. 

“Mr. Koons now places the total number of parcels at 1,250,- 
000,000 and the average weight per parcel at 3.54 pounds, and 
for the sake of argument we will now take these as the basis 
of a new calculation and see what the result will be. 

“Multiplying the number of pieces by the weight we have 
4,425,000,000 pounds. The cost of transportation is 2.08 cents 
and of handling 1.45 cents, a total per pound of 3.53 cents. 
Multiplying the total pounds by the cost per pound we have a 
total cost of last year’s parcel post business of $156,202,500. 
The department’s parcel post statistics for 1920, page 56, based 
on actual count for 15 days in October, 1919, at all post offices, 
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show receipts of $4,763,497.387, which multiplied by 24 gives the 
annual receipts of $114,323,936.88, which deducted from the 
above total cost shows a loss of $41,878,564 per annum. 

“In arriving at the cost of handling and transporting parcels 
the department calculates that 66 per cent of the parcels were 
‘delivered without additional cost.’ That is to say, they alloweq 
nothing for the work of delivering more than two-thirds of 
the parcels, presumably on the theory that the clerks and 
carriers were employed anyway, and if they had not handled 
and delivered parcels they would not have done anything, 
Manifestly, this is erroneous and reduces the cost figures by 
many millions. Parcel post, according to the above estimates, 
consists of 61 per cent of the total volume of the mail, and 
should bear a large part of the cost of carriers and clerks, as 
well as rural-delivery and star-route service. 

“The total revenue of the department last year was $436. 
000,000, and according to the above calculation, based on par. 
cel post statistics, the revenue of that class of mail was $114. 
000,000, or 26 per cent of the total. Why 61 per cent of the 
total volume of mail should pay only 26 per cent of the total 
revenue should be explained. It is obvious from the above 
that the department’s explanation of the original figures ip 
the annual report does not help to clear up the matter. Even 
basing our calculations on the amended figures, it indicates an 
enormous loss. Instead of furnishing the information which 
the law requires, we are left in darkness, both on the cost of 
this service and the revenue derived therefrom. There seems 
to have been a well-planned design to disregard the parcel 
post law which provides that if the Postmaster-General shall 
find on experience that the rates of postage ‘are such as to 
prevent the shipment of articles desirable, or to permanently 
render the cost of service greater than the receipts of the 
revenue therefrom,’ he is authorized from time to time to re. 
form such rates ‘in order to promote the service to the public 
or to insure the receipt of revenue from such service adequate 
to pay the cost theeof.’ (Sec. 445, P. L. and P. R.) 

“When on initiative of the Postmaster-General, Congress 
was induced to delegate to the Interstate Commerce Commission 
the power to prescribe the compensation to the railroads for 
carrying the mails, it brought on a deficit for the last four 
years of more than $85,000,000, and the delegation to the Post- 
master-General of the power to prescribe postage rates on par- 
cels has brought still heavier losses, which accounts for the 
enormous postal deficit with which we are now confronted. 
We must again place the service upon a sound financial basis. 
The postal deficit should be speedily wiped out, and the taxpay- 
ers relieved from that burden, and to do this we must have 
accurate knowledge. This we hope to get through the investi- 
gation now in progress under the direction of the Joint Com- 
mission on Postal Service. 

“When we have obtained the requisite information, it will be 
for us to consider whether it is not safer and wiser for Con- 
gress to itself prescribe all postage rates, rather than to dele- 
gate that power to a cabinet officer who may be tempted to 
abuse it to gain popular favor for his party. This power to 
prescribe postage rates is really a part of the power to tax, 
which our fundamental law has placed in the hands of the 
representatives of the people, and to delegate it as we have 
done to an official not directly responsible to the people is 
contrary to the spirit of our institutions.” 


L. & J. BRIDGE & R. R. CO. BONDS 


The Louisville & Jeffersonville Bridge and Railroad Company 
has been authorized by the Commission to issue $162,000 of 
4 per cent first mortgage gold bonds for pledging with the Sec- 
retary of the Treasury for a loan of $162,000 approved here 
tofore by the Commission for additions and betterments to way 
and structures, The Chesapeake & Ohio was authorized at the 
same time to guarantee a ten-year 6 per cent promissory note 
of the L. & J. B. & R. R. Co. for $54,000 as part security for 
the loan of $162,000 referred to above. Two-thirds of the appli- 
cant’s outstanding capital stock of $1,425,000 is owned by the 
Cc. C. C. & St. L., and the other third by the C. & O. 


N. Y. C. BONDS 


Authority has been granted the New York Central by the 
Commission to issue $7,000,000 of 6 per cent refunding and im- 
provement mortgage bonds and to pledge them with the Director 
General of Railroads as security for a demand note of like 
amount. The note is to be given by the New York Ceniral i 


‘payment of its indebtedness to the United States for additions 


and betterments made during federal control. The state conr 
missions of Ohio and Michigan asked that the application of the 
New York Central be dismissed on the ground that the Com 
mission had no jurisdiction, as the company was a corporation 
organized under state laws, and that the applicant, not being 4 
federal corporation or creature of the federal government, is Not 
answerable to the federal government in any degree, so far 4 
its security issues are concerned. The Commission said i! W4 
of the opinion that it had jurisdiction. 
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The Open Forum 





A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


UNIFORM EXPRESS SHIPPER’S RECEIPT 


Editor The Traffic World: 

Shippers of express throughout the country are reading more 
or less propaganda through various periodicals, the purport of 
which is to enlighten the larger shippers as to the practical 
operations and results in the use of the “new uniform express 
shippers’ receipt.” It is represented that the shipper enjoys 
new tracing advantages because the plan provides him with the 
details, such as identification number appearing on delivery sheet 
record in the hands of delivering or destination agent; hence if 
shipper requires immediate tracing by wire or letter, in connec- 
tion with a specific shipment, he has the necessary details with 
which to address his tracer direct to the company’s delivery 
agent at destination, thereby obviating the usual delay incident 
to making request of the forwarding agent to trace and show 
delivery, it being understood that shippers receipt number and 
date must invariably be the basis of the details formulating 
tracers. 


Should such assurances be substantiated by the actual condi- 
tions as they develop in practice, it is at once conceded that 
such “tracing advantages” through the express company would 
be “new” and very much appreciated by the shipping public. 
However, the writer has quite reliable information to the effect 
that delivering express agent must and does forward daily his 
delivery sheet records to his district or regional auditor for 
audit purposes, and that under the new uniform shipper’s receipt 
delivering agent will have no record whatever in his office of 
his deliveries from day to day, due to the fact that his delivery 
sheet records are in the office of his auditor. 


Such being the case, the shipper who may have occasion to 
trace a specific shipment, can address his communication or 
tracer direct to the express company’s destination or delivery 
agent, quotinfi shipper’s receipt number and date, and thereby 
overcome the delay incident to reporting the facts to the for- 
warding agent; but in so tracing he would be able to accomplish 
‘nothing,’ a result quite patent to the average express shipper. 
To obtain the desired results, shipper must know to what dis- 
trict auditing office destination agent forwards his delivery 
sheet records before inaugurating his tracer request for delivery 
information, which, to say the least, is impracticable. 

No doubt many of your readers, like the writer, would be 
glad to have the benefit of further light on the point in question. 

Dahlstrom Metallic Door Company, 
O. M. Odell, Traffic Manager. 
Jamestown, N. Y., Feb. 26, 1921. 


WAR TAX ON TRANSPORTATION 
Editor The Traffic World: 


I cannot agree with your correspondents who state the war 
tax on freight transportation charges has been increased 75 
per cent since this act became effective on November 1, 1917. 
Since the date it became effective this war tax has been, and at 
the present time is, three per cent of the charges paid for trans- 
portation service. 


I have an idea this war tax percentage was arrived at in the 
following manner: The Congressional committee assigned to 
this task had before them the amount of freight transportation 
charges earned by the railroads of the country during a certain 
period. From the statistics at hand the committee decided the 
transportation service of the country should contribute a certain 
amount of revenue, and this revenue, it was found, was approxi- 
mately 3 per cent of the amount paid the carriers for transpor- 
tation service during the period in question. 


While it is true that since November 1, 1917, freight rates 
have been increased 25 per cent and 40 per cent (the latter in- 
crease applying to eastern territory) under General Order 28 
and Ex Parte 74, respectively, it is a question whether, taking 
present conditions into consideration, the aggregate amount re- 
ceived by the government under this form of taxation will reach 
the mark originally intended by Congress. However, if it can be 
shown that the transportation service is contributing more than 
was intended, the necessary steps should be taken to have Con- 
gress amend the law and reduce the war tax percentage ac- 
cordingly. 

Mr. Allender, in the third paragraph of his letter published 
on page 1234 of the Traffic World, December 25, states: “This 
recent increase in taxation is a discrimination against the heavy 
tonnage shippers, for the reason that war tax has not been 














recently increased on other items.” Why limit this so-called 
discrimination to heavy tonnage shippers? Does not the smaller 
shipper paying $5,000 a year in freight charges and who, be- 
cause of the increases in freight rates, pays an additional few 
hundred dollars in war tax, suffer just as much? Does not his 
business suffer just as much as the business of the shipper who 
pays $1,000,000 a year in freight charges? It appears the same 
condition applies on a correspondingly smaller scale. 

In the fourth paragraph of his letter Mr. Allender mentions 
that the increase is discriminatory, “in that the shipper in east- 
ern territory bears 40 per cent, while the shipper in southern 
territory bears only 25 per cent.” This is true as regards 
freight rates, but is what might be properly called a recognized 
condition. I think Mr. Allender will agree that if the Interstate 
Commerce Commission, under the Interstate Commerce Act, had 
ordered a blanket increase of say 25 per cent in freight rates 
to cover the entire country, the railroads in eastern and western 
territory would have been farther removed from receiving their 
just dues, as contained in section 15a, paragraph 3, Interstate 
Commerce Act, than they are at the present time. 

Mr. Snook, in his letter published on page 193, Traffic World, 
January 22, has, by comparing freight charges paid in 1917 with 
those paid at the present time, succeeded in reducing the war 
tax percentage to 1.8 per cent. I wonder if Mr. Snook believes 
that if the war tax was reduced to this percentage the govern- 
ment would receive the amount which Congress decided as 
being necessary to help pay off the war debt? 

In my opinion this question can be summed up in the follow- 
ing few words: Congress intended the government should re- 
ceive a certain amount to help pay off the war debt and if an 
excess amount is being received the war tax percentage should 
be reduced. E 


New York, N. Y., February 1, 1921. M. J. Gould. 





Editor The Traffic World: 

On page 244 of your issue of January 29 is a letter from 
S. W. Allender relative to the increase in the amount of war 
tax on freight charges. This letter is very interesting. 

He refers to a “very small item” mentioned in my letter 
on page 193 of your issue dated January 22. He states that 
I consider the increase in war tax “a very small item.” I am 
in a position to realize what the increase amounts to, being 
assistant traffic manager for an industrial concern whose cap- 
ital and surplus represent millions of dollars. Naturally, one 
can plainly note that Mr. Allender has erred slightly in making 
such a statement. 


“The small item” to which I refer is one-seventh of one per 
cent increase in the amount of war tax. This amount is arrived 
at by reducing the present rate—namely, three per cent—to 
one and eight-tenths per cent of the freight charges. 

In 1917 the tax on freight charges amounting to one hun- 
dred dollars was three dollars. Today the same movement would 
cost one hundred and seventy-five dollars for freight charges. 
One and eight-tenths per cent of this amount would be $3.15, as 
against $3 tax on the same shipment in 1917. Fifteen cents 
represents an increase of.a little less than one-seventh of one 
per cent. This is what I referred to as ‘a very small item.” 
Of course, this increase would amount to thousands of dollars, 
based on the gross revenue of all class I railroads, but the 
amount of increase to each individual shipper would be very 
small. 


Mr. Allender stated that his firm pays $25,000 annually for 
war tax on freight. One seventh of one per cent of this amount 
would be $35.71 per annum, or about seventy-five cents a week 
more tax than was exacted in 1917 under the old scale of rates. 

If shippers could persuade Congress to reduce the tax to 
1.8 per cent, I do not believe any shipper in the country would 
voice an objection. He would gladly pay the 15 cents per $100 
additional tax. 


I have taken great interest in Mr. Allender’s letters, and can 
say that much credit is due this gentleman for his active part 
in this subject. 


Far be it from my mind to use your columns for a simple 
discussion. I have written the above solely to point out to‘the 
readers of your publication that I do not regard the 75 per 
cent increase in war tax as “a very small item.” 

In closing I might state that I intend to take up the 
matter with my congressman and I believe that I will have the 
co-operation of Mr. Allender, who has already taken up this 
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important matter with Senator Spencer of Missouri and the 
United States Chamber of Commerce. 
Medford, Mass., Feb. 2, 1921. G. E. Snook. 


TRACING L. C. L. SHIPMENTS 


Editor The Traffic World: 

In reference to the article in the issue of January 29, by 
A. W. Stebbins, traffic manager of the Thatcher Manufacturing 
Company: I have studied it thoroughly and wish to state that 
| cannot agree with him on his views of the tracing of L. C. L. 
shipments by assessing charges for such service. 

We all know the carriers are well paid for transportation 
and service performed, and why should we burden ourselves 
by requesting them to issue a tariff covering this service which 
would compel them to assess and collect charges for tracing 
L. C. L. shipments? At present there are several railway com- 
panies very willing to trace shipments and feel it is part of 
transportation service. It might be they do so from a competi- 
tive point of view to retain business they now possess and 
secure new patrons. If so, all well and good, as competition is 
the life of business and is an assurance of good service. If you 
remove competition, which covers a very large field, you are 
forcing extra tax on the people indirectly. 

If the non-progressive carriers do not care to perform this 
service without charge, they should not be patronized. If this 
was done, steps would be taken by them at once to compete. 

For example, take an order of a customer placed with any 
business, large or small, which was delayed, sidetracked, or lost 
in error in your own office. If customer requested you to trace 
this shipment or advise date of shipment, would you inform 
him to the effect that a charge would be assessed for doing so? 
I do not think you would, but would use all energy to see that 
he received same at once. If you charged him for this service, 
how long would you hold his business? 

E. R. Plumb, Manager Traffic Division, Sales Dept., 
Samson Tractor Co. of California. 
Stockton, Calif., Feb. 4, 1921. 


RATES TO PACIFIC COAST 
Editor The Traffic World: 

As a matter of information, we are quoting below the dif- 
ference in cost of shipping pianos, carload, to the Pacific coast 
and believe that the same condition exists on other commodities 
shipped from this territory to the Pacific coast: 


VIA ALL RAIL FROM GROUP C TERRITORY TO CALIFORNIA 
TERMINALS. 


Harnessed, @ $4.00 per cwt., minimum 12,000 Ibs., each.......... $27.47 
Boxed, @ $4.00 per ecwt., minimum 12.000 Ibs., each.............. 35.31 
Boxed, @ $3.66% per ewt., minimum 14,000 Ibs., each............ 33.03 


VIA ALL RAIL FROM GROUP A TERRITORY TO CALIFORNIA 
TERMINALS. 
Harnessed, @ $4.42 per cwt., minimum 12,000 Ibs., each.......... $30.35 
Boxed, @ $4.42 per cwt., minimum 12,000 Ibs., each............... 37.89 
Boxed, @ $3.92 per cwt., minimum 14,000 Ibs., each............... 35.33 
The steamship companies now quote a rate of $1.65 per 
ewt., minimum weight 14,000 pounds, via the Panama Canal from 
New York, Philadelphia and Baltimore to San Francisco and 
San Pedro, port of Los Angeles. The wharfage and handling 
charge at San Pedro is 70 cents per ton of 2,000 pounds. At San 
Francisco there is a state toll charge of 15 cents per ton of 2,000 
pounds. At this basis, New York, Philadelphia and Baltimore 
can ship a car of pianos to San Francisco at the following cost 
per piano: 


I I 2 oe ee alec eaenrske seek Rar amhsaeedeeein ee $14.40 

as hala cin clearer e é.bw AN oe Rae RRR Eases awakes Sew ee 0.66 
errr e rrr re TT eee he eee rrr Teer $15.06 
To Los Angeles: 

Ce OE | ee ee eer errr 

Wharfage and handling at San Pedro .....cccccccccccccccccccces - 0.31 

Freight, San Pedro to Los Angeles ........cccccccccccccccccccece 1.50 
Datal Gane BOP GUD aicidiik dec bdb card ndencg cisute de tesneeeeewes $16.21 


From the above statements you can readily see that the 
eastern shippers can put a piano in Los Angeles at $16.21 against 
our rate of $27.47, or a difference of $11.26, and in San Fran- 
cisco at $15.06, against our rate of $27.47, or a saving of $12.41. 

The Starr Piano Company, 
By C. A. Dove, Traffic Manager. 


Richmond, Ind., Feb. 3, 1921. 


VALUE, TIME AND PLACE OF DELIVERY 


Editor The Traffic World: 

I would like to contribute some thoughts on this subject 
with particular reference to the letter of A. W. Lowe in your 
issue of January 29. 

It is always a clearing question in these matters if we ask 
ourselves, “who owned the goods?” If we sold the goods f. o. b. 
shipping point, then the title to the goods was vested in the 
buyer, and it seems to me logical that his interest or his loss 
should be the measure of the carrier’s liability. 





Vol. XXVII, No. 7 


In cases, for instance, of marine insurance the first question 
asked is, “have you an insurable interest?” Applying this ques 
tion to the matter of losses in transportation, would seem to 
indicate the correct solution. 

The consignee might with propriety claim that the shippe: 
had no right or authority to make claim. Indeed, we have had 
several cases where the consignees insisted on their rights to 
present and collect claims. 

Now, as to replacement value. Perhaps the following inci 
dent may throw some light on this question. We had a lot o! 
material destroyed by fire on the dock in New York, after steame: 
had landed same. The goods were insured and the insurance 
company paid us the market price in New York on the day oi 
landing, which was two dollars a ton less than we had paid for 
the goods. If we analyze this it amounts to this: The owner 
should have his goods replaced; that is, the measure of his loss, 
and the insurance company has the option of replacing the goods 
or paying the owner an amount that will enable him to replace 
them. 

The replacement value question comes up in cases of coai 
confiscations. If we have a contract for coal at five dollars on 
a rising market and the carrier confiscates our coal, what should 
he pay? We claim the replacement value, and on this basis we 
have settled claims. 

If the replacement value is not the actual value, then what 
is? If goods lost are restored, assuming quality, etc., is the 
same, wherein has the owner suffered any loss? I am asking 
this for information and not with any unpleasant view toward 
your correspondent. 

I am of opinion that the measure of the carrier’s liability 
is intended to be the replacement value for goods lost in ac- 
cordance with the rights of the owner of the said goods. Mind 
you, I say “owner,” and this becomes a question of fact as estab- 
lished by the record of sale and purchase. 

Title to goods may change several times before they are 
finally put on the shelves of the retailer or consumer, but the 
value of the goods to the owner at the time of the loss ought 
to be the equitable basis. 

I think these discussions are valuable, since they help us 
all get a clearer view of the purpose and intent of the law and 
of the commercial usages and customs. 

Boston, Feb. 2, 1921. 


ACCURACY OF RAILROAD SCALES 


Editor The Traffic World: 

I would like to hear from your readers, including railroad 
officials, what their experience has been in regard to railroad 
scales. Are they accurate and can they be relied on in checking 
bulk commodities that are difficult of weighing in any other 
manner, such as lime, pulpwood, sulphur, iron ore, coal, and 
others? 

We have every confidence in railroad scales used on the D. 
& H. and have repeatedly tested them and found them correct, 
often as close as 24, 40 and 60 pounds. 

One argument received recently by one pulpwood jobber 
reads: “There is no greater scandal before the shipping public at 
the present time than the matter of railroad weights, I have 
threshed it out with half the general freight agents in Canada 
and they all admit the same thing. 

“The railroad company or a railroad weigher who has a 
grudge against a certain shipper can put him out of business and 
there is no redress. Of course, where you have a track scales 
of your own you can put up a counter claim if necessary, but 
unless you have those and go to the expense you simply waste 
time putting in claims for weights without the slightest regard 
as to what those weights may be.” 

I would like to hear from shippers and receivers of different 
commodities either through your paper or direct. 

Charles H. Mohan, 
Traffic Manager, J. & J. Rogers Co. 
Ausable Forks, N. Y., Feb. 9, 1921. 


COST OF DISTRIBUTING TARIFFS 


Editor The Traffic World: 

There has been considerable hue and cry in regard to the 
enormous expense incurred in railroad finances. Efforts are be- 
ing made to reduce this expense and it is a question in the 
writer’s mind as to whether they have ever taken into consid- 
eration the large amount of freight tariffs posted throughout 
their line agencies by unnecessary distributions. For example: 
A railroad has approximately 200 line agencies. Perhaps twenty 
of these are junction agents and possibly towns which boast of 
a manufacturing plant or two, in addition to their regular retail 
stores. The remaining 180 invariably have only the railroad sta- 
tion, a grain elevator, and one or two general stores. The agent 
at this latter point finds it necessary to check one or two rates 
a month in addition to his local class rates. Without a doubt, 
the average agent, instead of checking the necessary rate or 
even making an effort to check same, wires his general agent 
or telephones the nearest junction point for the particular raieé 


J. D. Hashagen. 
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in question. Regardless of this fact, the Interstate Commerce 
Commission requires every carrier subject to the provisions of 
the act to regulate commerce which files freight or passenger 
tariffs, to place in every station all of the rate schedules which 
contain rates applying from that station or other charges ap- 
plicable at that station. 

It can readily be seen from the above example, that the filing 
of all issues as required is absolutely unnecessary, as the re: 
quirements of the average station do not warrant the expense 
of furnishing foreign line and committee issues which, in a great 
many cases, cost the transportation line as much as $2, and in 
some cases more, a copy. If the carriers throughout the United 
States would file only their local issues and such tariffs as are 
absolutely necessary in the smaller stations, maintaining a file 
at the junction point which will cover all of the requirements 
of the smaller towns in the vicinity, it would result in a con- 
siderable saving during the course of a year in money which is 
now spent for a seemingly unnecessary cause. It is also the 
belief of the writer that if this matter were properly brought to 
the attention of the Commission by the railroads, the Commission 
would no doubt see the justice of their request and amend the 
ruling accordingly. The amount saved would seem very small 
at one station. However, during the course of a year, and taking 
in all small stations of this kind, the amount would assume an 
enormous proportion. 

This letter is not written to criticize, but the idea is sub- 
mitted with the hope that it may be of some benefit and at the 
same time satisfy my own curiosity on the subject. Having been 
in charge of the entire distribution of freight tariffs for one of 
our C. F. A. railroads a considerable length of time, I am nat- 
urally interested in knowing what results such a proposition 
would bring about if brought to the attention of those interested. 

G. M. Scarff, Traffic Manager, 
Allith-Prouty Company. 
Danville, Ill., Feb. 1, 1921. 





The economy in distribution of tariffs suggested by Mr. Scarff 
would not result in so much saving as perhaps might appear, since 
the prinicipal cost involved is the first cost of printing. The charge 
for additional copies, after the type is set up and the plates made, 
is nominal.—Editor The Traffic World. 





Personal Notes 


The Dayton, Toledo & Chicago Railway Company has an- 
nounced the following new officers: President and general man- 
ager, W. H. Ogborn; secretary, J. H. Lane. The retiring officers 
are John Ringling and Richard Fuchs. 

M. J. Wright, former general agent for the Admiral Line at 
Manila, Shanghai, and other Oriental ports, has been appointed 
freight traffic manager for that line at Seattle. He succeeds R. D. 
Pinneo, who has been appointed manager of public port terminals 
at Astoria. 

Announcement has been made of the appointment of H. V. 
Wilmot as district passenger agent of the Northern Pacific Rail- 
way at Chicago. 

J. G. Kitchell has been appointed commercial agent for 
the Southern at Shreveport, La. 

Wilmer M. Wood, formerly freight agent for the Kerr Steam- 
ship Company, Inc., at New York, has been appointed traffic 
manager for that line at Philadelphia. Mr. Wood is succeeded 
in New York by his former assistant, John E. Veasey. 

George T. Bell, for the last two years executive vice-presi- 
dent and commerce counsel for the Northern West Virginia Coal 
Operators’ Association, has resigned to engage in the general 
practice of law in Washington, D. C. Prior to his connection with 
the coal operators, Mr. Bell was, for five years attorney-examiner 
for the Interstate Commerce Commission, and for ten years 
prior thereto was commerce counsel on traffic commissions for 
various commercial organizations and shippers of Missouri River 
cities, principally Sioux City and Kansas City. 

The Norfolk & Western Railway Company announces the 
appointment of F. W. Hampson as soliciting freight agent at 
Memphis, Tenn. 


DOINGS OF THE TRAFFIC CLUBS 


At the annual meeting of the Traffic Club of Roanoke, Janu- 
ary 25, the following officers were elected: President, S. H. Cole- 
man; vice-president, George L, Wade; secretary, J. T. Preston; 
members of executive committee, H. T. Martin and G. G. Moore. 
The speakers were Alexander Forward of the Virginia Corpora- 
tion Commission and Lucian H. Cocke, general counsel for the 
Norfolk & Western Railway. 








The annual meeting of the Traffic Club of the Jamestown 
Board of Commerce was held in the Board of Commerce rooms, 
Jamestown, N. Y., January 20, Frank E. Williamson, traffic 


commissioner of the Buffalo Chamber of Commerce, spoke on “A 
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Central Traffic Bureau and Its Advantages.” Officers were 
elected as follows: President, R. C. Kohn; vice-president, O. 
M. Odell; secretary, H. W. Chapman; treasurer, J. A. Moberg; 
executive committee, O. M. Odell, Emory Payne, James Kelly, 
A. L. Raistrick and J. A. Moberg. 





The York Traffic Club held an import and export night at 
the Manufacturers’ Association rooms, February 10. W. M. Brit- 
tain, general manager of the Export and Import Board of Trade 
of Baltimore, spoke on matters pertaining to coastwise and over- 
seas shipping. 





The Miami Valley Traffic Club was formally organized at 
Dayton, Ohio, January 25, with a membership of 175. The fol- 
lowing governing board was elected: T. T. Webster, traffic man- 
ager, G. H. Mead Co., Dayton; R. M. Robinson, Dayton Malleable 
Iron Co., Dayton; R. H. Hagerman, traffic manager, the National 
Cash Register Co., Dayton; W, E. Boyer, district representative, 
Pennsylvania Lines West, Dayton; F. L. Marshall, traffic man- 
ager, Pioneer Pole & Shaft Co., Piqua, Ohio; H. T. Ratliff, traf- 
fic manager, Chamlion Coated Paper Co., Hamilton, Ohio; T. P. 
Stabler, traveling freight agent, C. C. C. & St. L. Railroad, Day- 
ton; Maurice T. Otto, traffic manager, Dayton Chamber of Com- 
merce. On February 7 this governing board elected officers for 
the club, as follows: President, W. E. Boyer; first vice-president, 
T. T. Webster; second vice-president, F. L, Marshall; third vice- 
president, H. T. Ratliff; fourth vice-president, R. B. Mann; sec- 
retary, Maurice T. Otto, and treasurer, R. H. Hagerman. 

An open meeting of the Industrial Traffic Club of Cortland 
was held February 11. The principal subjects discussed were the 
tracing of less than carload freight, the express company’s “Right 
Way Plan,” and the general railroad situation, particularly with 
respect to the hearings before the Labor Board at Chicago. 


The Traffic Club of Chicago will give a luncheon at the 
Hotel La Salle February 17. Harris Livermore, president of the 
United American Lines, will speak on “Some Problems Con- 
nected with an American Merchant Marine.” Resolutions recom- 
mending the establishment of an immigration commission, the 
appointment of an interstate commerce commissioner from IIli- 
nois and partial payments of money due the railroads by the 
government will be presented. 


PARMELEE ON RAILROAD SITUATION 


The Trafic World Washington Bureau 


In response to a request from the Washington (D. C.) Traffic 
Club that he speak on the railway situation from an optimistic 
point of view, Dr. Julius H. Parmelee, director of the Bureau of 
Railway Economics, delivered an address before the club, Feb- 
ruary 5, in which he said that, in spite of the many serious 
problems yet to be solved, he believed the future of the railways 
to be brighter today than it had been at any other time in the 
last ten years. 

“In discussing the railway situation from an optimistic 
point of view, I am not unmindful of the depressing traffic and 
operating condition in which the railways finds themselves at 
the present time,’ said he. “We are in the midst of a terrific 
slump. Revenues have declined, net earnings have been far 
from adequate since the rates were increased, and the labor sit- 
uation is charged with dynamite. Let us, however, remove our- 
selves for a few minutes from present conditions and take a 
look into the future, which has in it, to my mind, many elements 
of optimism and of encouragement. 

“To get the perspective for such a forward look, we must 
go back over railway history for twenty years. The period be- 
tween 1900 and 1910 was of the greatest significance for the 
American railways. For one thing, the Commission during the 
decade secured what it had been demanding for years—namely, 
authority over interstate freight and passenger rates, with power 
to suspend rates, to initiate investigations with or without com- 
plaint, and to prescribe penalties for violations of its rate de- 
cisions. Total railway mileage grew about 25 per cent during 
the decade, whereas business grew at a much faster rate. 
Freight traffic increased 80 per cent, while the passenger traffic 
more than doubled. The general level of prices increased about 
2% per cent a year, while railway wages rose about 2 per cent 
annually. Although the operating ratio increased during the 
decade, the rate of return on investment increased from about 
4% per cent to about 5% per cent. In other words, although 
the railways experienced a period of rising prices and wages, 
they kept ahead of the increase in cost of operation by greatly 
increasing their business and by introducing efficient methods 
that more than offset the increase in expenses. The trend was 
distinctly favorable to the railways. 

“Was there any change in this trend after the Commission 
secured control over railway rates in 1910? The answer may 
be made in two ways. In the first place, railway growth vir- 
tually ceased, so far as new construction was concerned. Prices 
increased 25 per cent a year, or ten times as fast as before, 
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while wages rose about 8 per cent a vear, so that by the end 
of 1917 the average annual earnings of railway employes were 
64 per cent higher than they were in 1910, and the operating 
ratio had increased from 66 to more than 70 per cent. Average 
receipts per ton-mile, which had increased between 1900 and 
1910, fell to a lower level in 1917 than in 1900. The rate of 
return on investment, which is the final basis for judging rail- 
road prosperity, declined to about 5144 per cent. Taking the eight 
years from 1910 to 1917, inclusive, and breaking them up into 
two four-year periods, we find that the rate of return on invest- 
ment was less during the second than during the first four-year 
period, despite the fact that the second four years contained 
the year 1916, which the heavy war traffic made one of the 
banner years in railway history. 

“In the second place, to reach an answer we may summarize 
the rate decisions of the Commission during the eight years 
from 1910 to 1917. Beginning with the two general rate peti- 
tions filed by the eastern and western carriers in 1910, both 
of which were denied by the Commission, and extending through 
the five per cent case of 1913-1914, the western case of 1915, and 
the fifteen per cent case of 1917, we find that the Commission 
in every case either denied the petitions of the carriers or 
granted them only in part. There were long delays between the 
time petitions were filed and the date they were finally decided, 
and it cost the railways millions of dollars to ascertain whether 
or not the Commission would grant them the desired increases. 

“I make no criticism of the Commission in this connection. 
Economic tendencies, such as the rapid rise in prices and wages, 
were running against the railways during the period, and the 
Commission was itself the victim of certain economic and po- 
litical forces which it would indeed have been difficult to with- 
stand. Nor doI claim even that the Commission was responsible 
for the unfortunate financial position into which the railways 
were slowly but surely drifting. Whatever the cause, the rail- 
ways unquestionably found their earnings on the decline and 
their credit steadily on the wane. The situation during this 
period, while not critical, certainly carried the signs of impend- 
ing crisis, were not something done to relieve the situation. 

“When President Taft approved the Mann-Elkins act in 
1910, which was the final step in the series of acts conferring 
on the Commission the power to regulate rates, it was believed 
that the problem of railway credit was solved. As a matter of 
fact, it was no nearer solution at the close of 1917 than at the 
beginning of 1910. 

“That the problem was fraught with danger was recognized 
by many students of the railway problem, and no less by the 
railway executives themselves. In September, 1914, a commit- 
tee of railway executives waited on President Wilson and laid 
before him the facts with respect to the declining credit of the 
carriers as related to their duty to furnish efficient service ta 
the American public. As a result of this conference, the Pres- 
ident publicly announced his willingness to ‘call the attention 
of the country to the imperative need that railway credit be 
sustained and the railroads helped in every possible way, whether 
by private co-operative effort or by the action, wherever feasible, 
of government agency.’ Be continued: ‘I am glad to do so, 
because I think the need very real.’ 

“Furthermore, the President’s annual message to Congress 
in December, 1915, suggested the creation of a commission of 
inquiry, ‘to ascertain, by a thorough canvass of the whole ques- 
tion, whether our laws, as at present framed and administered, 
are asserviceable as they might be in the solution of the (rail- 
way) problem.’ In a later paragraph the President called the 
effort to solve the railway problem a step toward ‘national effi- 
ciency and security.’ ‘In this (he added) we are not partisans, 
but heralds and prophets of a new age.’ 

“In response to this recommendation Congress, in 1916, 
appointed a joint committee to make a comprehensive study of 
the transpotration question. Partly because of the death of its 
chairman, Senator Newlands, and partly because of the incep- 
tion of government control of the railways, no formal report 
was ever filed by the committee. 

“This very brief survey of the trend of railway affairs dur- 
ing the periods prior to and succeeding 1910 indicates how the 
trend had changed. from one that was inclined upward to one 
that was discernibly inclined in the opposite direction. The 
entry of the United States into the war, followed by government 
operation of the railways a few months later, represented a 
break in the continuity of the trend, and we may therefore 
skip the three years that elapsed between December, 1917, and 
September, 1920, and consider the prospects for the future. In 
doing so, let us place ourselves, to quote again from the Presi- 
dent, ‘not in the attitude of partisans, but of heralds and prophets 
of a new age.’ That we have entered a new era in transporta- 
tion no one will deny, however differently we may view the 
benefits or drawbacks of the new order. 

“Passing over the period of federal control, over the transi- 
tion period represented by the guaranty period and coming down 
to the present and the future, what elements of encouragement, 

if any, can we find as we look out upon the uncharted seas 
ahead of us? 
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“In the first place, the railways have survived the period 
of government operation and have emerged stronger in public 
opinion than ever before. There is no question in my mind that 
for the present, at least, the American people have had their 
fill of the government in industry, and that the railways have a 
clear field for the development of a strong, well organized in- 
dustry. This gain is one of the most important results of our 
entry into the great war. 

“In the second place, railway managements have during the 
past four years been learning the value of co-operation, which 
will mean much for operating efficiency in the future. Organ- 
ization of the railroads’ war board in 1917 as a voluntary method 
of forwarding the national war program, was an important 
step. On the theory that for the time being war was the na- 
tion’s business, the railway companies submerged their indi- 
vidual interests and unified their operations into one continental 
system. The beneficial effect of that forward step in railway 
co-operation was so great that it is difficult even to comprehend 
it. The period of federal control also furnished an object lesson 
of the value of co-operation, so that today we have the spectacle 
of a fine give-as-well-as take spirit among the railway companies, 
without losing any of the benefits of a healthy rivalry. The 
resulting advantages are many and patent, affecting the railways 
themselves, their employes, efficiency of operation, and the atti- 
tude of the public. No one who has been an observant spec- 
tator of railway affairs for the past few years can fail to have 
been impressed with the growth of this fine spirit of co-operation. 


“In the third place, the railway managements are more sen- 
sitive to public opinion than ever before. In all their recent 
appearances before public bodies, the railroad representatives 
have been careful to emphasize their appreciation of the public’s 
stake in transportation efficiency, and to place the public interest 
above that even of the railway owner and employe. I believe 
them to have taken this position in all sincerity, and not be- 
cause they considered it the better part of expediencey. Con- 
trast this with the different attitude of many railway executives 
in the part, and one can see how far we have traveled toward 
a clearer understanding of the railway problem by the railways 
themselves. With a motto of ‘adequate and efficient transporta- 
tion service, the first consideration,’ the future of railway opera- 
tions cannot but be brighter than the record of past years. 

“In the fourth place, the railways and their employes are 
on terms of a better understanding of each other’s point of 
view than for some time, perhaps better than ever before. I 
say this with full appreciation of the present strained situation 
in the railway labor world, from which I feel that both sides 
will emerge with a more wholesome respect for each other. 
Railway labor has learned several valuable lessons during the 
past year. The employes discovered, for example, that the pub- 
lic at large considers its own interests more vital than that of 
any one class. They are coming to realize that liquidation of 
industry cannot come unless they make their contribution in 
the shape of greater efficiency and loyalty, forego special privi- 
leges they have acquired and even, if necessary, accept a lower 
wage level to accord with lowered living costs. But the lesson 
has not all been labor’s to learn. The managements see labor’s 
point of view more clearly than has sometimes been the case 
and are giving the interests of labor, as well as that of the 
general public, the most earnest consideration. This has taken 
various forms, such as a greater share in questions of manage- 
ment, as on the Pennsylvania, but, whatever the form, I believe 
a better day is here with respect to the so-called ‘capital and 
labor’ problem on the railways. What that will mean for the 
future efficiency and prosperity of the railways is clear without 
the necessity of elaboration. 

“Last, but by no means least, a new era in transportation 
was ushered in by the passage of the transportation act, which 
has now been effective for nearly a year. You are all familiar 
with the details of that act, and I need refer only briefly to the 
four principal provisions of the act which, in my opinion, justify 
optimism for the future. For the first time in history the in- 
vestor in railway securities, without whose co-operation not 4a 
wheel would be turning on the railways today, has his invest- 
ment safeguarded through the assurance of a definite rate of 
return on his investment. Second, operating efficiency is as- 
sured through the provisions giving the Commission power to 
require honest, efficient and economical management; also the 
power to unify certain operations in times of emergency. Third, 
the interests of labor are assured through the provisions of 
orderly procedure in the case of wage and working disputes. 
Fourth, greater efficiency and economy are foreshadowed in the 
provisions of the act relating to consolidation of the many rail- 
way properties into a smaller number of strong, well organized 
systems. The transportation act is far from perfect, or even 4 
satisfactory, legal document; in some respects it has not yet 
commenced to function, while in other respects it is functioning 
only partially, or at least faultily; it will doubtless be amended 
again and again; but as a whole it points the way to a much 
brighter future for the railways than they could foresee five 
years ago. 

{n spite of many serious problems still remaining to be 
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solved, and many obstacles to be surmounted, I trust that this 
discussion of the broader aspects of the problem will convince 
you, as it has already convinced me, that the future of the rail- 
ways is brighter today—taking a long look ahead—than it has 
been at any time during the past ten years.” 


THE ZONE SYSTEM IN MICHIGAN 


(Address by George C. Conn, Director of Traffic, Buick Motor Co., 
before the Transportation Club of the Flint Chamber of 
Commerce, Flint, Mich., February 3.) 

The railroad has only one way of raising money for opera- 
tion, and that is from the sale of transportation. If the monies 
received for such service are not sufficient to meet the bills and 
interest on bonded debt, the railroad is bankrupt and a bankrupt 
vailroad is as badly off as a bankrupt individual. 

In what I am about to say, please understand that I am not 
pleading for any railroad in particular but am using the know- 
ledge which came to me in the railway service and which per- 
haps covers some details not heretofore made public. 

Back in 1916 the rates in this territory were very low com- 
pared with any others in the country, with the possible excep- 
tion of short haul rates in Ohio, where an old statute law was 
in effect. 

The rates were not only low but the operating costs neces- 
sarily high, especially the item of fuel. In 1916 about 15 per cent 
of the operating cost of the Pere Marquette Railway was for 
fuel. In addition to the higher cost of coal, was the fact that 
the winters were much more severe, necessitating more coal per 
ton of traffic moved, compared with most sections of the country. 

Under normal conditions this would have been bad enough 
but the local conditions in Michigan presented a serious and 
unique situation. 

If you will look for a minute at the map of the county, you 
will note that lower Michigan stands out absolutely by itself 
and occupies a geographical position unlike that of any other 
state. The Upper Peninsula of Michigan is very thinly settled 
and the freight and passenger rates are both on a higher basis 
than in the Southern Peninsula of Michigan. Therefore, in dis- 
cussing this matter we will refer to the Lower Peninsula of 
Michigan as “Michigan.” 


It is almost surrounded by the Great Lakes. There are 104 
towns and cities in the state reached by both the Great Lakes 
and the railroads, and they contain about one third of the popu- 
lation of the state. With Lake Huron on the east and Lake 
Michigan on the west, the state is isolated and apart from its 
neighbors. We have no local trade of any account to the east 
on account of the Canadian customs laws, and there is compara- 
tively little interchange trade between the Southern Peninsula 
of Michigan and the Northern Peninsula, which moves by rail. 
For about seven months in the year there is a certain amount 
of trade between Detroit and the points in the Northern Penin- 
sula, which moves by water on account of low rates, but there 
is a constantly increasing business between Chicago, Milwaukee, 
Minneapolis and Duluth into the Northern Peninsula, due to 
better transportation facilities than can he secured via the 
Straits of Mackinac. The business alliance with Minneapolis is 
also strengthened by the fact that the Minneapolis Federal Re 
serve bank has jurisdiction in this territory. There is more 
or less interchange of traffic between the state of Wisconsin and 
lower Michigan handled by the car ferries and the steamers 
on Lake Michigan, but this is not heavy traffic compared with 
that which moves from Chicago and Detroit in lower Michigan. 

It can, therefore, be fairly stated that a greater proportion 
of the traffic of lower Michigan moves in and out by rail, largely 
through Port Huron, Detroit, Toledo, and Chicago gateways, and 
in this respect the railroads of lower Michigan become a dis- 
tributing and originating facility for their connecting lines. 
There are about 6,330 miles of railroads in southern Michigan, 
and a population under the census of 1910 of 2,485,000, or 392 
people per mile of railroad. The population per mile of road 
in the trunk territory east of Buffalo is 889, and in New Eng- 
land, 1,389. This means that the railroads in Michigan have 
only one quarter as many people to draw business from as the 
roads in New England. This refers to freight as well as pas- 
sengers for it takes people to produce freight. Many of the 
northern counties of lower Michigan are very thinly populated. 
There are several counties with less than ten people to the 
square mile, and taking the counties north of a line drawn 
from Saginaw to Muskegon, the average population is only 26 
people to the square mile. In these same counties, according 
to the Michigan Commissioner of Public Domain, there are four 
million acres of uncultivated land. This would give 50,000 
farmers 80 acres each, and as farmers always have good sized 
families, this would mean at least 200,000 people to produce 
crops and buy supplies. 

There is a certain amount of through traffic passing across 
the state of Michigan, especially on the lines of the Michigan 
Central and Grand Trunk. The through traffic which passes over 
the Pere Marquette between Chicago and trunk line points via 
Niagara Frontier, shows on the Chicago reports as being about 
2 per cent of the total tonnage. North of the line of the Pere 
Marquette, there is very little through business, and that mov- 
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ing via Ludington, Frankfort and Mackinaw City to trunk line 
points is probably less than 5 per cent of the total businéss 
through the city of Chicago. 

The situation, therefore, comes down to the question of 
what originates and is consumed in lower Michigan, and on a 
very large portion of this business the lower Michigan roads, 
and especially the Pere Marquette and Ann Arbor, do a large 
amount of terminal work for their connecting lines east, south 
and west. This is, perhaps, well illustrated by the interchange 
with the Baltimore & Ohio Railroad. This company does not 
have any mileage in the state of Michigan either owned directly 
or indirectly. At the same time, it does a very large business 
in the state, both through the Toledo gateway and through its 
Indiana junctions, connecting as it does, with the Grand Trunk, 
G. R. & I., Pere Marquette and other north and south lines. For 
example, for the year. ending June 30, 1916, they received (B. & O. 
and C. H. & D. combined) from the Pere Marquette 210,550 tons of 
freight, and delivered to the Pere Marquette, largely for Michigan 
points, 525,000 tons. Ona very large proportion of this business 
the B. & O. received a long haul and the Michigan roads a short 
haul, and in order to reach the consuming points in Michigan, 
the Pere Marquette, for example, was obliged to make three or 
four train movements retailing the business out one car at a 
time, whereas it moves on the B. & O. largely in train loads 
for two junction points. 'This puts a heavy operating burden 
on to the Michigan lines, both in the matter of train movement 
and in the matter of per diem. What I have said about the B. 
& O. is equally true of the other roads. 

It must not be overlooked that the principal roads in the 
territory south of Michigan, especially Ohio and Indiana, are 
on the great highway between the east and the west, and the 
north and the south. They got a large amount of business pass- 
ing north and south to and from Michigan, and a very large 
amount of business east and west originating west of Indiana 
and south of the Ohio River, and passing to trunk line territory 
each of Buffalo and Pittsburgh. There is hardly a road of any 
size in the Ohio and Indiana territory but that handles a con- 
siderable portion of through business. On the other hand, some 
of the Michigan railroads of considerable mileage handle very 
little through traffic. Take the Detroit & Mackinac Railroad 
for example. It handles absolutely no through traffic. The 
Manistee & North Eastern is another example. There are sev- 
eral smaller roads that are purely local switching roads, handling 
no through traffic and depending entirely upon the larger rail- 
roads in Michigan for their equipment and service. 

It should also be kept in mind that a very considerable por- 
iion of traffic coming into Michigan is coal, and a large pro- 
portion of this is in open cars very many of which are obliged 
to go back to junction point empty. This is especially true of 
the large self-clearing gondolas. This means a large empty car 
mileage for the Michigan railroads. It also happens that 
considerable of the outbound business of Michigan is made up 
of fruit, automobiles and other light and bulky articles, many 
times requiring large cars or cars with special doors, and these 
often times have to be handled empty from the junction point 
to the industries in Michigan, which means a large empty car 
mileage. 

The railroads of Michigan have so many branches that it 
is hard to compare their location with that of some of the roads 
further south. This can perhaps be illustrated by referring to 
the movement of a carload of freight from Harbor Beach to 
Chicago, about 425 miles, compared with a similar movement 
on the Nickel Plate Railroad from Erie, Pa., to Chicago. The 
car from Harbor Beach has to move in four or five different 
trains, whereas a car from Erie to Chicago on the Nickel Plate 
would be put into a through train at Erie and kept intact to 
destination, there being no operating reason for setting it out 
at any point. This illustration can be amplified in almost any 
part of the Michigan territory. 

There seem to be three principal factors which operate 
against the transportation situation in Michigan. The first is 
the lack of density of traffic, and the second is the difficulties of 
operation due to the climatic conditions and the large number 
of branch lines. If they cannot get the density of traffic, they 
certainly nmiust have higher rates on such traffic as they do 
move. 

No matter what rates are effective in Indiana and Ohio 
the operating conditions in Michigan will always be bad in 
comparison with these states. 

With all these conditions facing the Michigan lines, it was 
thought that the only way to spread the burden of rate increase 
was to slightly raise the scale of rates in parts of lower Michi- 
gan and three zones were proposed: 

Zone A—embracing all points on and south of the main 
line of the Michigan Central Railroad, Detroit to New Buffalo. 
The reason for this line was the fact that the New York Central 
Railroad touched Detroit, Ypsilanti, Jackson, Battle Creek and 
Kalamazoo and they did not see how they could carry one basis 
of rates in Ohio and Indiana and another in Michigan. 

Zone B—extended from Zone A to a line running from 
Port Huron through Bay City, Midland and Greenville to 
Muskegon. 


Zone C—extending from Zone B to the Straits of Mackinaw. 
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When the case was explained to the Interstate Commerce 
Commission it not only approved the plan but separated Zone 
C into two zones. 

To and from each of these zones, the interstate rates were 
graded up from Zone A and the increase over the regular, or 
Zone A, rates went to the Michigan roads on account of their 
disability. 

These differences were slight compared with the general 
rate increases since ordered by the government and I am not 
convined that it is possible to determine whether or not any 
serious results have come from the zone system. 

The real point is this: If the revenues now derived by the 
Michigan roads from the zone system of rates are taken from 
them, what plan is to be substituted to bring the same results? 

If we cripple the Michigan railroads by cutting off their 
earnings without also providing some way of reimbursement, 
nothing will be gained, because crippled railroads can not give 
good service and furnish necessary facilities. 

Of course, under the recent railway legislation, the Com- 
mission can fix the division of earnings and this is, so far as I 
can see, the only means of protecting the carriers in this state. 

It must not be taken as a foregone conclusion that the 
present system of divisions is wrong and that a re-adjustment 
can be had for the asking. 

The New England railroads are now before the Commission 
with a case of this kind. If the present divisions allowed the 
New England roads are found to be insufficient and a re-adjust- 
ment is ordered, it means that roads like the Grand Trunk, 
Pere Marquette, Ann Arbor and other Michigan lines must de- 
crease their proportions to pay the New England lines. 

If this question of the zone rates is to come up by com- 
plaint before the Commission, careful consideration should be 
given at the same time to the best method of protecting the 
Michigan roads by re-adjustment of percentages or divisions, 
for, if this is not done, it will simply throw them back into the 
same relative position as they were in 1916 when nearly every 
road in the state, except the Michigan Central, was in a bad 
way financially—and the Michigan Central would have been 
just as badly off had it not been for its through business and 
rich relations. 

What do the people and industries of Michigan most need 
from their railways? 

Remember we are running on an ebb tide in business and 
must not forget that the present recession is only temporary. 

What may we expect when the tide turns? 

The railroads are not, as a rule, buying new cars. Few of 
them are even making any inquiry regarding equipment. 

None of the Michigan railroads, with the possible exception 
ef the Michigan Central, is properly equipped to handle the 
natural increase of business in the next five years. Compared 
with some of the eastern roads their facilities are very limited 
and the only reason for this condition is that they have not had 
the money. 

History will repeat itself and when the flood tide of busi- 
ness comes we will have worse than the former car shortages, 
congested yards and scarcity of power. 

In this city we need heavy expenditures by both railroads. 
A recent number of the Flint Saturday Night, told at some 
length of the city’s transportation needs. It will cost more than 
a million dollars to give Flint what is needed today, to make 
our service ample and our streets safe. 

Where is the money coming from? 

There is a homely saying that “you can’t get blood from a 
turnip,” and in this instance you can’t get money from railroads, 
if they do not earn it. 

No doubt some specific rates are too high and require re- 
adjustment for the mutual benefit of the public and railroads 
because, rates which are prohibitive never produce revenue. 
These can be reviewed and adjusted. 

Those who worked out the zone system in 1916 knew it 
was not a perfect solution but, at the time, it was the best that 
could be suggested. It took weeks of thought and careful study 
by the railroad people, and a long time by the Commission, to 
get for the railroads this partial relief. 

If someone now has a better plan for helping the present 
general rate situation and can work out some logical way of re- 
ducing the rates and at the same time producing sufficient 
revenues to provide new cars and improved facilities, we should 
all welcome such an effort, but it should be along constructive 
lines with an eye always on the final results to the shipping 
and traveling public. 


EXPORT OF LOCOMOTIVES 


Total exports of steam locomotives from the United States 
in 1920 numbered 1,711, valued at $53,629,847, an increase over 
the exports in 1919, which were 959, valued at $30,275,728, ac- 
cording to the annual report of the Locomotive Export Associa- 
tion filed with the Federal Trade Commission. Large orders 
were secured in Belgium and Roumania. Before the war, the 
report stated, Great Britain and Germany controlled the European 
locomotive market, but in recent years the United States has 
been the only country prepared to ship locomotives in quantity. 
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PUBLIC SERVICE TODAY AND 
TOMORROW 


(Address by Alexander Forward, of the Virginia Corporation Commis 
sion, before the Association of Commerce, Roanoke, Va., Jan. 25.) 

* * * <A natural outgrowth of the Roanoke spirit is the 
formation and preservation of the traffic association in which 
you come together, discuss your mutual problems and, in a 
spirit of helpfulness and co-operation, get together for your 
own good and to aid the community in which you live and do 
business. There is not anything finer than such a spirit. There 
is a delightful story of Charles Lamb. It is said that once 
in his small domestic circle, when a man’s name was mentioned, 
Lamb said with some vehemence, “I hate that man.” 

“Why,” said his friend, in surprise, “you don’t know him.” 

Replied Lamb, “Of course, I don’t know him. I could not 
hate a man I know.” 

The fact that almost anybody we dislike at a distance be- 
comes likable and understandable upon acquaintance is such a 
truism as not to need statement. So that is my text—‘“You 
can’t hate a man you know.” 

In order to discuss intelligently “Public Service Today and 
Tomorrow,” one must necessarily take a glance at yesterday. 
There is no way to judge the future except by the past. 

First, the railroads. Before the beginning of the World 
War the rail carriers of America were marvels of speed, luxury 
and efficiency. Anybody who has traveled on any other coun- 
try’s railroads know that this is true. Then came the war, and 
the great strain of carrying the vastly increased commerce for 
the allied armies and civilian populations. When we entered 
the conflict the strain was tremendously increased. The Presi- 
dent took over the rail lines and they continued under govern- 
ment operation until March 1, 1920. 

Post mortems as to the way we carried on the war or 
ran the railroads can be of little value except to point out mis- 
takes which must be avoided in future. One mistake was fail- 
ure on the part of the government to charge sufficient rates 
to make the railroads pay their own expenses and the guaranteed 
earnings. The 25 per cent freight rate increase given by Di- 
rector-General McAdoo was not sufficient to pay the increased 
wages granted by him, let alone all the other mounting costs 
of operation, which went up as fast as your expenses and mine. 
As a result, the government lost millions every month, and the 
Treasury is strained and empty today because of this great 
deficit. We all have to pay out of our general treasury when 
the cost of operating the roads could have been distributed over 
the nation’s commerce. Mr. McAdoo or Mr. Hines could have 
raised the rates at any moment, and Heaven knows why they 
didn’t do it. 

The next mistake of government operation was in the estab- 
lishment of an oligarchy at Washington. The Directors-General 
surrounded themselves with men of ability and character for 
the most part, but every drop of whose blood was railroad blood, 
who looked out on the world through railroad eyes, who lis- 
tened with railroad ears, whose thoughts were railroad thoughts. 
What chance did an ordinary shipper have? These Railroad 
Administration officials were not to be blamed; they were neces- 
sarily responsive to their training. 

All of us who tried to be heard in those days can recall 
our experiences. Arbitrary rate increases were made which put 
people entirely out of business. Some shippers were ruined 
and their plants closed. The anxious applicant for readjust- 
ments at Washington was referred by Mr. Jones to Mr. Smith, 
by Mr. Smith to Mr. Brown, by Mr. Brown to Mr. Robinson. 
Perhaps if he were sufficiently persistent he might get some- 
body to listen to him. If by a miracle he secured a ruling in 
his favor, it was practically impossible to have it put in effect. 
He would be promised something would be done next Wednes- 
day, or next Friday week at 10 o’clock, but nothing was done. 

I do not say that honest efforts were not made to learn 
the side of the helpless shipper and consignee. District com- 
mittees were formed and the Division of Public Service was 
organized in Washington. The committees were topheavy with 
railway traffic men, and if Mr. Max Thelen could speak he would 
a tale unfold about how he didn’t get things done. 

Now, when the war was well over, and the President was 
ready to return the carriers to their owners, there was much 
to be considered. In the first place, the railroads were physic- 
ally in poor condition. The Railroad Administration had al- 
lowed them to run short thousands of locomotives and scores 
of thousands of freight cars, and a large percentage of the 
rolling stock on hand was in bad order. The railroads had no 
credit with which to buy more equipment because they were 
losing money by the million, and you cannot borrow money 
when the lender knows you are doing business at a loss. 50 
Congress provided a law, the transportation act of 1920, more 
generally known as the Esch-Cummins law, by which the Inter- 
state Commerce Commission was directed to give the railroads 
such rates as would allow them to earn on average 6 per cent 
on whatever amount the Interstate Commerce Commission should 
decide was a fair valuation. Remember that individual rail- 
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roads were not guaranteed anything at all, and while some lines 
will earn more than 6 per cent, others are not making and 
cannot make expenses at the present rates. Every railroad has 
an incentive to eccnomy and efficiency in operation, so as to 
make its public service profitable and restore its credit. 

We all know the increases that resulted. The rates are 
often burdensome. I do not know that there could have been 

general readjustment all at one time, but I wish there could 
have been, so that everything could have come down together— 
groceries and dry goods and clothing and shoes and labor. Then 
we need not have raised the rates, except perhaps in small 
measure. There has indeed been a vicious cycle. The rail- 
roads are not as well off now under the high rates as they once 
were under much lower rates. Labor is not as well off now 
as when lower wages and lower prices prevailed. I hope for a 
reduction in rates and in costs of operation. 

But I would say that the imposition of the Pullman sur- 
charge was best and fairest of all the increases. It has every 
element of justice. Ever since the beginning of Pullman travel 
the people who crowd in day coaches and sit up all night in 
them have had to help pay the cost of carrying those who ride 
in luxury in the Pullman cars. The palace car rider, each 
using but one-twentieth of the space in the car, has been pay- 
ing no more to the railroads than the people herded in day 
coaches who only get one-sixtieth of the space. The palace 
cars are heavier, too, and cost more to pull. Still it is no luxury 
to spend night after night in a sleeping car, and I feel for the 
traveling men who have to do it. 

Summing up the Esch-Cummins act and the Interstate 
Commerce Commisison’s administration of that measure, one 
is reminded of the famous saying of Dr. Samuel Johnson about 
the dog who had been taught to walk on his hindlegs—that 
he did not do it very well, but the wonder was it could have 
been done at all. 

Mr. H. G. Wells, in his recent book, “Outline of World 
History,” says that the most romantic moment in all history 
was when the creatures that populated the world, and had lived 
millions of years in the water, decided to go ashore for a walk 
and began to grow the rudiments of legs. I think the greatest 
moment in American railroading was not when the last spike 
was driven connecting the Atlantic and Pacific, but when the 
railway official and the shipper found out most vexing questions 
could be settled by discussion across the table. It took the 
idea some time to grow after it was born, but it is growing up. 
You can’t hate a fellow you know. 

The general attitude has changed. For example, when the 
Virginia commission was requested last summer to grant the 
same rate increases in this state as already authorized by the 
Interstate Commerce Commission, there was not a single voice 
in this state against the general increase. On the contrary, 
we had petitions from commercial bodies and letters from many 
shippers urging us to increase the rates, so that the railroads 
could get back to pre-war efficiency. 


Take the other side of it. We all know that there was a 
time when some railroad men considered the public as natural 
enemies. The assets of some railroads were made the football 
of high finance and the public interest was sacrificed and some- 
times wrecked by freebooters who “took whate’er they might 
require.” I do not propose to recount the category of crimes 
nor to repeat the indictment pronounced against the New York, 
New Haven & Hartford by the Interstate Commerce Commis- 
sion. Those were other days, and the modern railroad man 
is not to be blamed for them. 

Your modern railway official does his level best to make 
his line serve its people to the very limit of human ability. 
He wants to know what he can do in the way of improvement. 
He does not resent constructive criticism. He co-operates. I 
am glad I can say in all candor and all honesty that the Norfolk 
& Western Railway has a record in this respect second to none 
in the United States. 

The public, too, has changed. People realize that railway 
men are human like themselves. Corporation baiting is no 
longer a popular occupation. The people will no longer listen 
to the demagogue who tries to carry himself into power by 
reckless and senseless denunciation of organizations serving 
the public needs. Like Othello, his occupation’s gone. Only 
afew months ago, I read in a Virginia paper the reported state- 
ment of a candidate for office in discussing public utilities in 
his city, “I am for the people and against the corporations.” 
His kind becomes searcer every year, for the people know that 
under public regulation the interest of the public service cor- 
poration and the interest of the public are identical, and that 
he who is against the public service corporation is against the 
people and not for them. No railroad man can say or practice 
“the public be damned” and hold his job. There may be here 
anc there one or two railroad men of the old school who will 
Immediately set themselves in opposition to anything anybody 
Suggests outside of their organization, but the natural course 
of events will at an early day push them to one side. 

The transportation act of 1920 is still in swaddling clothes, 
needs much nurture and much direction. Doubtless it has its 
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defects and there is probably no single individual in the United 
States who would not change it in some respects if he could 
It is on trial. The railroads’ managements are on trial. The 
labor unions are on trial. The traffic associations are on trial. 
Regulatory bodies are on trial. As a law it deserves a most 
reasonable and indeed a co-operative effort to make it go. 
Figures already demonstrate a great advance in operating effi- 
ciency by the carriers of the country generally since the first 
day of last March. 

The public service of tomorrow will and must be based on 
a spirit of co-operation. There are two sides to a question. 
You can’t hate a side you know. 

To what extent we may expect consolidations of railroad 
systems in the near future it is now rather idle to speculate. 
It is evident that the Interstate Commerce Commission is ap- 
proaching this part of the duties and responsibilities vested in 
it with extreme caution, and properly so. It is possible that 
certain features of unification as practiced during government 
operation will be revived, especially in the direction of attach- 
ing weak and illy equipped carriers to strong systems, so as to 
enable them to properly develop the territory in which they 
operate. 

On the subject of consolidation, the wisdom of the recent 
decision of the Interstate Commerce Commission in permitting 
the express companies ‘to continue permanently the temporary 
consolidation effected in war time, remains to be demonstrated. 
I have my doubts. * * * 

Public service tomorrow will include lines of motor trans- 
portation from farm to markets and railroad stations over the 
highways of the nation. This will be developed more rapidly 
with the inevitable drift to smaller acreage and more intensive 
farming. American ingenuity will solve the difficulties in the 
way and will provide methods of transportation from the pro- 
ducer to the distributing points so that the farmer will not 
be obliged to finance the transportation from his point of pro- 
duction. Doubtless further public regulation will be the natural 
outgrowth of this development. 

The most palpable danger of the times is the tendency to 
rely upon written law as a cure for every ill in life. We seem 
to think that all that needs to be done is to pass a law and 
whatever evil or abuse or undesirable condition exists will be 
removed instanter. There is no law that will work by itself, 
and there is no state law that can change our economic law. 
Legislation should be flexible, so that it may be adapted to the 
individual situation that may arise. Give your public repre- 
sentatives the power and let them exercise the discretion and 
the latitude that the case in hand requires. 

Public service tomorrow from the standpoint of regulation 
will be further localized instead of further centralized. No mat- 
ter how much, for instance, centralization of railroad regula- 
tion may be carried on at Washington, there must inevitably 
be informed and sympathetic touch with conditions in individual 
states and sections of states. As former Director-General Hines 
at the close of his administration said from the heart and with 
profound conviction, “This country is too big to be run from 
Washington.” 

Public service tomorrow will be largely dependent upon the 
work of traffic clubs and chambers of commerce. Everybody 
must realize that it is the people who use the railroads who pay 
the railwaymen’s wages and the profits and satisfied patrons 
are essential to the maintenance of adequate rates so that good 
wages can be paid and efficiency maintained. 

Before the days of the world war the observer witnessed 
a growing spirit of co-operation, the Jack of which is now to be 
greatly deplored. Bodies such as this met for counsel and mu- 
tual understanding. Local chapters of the American Institute 
of Banking, associations of jobbers and retailers, organizations 
of crafts, showed an ever-growing disposition to meet and talk 
things over. Even trade secrets were willingly revealed in these 
meetings to opposing interests in the general realization that 
what helps one must help all. The war seems to have changed 
this in some respects. We are told it is a reaction from the 
strain and stress and from the sacrificial features of prosecu- 
tion of a great conflict. Whatever it may be, there has been 
a reversion to 

The good old rule, the simple plan, 


That he shall take who has the power 
And he shall keep who can. 


Civilization can proceed on no such basis. Employer and 
employe, producer and consumer, wholesaler and retailer, mer- 
chant and customer, railroad and utility and public. must restore 
and develop the spirit uf give and take, of mutual co-operation 
and sympathy and come to a realization of the fact that living 
is only worth while, individually and for the world, when a 
large part of one’s rule of life and practice lies in trying to 
make things a little juster and a little fairer for the other 
fellow. Because, no matter what the new philosophy would 
teach us, everyone knows in his heart, that might never made 
right; that too much power is bad for everybody, in the indi- 
vidual or in the mass, and that you cannot hate a man you 
really know. 
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PACIFIC EXPORT RATES 
The Trafic World Washington Bureau 


At the request of the Shipping Board, a conference was 
held February 4 between representatives of eastern trunk lines 
and members of a joint committee representing the Commission 
and the Shipping Board, to discuss the possibility of the two 
regulating bodies persuading the trunk lines to concur in export 
rates via Pacific ports from Trunk Line territory. Commission- 
ers McChord and Teal and Vice-President Fries of the B. & O. 
headed the three delegations represented in the conference. 
The discussion was general in nature, the trunk line repre- 
sentatives being reserved in their utterances and faiilng to indi- 
cate that they had any plan for such rates. They apparently 
are still standing on their declination to join in the rates pro- 
posed by the transcontinental carriers. 


SHIPMENTS TO JAPAN 


Information relative to the preparation and shipment of 
merchandise for Japan is given in a report to the Department of 
Commerce by Trade Commissioner H. A. Butts at Tokyo. 

“In view of the difficulties which are frequently encoun- 
tered in clearing goods through the Japanese customs, it is 
advisable that exporters to Yokohama become acquainted with 
the causes of such difficulties and with the methods for their 
elimination,” he says. 

“In this connection it is not generally known to the Amer*+ 
can exporter that there are two methods of taking delivery at 
Yokohama, the one over the pier and the other over the ship’s 
side to barge for delivery to the warehouses of Tokyo mer- 
chants. For this reason the Japanese importer considers 
advance notice of the shipment of goods to be of prime import- 
ance. For example, the following recent experience of a Jap- 
anese corporation is cited: A consignment of 33 miscellaneous 
pieces of machinery were shipped from New York to the Jap- 
anese company. No documents upon these goods had been 
received, and their arrival was not expected until a later 
steamer than the one on which they came. In the absence of 
advance information, no preparations were made for alongside 
delivery, and the goods were consequently landed on the pier. 
A conservative estimate of the increase in cost to handle this 
material over the pier is given as 3.50 yen per 40 cubic feet. 

“It is suggested that the American agent draw up and have 
printed standard forms for: (1) Invoices; (2) packing lists; 
(3) statements of charges. These should be of different colors 
and should be furnished to the manufacturer for use. 

“A shipment mark should appear on all documents, i. e., a 
ring containing the consignee’s name, the destination, and the 
case number. Nothing but this mark and the dimensions and 
weights should appear on the cases. If an address, etc., are 
put on, it will tend to confuse the tallyman and result in his 
leaving out the case number cn the tally sheet. This would 
make it impossible to identify the case and contents from such 
sheets. 

“Every shipment of goods to Japan should be accompanied 
by the following seven documents: 

“1. Bills of lading, as issued by the steamship company. 

“2. Invoices should be made out by seller on standard forms 
supplied by the American agent. These should show net pay- 
ment made (i. e., discount, if any, should be noted and de- 
ducted). If the goods are free samples, or for other reason 
there is no charge for them, invoices should still be made out, 
so stating. Boxes and crates should be charged for in the 
invoice, even when furnished free by the manufacturer, who 
should deduct their value from selling price and list in invoice 
as a separate item. This will avoid the payment of duty on 
cases twice, which has been done. 

“3. Packing lists should be made out by manufacturer on 
standard forms, furnished by American agent. These should 
be absolutely legible, even to a foreigner, and absolutely accu- 
rate. Packing list should be made even when shipment contains 
but one article, and nothing whatever should be in a package 
which is not listed. By having all documents appear it is easy 
tor Japanese officials to see that none are missing or withheld. 

“4. Statement of charges should contain all items in the 
invoice presented to the bank which do not appear in the invoice 
presented by the manufacturer. These should be on a form fur- 
nished by the American agent. 

“5. Marine certificates, as issued by insurance agent. 

“6. Certificate of origin, as furnished by Japanese consul. 

“7. Cuts or catalogues to help describe nature and use of 
goods to customs officials. 

“It is believed that by following the above suggestions the 
work on the Japanese end will be materially aided at the ex- 
pense of no extra effort on the part of the shipper.” 





PARCEL POST FOR AUSTRIA 


Acting in behalf of the Vienna office, the Post Office De- 
partment at Washington requests that senders of parcel-post 
packages consider the marking of packages for Austria with the 
notation, “If undeliverable, deliver to the poor,” or with some 
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similar notation to indicate the wishes of the sender in case the 
return of the undeliverable package is not desired. Packages 
xyhich are returned from Austria as undeliverable are subject 
to the payment of charges, made up of a sum equal to that 
originally paid for postage and the sum due for “a return transit 
charge,” imposed by the Austrian postal administration, varying 
from 40 to 55 cents for each package, according to its weight. 


SHIPPING BOARD COAL CONTRACT 


The Shipping Board has entered into a year’s contract with 
Dexter & Carpenter, of New York, for the delivery at the port of 
New York of 300,000 tons of soft coal at $7.39 per ton, free along- 
side ship. Admiral Benson said the board would get the “bene- 
fit” of any changes in price due to increases or decreases in 
freight rates or in the price of labor at the mines. All other coal 
bids were rejected. 

The Shipping Board has announced it will receive bids on 
bunker coal until February 28, 2 p.m. 


OCEAN GRAIN. RATES 


The Trafic World Washington Bureau 


The Shipping Board announced, Feb. 7, that the question of 
the differential between grain and grain products had been under 
discussion and had received full and complete consideration by 
the Board, as a result of which the Board had determined that 
rates by water on the following products—barley in bags, corn 
in bags, cornmeal in bags, corn and rye flour in bags, grits in 
bags, hominy feed in bags, oatmeal in bags, pot barley in bags, 
and starch and dextrine in bags—should be the same as those 
contemporaneously maintained on wheat flour in bags. 


AMERICAN MERCHANT MARINE 


The Trafic World Washington Bureau 


A joint resolution of the state legislature of Washington 
urging that the American merchant marine be retained under 
the American flag and that it be manned solely by American 
citizens, and that provision be made for training American sea- 
men, was submitted to the Senate February 4 by Senator Jones, 
of Washington. 

“The shipping interests of foreign nationse are resorting to 
every practice to cripple the American merchant marine,’ the 
resolution stated, “and actual experience has proven that the 
subjects or former subjects of these countries who are now em- 
ployed on American ships discriminate whenever possible against 
the young Americans who work under them and are attempting 
in every conceivable way to drive these Americans off the ships, 
and that unless the Shipping Board continues to assist more 
young Americans to go to sea and replace this element they will 
ultimately be successful in their efforts and the American mer- 
chant marine will be manned solely by men of foreign birth, as it 
was prior to the great war, 

“The recruiting service of the United States Shipping Board 
has during the two and one-half years of its existence on the 
Pacific coast actually succeeded in reducing the percentage 
of alien seamen sailing out of the port of Seattle on American 
ships from 60 per cent to 36 per cent and is steadily continuing 
such reduction by replacing such aliens with young Americans 
trained in the service, and is performing a similar work in con- 
nection with the licensed personnel of such ships by means of 
its engineering and navigation schools conducted at the Uni- 
versity of Washington and at other points throughout the 
country, where young Americans with a requisite amount of sea 
experience are prepared for their examinations for a license. 

“It is the belief of your memorialists that the vessels of the 
American merchant marine must be manned and officered by 
Americans if these ships are to be operated profitably and suc- 
cessfully in competition with the ships of other nations, which 
are manned by men who owe sole allegiance to the flag under 
which they sail.” 








EXPORT BILL OF LADING 


The Trafic World Washington Bureau 


"n a brief submitied in behalf of the International Mercan- 
t‘_le Marine, operating the American Line; Munson Steamship 
Line; Elwell Lines; Independent Steamship Company; Norton 
Lily & Co., doing business as the Isthmian Line to the Mediter- 
ranean ports, and the Norton Line to South America, counsel 
for the maritime interests have denied the power of the Com- 
mission to require the ocean carrier to participate in any pal- 
ticular bill of lading, holding that its power is limited to making 
rules and regulations to prescribe the form of a through bill of 
lading to be issued by the railway carrier in which the ocean 
carrier may choose to join. The brief denying the power was 
filed in No. 4844, “Bills of Lading—Export Bill.” 

The brief is a discussion of the proposals put forward by the 
Naional Industrial Traffic League which were discussed at 4 
conference-hearing in Washington, November 15-16. Counsel for 
the ocean carriers submit that the Commission is merely an ad- 
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ministrative body and is not empowered either to make or state 
the law for ocean carriers, but merely to regulate the form of the 
pill of lading the inland carrier may offer and in which the ocean 
carrier may join if it chooses. 

Counsel for eastern carriers, in a brief in the domestic bill 
of lading part of the same case, discuss suggestions made at 
the hearing before Commissioner Woolley at Chicago, Decem- 
per 18. Before taking up the suggestions there made, the at- 
torneys for the eastern roads reiterate their position, which is 
that the Commission has not the jurisdiction, even over the do- 
mestic bill, that has been assumed, if the jurisdiction is asserted 
to cover the substance of the bill. They cite the Alaska Steam- 
ship case, as authority for their contention. 


BOARD’S COAST-TO-COAST POLICY 


The Trafic World Washington Bureau 


The hearing before the Shipping Board, February 7, relative 
tio Shipping Board tonnage in the intercoastal trade resolved 
itself practically into a discussion of whether or not the Ship- 
ping Board should compete with privately owned and operated 
steamship lines in that trade. At the conclusion of the con- 
ference, Admiral Benson indicated the board would not change 
its policy with respect to the coast-to-coast trade as exemplified 
by its action in allocating five vessels to the North Atlantic & 
Western Steamship Company, which was organized in 1919 and 
which has established services from Portland, Me., Boston and 
Philadelphia to Pacific coast points. 

Opposition to the board allocating vessels to the intercoastal 
trade was voiced by Harris Livermore, appearing for the United 
American Lines and the Luckenbach lines. He said the ton- 
nage of private companies in the coast-to-coast trade was ample 
to meet the demands in that trade. If that were not the situa- 
tion, he said, there might be some justification for the board 
entering that field. 

Considerable discussion was precipitated by members of the 
board with regard to the withdrawal of the American-Hawaiian 
Line, operated by the United American Company, which is con- 
trolled by the W. A, Harriman interests, from the intercoastal 
trade in 1915 because of the demand for tonnage in the European 
war trade. This withdrawal was disastrous to Pacific coast 
shippers, Commissioner Sutter said. Commissioner Thompson 
asked whether, if the same conditions developed as in 1915, the 
company would again abandon the intercoastal service. Mr. Liv- 
ermore said he did not know that the company would do that. 
He said the quetsion resolved itself into whether the board de- 
sired to penalize the company for what had happened five years 
ago. 

Mr. Livermore said because of depressed conditions in ocean 
traffic, his company was attempting to recoup by entering the 
coast-to-coast trade. 

Reported statements by W. A. Harriman that he would start 
arate war unless the board withdrew its vessels from the trade 
were brought up by Commissioner Thompson, who inquired as 
to the wisdom of such a course of action. Mr. Livermore said 
he could not speak for Mr. Harriman, but that business might 
pick up if that were done, although he did not think a rate war 
would be advisable. He added that, while he did not think 
— would help, “it may be necessary to go our own 
road.” 

The North Atlantic & Western S. S. Co. was represented 
by Charles E. Ware, who told of the organization of the com- 
pany by 24 men, 22 of whom were ex-service men. He said 
the stockholders were residents of Boston and Philadelphia and 
that their boats had been operating at a profit. He said it had 
10 per cent of the tonnage in the intercoastal trade, there being 
itty ships in that service now. The company has paid $103,000 
in Panama Canal tolls, he said. Mr. Ware indicated that one 
oi the principal reasons why his company had been organized 
was the desire on the part of shippers in Atlantic ports other 
than that of New York to have direct shipping services to Pacific 
Coast ports. After the hearing Admiral Benson, who has re- 
beatedly advocated the building up of services between the 
smaller Atlantic coast ports and other ports, said, as far as he 
Was concerned, the North Atlantic & Western S. S. Co. would 
hot lose its tonnage. 


GOODS AT GREEK CUSTOM HOUSE 


“It seems advisable to point out to forwarders of goods to 
the port of Piraeus (Athens, Greece) that recently several in- 
‘tances have been brought to the attention of the consulate- 
seneral where goods have remained in the local custom house 
because the consignee was ignorant of the fact that the goods 
had arrived,” says Consul John G. Erhardt in a report to the 
Department of Commerce. 

_ “This is particularly true of small parcels of shipments sent 
‘vy forwarding companies. It seems that the general custom of 
le forwarding company is to send bills of lading to its local 
‘gent and a notice of the shipment to the consignee. Local 
‘sents are at present lax in notifying the consignee promptly 
‘t the arrival of a shipment, and unless the consignee is in- 
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formed of the departure of the shipment by the consignor the 


goods remain in the local warehouses indefinitely. It is sub- 
gested that hereafter forwarding companies sent to the con- 
signee a notice giving the name of the ship on which the goods 
were sent, the date of the ship’s departure, and the number of 
cases sent, with the identifying marks if possible. A consignee 
is usually keenly interested in the arrival of his consignment, 
and with this information in his possession can take steps 
toward locating his shipment. 

“Two instances will suffice, it is believed, to indicate the 
present loss to forwarding and insurance companies because 
of the present laxity observed in giving proper notification of 
arrival of shipments. In one case, a claim for insurance was 
presented and ‘suit started in an American court because of the 
non-arrival of goods. The goods had been delivered at the port 
of Piraeus in due course, but the consignee had not been notified. 
After searching vainly for his goods, he eventually brought suit 
on his policy of insurance. The goods were found later, but the 
annoyance and expense of bringing and defending an action had 
been incurred. In another case, the consignee, unaware of the 
name of the ship on which the case had been forwarded, made 
diligent efforts to locate the goods and the bills of lading, calling 
at such local agents as he believed would have them. Several 
months later he was informed that the shipment had arrived, 
but on receiving the case from the custom house found it rifled 
and stuffed with paper.” 


SECTION 28 OF SHIPPING LAW 


The Trafic World Washington Bureau 


In a third supplemental order in regard to Section 28 of the 
Jones shipping law, the Commission has ordered that if and 
when that section is made operative, rates in effect when the 
goods were started toward the port will apply. This order sup- 
plements the prior order providing that the rates in effect on 
the inland carrier on the date foreign goods arrive at port will 
apply to inland destinations. These two orders apply the princi- 
ple that rates cannot be changed while a shipment is in transit. 


SLUMP IN BRITISH SHIPPING 


“The slump in shipping: continues in Great Britain,” ac- 
cording to a cable received by the Department of Commerce 
from Consul-General R. P. Skinner at London. “Unemployment 
among seamen and dock laborers is general and increasing 
throughout the Kingdom. Cardiff reports movement of tonnage 
in ballast to the United States increased as coal exports de- 
clined. Manchester reports shortage of lumber flat cars. 
Bunkers are now obtainable in Newcastle at 40 shillings per ton. 
Swansea reports exports practically nil; large stocks in place 
awaiting disposal.” 





HAVANA PORT CONDITIONS 


A cablegram received by the Department of Commerce from 
Havana, Cuba, dated February 2, stated that there were 68 ves- 
sels in Havana Harbor, compared with 70 the preceding week. 
“During the past 7 days 11 foreign vessels and 55 American 
vessels left for American parts. It was reported by the cus- 
toms authorities that 434,000 packages were dispatched during 
the week, as compared with 480,000 the week previous. A total 
of 38 private warehouses are now bonded, with five additional 
applications for bonding, according to a report of the special 
supervisor of port congestion. For the month of January the 
custom house receipts were $6,500,000, as compared with $5,000,- 
000 for December. Conditions at the government wharf are 
good and the congestion at other wharves has greatly improved 
also. The sale of unclaimed merchandise which is to be held 
by the supervisor of port congestion has not yet taken place; for 
five days prior to the sale an announcement relative thereto 
will appear in the Official Gazette of the Republic and in other 
periodicals. Port conditions continue to improve gradually.” 


NEW SHIPPING BOARD 

President-elect Harding is expected to name a new Shipping 
Board shortly after he takes office. While there has been some 
talk to the effect that Admiral Benson and one or two others of 
the present members may be named by the incoming President, 
there are also reports that a clean sweep will be made and an 
entirely new board appointed. Friends of Senator George E. 
Chamberlain, of Oregon, Democrat, who retired from Congress 
March 4, believe that he has a good chance of being named as a 
Shipping Board commissioner by President Harding. 


SHIPPING BOARD SELLS TUGS 


The Shipping Board has announced the sale of two tugs, 
the Race Horse, at $80,000, and the Beagle, at $85,000, to the 
Norfolk Towing Corporation of Norfolk, Va. 


The greatest traffic library and the most complete 
tariff file in the world are available for use in serving 
subscribers to THE DAILY TRAFFIC WORLD. 
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RIPLEY CONSOLIDATION REPORT 
The Trafic World Washington Bureau 


Reports to the effect that Prof. William Z. Ripley of Harvard 
has submitted to the Commission a scheme for railroad consoli- 
dation are not confirmed by declarations made at the office of 
the Commission. 

Commissioner Hall, chairman of the division that has charge 
of plans for consolidation of carriers, without confirming or 
denying a declaration attributed to Prof. W. Z. Ripley that he 
had submitted a plan for the consolidation of carriers in the 
eastern district, takes the position that there is “nothing avail- 
able for publication” on the subject of consolidation. That would 
be the rule if an ordinary examiner had made a report to the 
Commission in a matter assigned to him for investigation and 
report. The Commission holds all such reports for checking 
and verification, and sometimes for modification, before the ex- 
aminer’s recommendations are submitted to the parties in in- 
terest for the filing of exceptions to the recommendations or the 
statements of fact. 


Under the practice of the Commission a report by Prof. Rip- 
ley would be considered by the Commission with a view to com- 
ing to a conclusion whether the suggestions contained in it 
were worthy of formal consideration, and if so deemed, they 
would be served on the parties in interest so that the latter 
could file exceptions for the consideration of the Commission in 
its framing of the report to be made by it in compliance with 
the transportation law requiring the Commission to draw up 
plans for consolidation to which all voluntary consolidations 
must conform. 


Although the Commission has never even announced the 
employment of Prof. Ripley to formulate a plan, it has been 
understood that the Commission itself, in the final analysis, 
would make the plans to which those desiring to make consoli- 
dation must conform, and that no plan would be made without 
full opportunity to the corporations and owners of securities to 
be heard. Prof. Ripley is regarded as a profound student of 
the subject, but no one about the Commission has considered 
him as likely to receive such latitude that what he reported 
might be taken as what the Commission would be expected neces- 
sarily to approve. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


A slight drop in the number of cars of revenue freight 
loaded, occurred in the week ending January 29, the total being 
699,936, as compared with 703,115 in the preceding week, ac- 
cording to the weekly report of the car service division of the 
American Railway Association. In the corresponding weeks 
of 1920 and 1919 the loadings totaled 803,332 and 718,297, re- 
spectively. 

Loading by districts in the week ending January 29, as com- 
pared with the corresponding week in 1920, was as follows: 

Eastern district: Grain and grain products, 5,587 and 5,154; 
live stock, 3,681 and 4,063; coal, 43,115 and 49,175; coke, 1,077 
and 3,336; forest products, 8,161 and 7,656; ore, 888 and 1,858; 
merchandise, L. C. L., 43,146 and 32,260; miscellaneous, 53,523 
and 84,687; total, 1921, 159,178; 1920, 188,189; 1919, 175,375. 

Allegheny district: Grain and grain products, 2,543 and 
2,508; live stock, 3,556 and 3,544; coal, 49,051 and 50,357; coke, 
6,245 and 3,695; forest products, 3,868 and 4,203; ore, 2,007 and 
1,998; merchandise, L. C. L., 33,349 and 36,203; miscellaneous, 
46,904 and 65,462; total, 1921, 147,523; 1920, 167,970; 1919, 157,- 
199. 

Pocahontas district: Grain and grain products, 213 and 165; 
live stock, 109 and 130; coal, 17,685 and 19,717; coke, 187 and 
691; forest products, 1,339 and 1,872; ore, 99 and 246; merchan- 
dise, L. C. L., 2,462 and 139; miscellaneous, 4,983 and 9,002, 
total, 1921, 27,077; 1920, 31,962; 1919, 30,058. 

Southern district: Grain and grain products, 3,928 and 4,- 
473; live stock, 2,189 and 2,769; coal, 23,182 and 26,853; coke, 
549 and 211; forest products, 13,284 and 14,963; ore, 1,153 and 
2,523; merchandise, L. C. L., 34,916 and 18,651; miscellaneous, 
30,001 and 54,929; total, 1921, 109,202; 1920, 125,372; 1919, 106,- 
937. 

Northwestern district: Grain and grain products, 11,311 and 
9,671; live stock, 9,372 and 8,804; coke, 5,710 and 13,300; coke, 
1,283 and 1,237; forest products, 17,367 and 17,183; ore, 1,250 and 
1,766; merchandise, L. C. L., 22,748 and 19,210; miscellaneous, 
26,621 and 37,253; total, 1921, 95,662; 1920, 108,424; 1919, 98,264. 

Central Western district: Grain and grain products: 11,- 
261 and 10,173; live stock, 11,580 and 12,302; coal, 18,960 and 
23,041; coke, 324 and 421; forest products, 3,178 and 5,133; ore, 
1,884 and 2,888; merchandise, L. C. L., 27,046 and 21,320; miscel- 
laneous, 29,442 and 45,063; total, 1921, 103,675; 1920, 120,341; 
1919, 99,500. 

Southwestern district: Grain and grain products, 4,987 and 
4.360; live stock, 1,881 and 2,547; coal, 4,949 and 6,470; coke, 
84 and 169; forest products, 6,480 and 7,071; ore, 412 and 422; 
merchandise, L. C. L., 15,456 and 14,844; miscellaneous, 23,370 
and 25,191; total, 1921, 57,619; 1920, 61,074; 1919, 50,964. 

Total, al] roads: Grain and grain products, 39,830 and 36,- 
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504; live stock, 32,368 and 34,159; coal, 162,652 and 188,913: 
coke, 9,749 and 9,760; forest products, 53,677 and 58,081; ore, 
7,693 and 11,701; merchandise, L. C. L., 179,123 and 142,627: 
miscellaneous, 214,844 and 321,587; total, 1921, 699,936; 1920, 
803,332; 1919, 718,297. 

Note: L. C. L. merchandise figures for 1921 and 1920 are 
not comparable because some roads are not able to separate 
their L. C. L. freight and miscellaneous of 1920. Add merchan. 
dise and miscellaneous figures to get fair comparison. 


REVISION OF CAR SERVICE RULES 
The Trafic World Washington Bureay 


Car service men from Maine to California are engaged in a 
revision of the car service rules, the object of which is to force 
reluctant owners of unemployed cars to accept them when ten- 
dered by non-owners who have no business in which to employ 
cars left on their rails when the recession in business took place, 
The same men are devising rules intended to prevent the rail- 
road which owes its connection a certain number of cars from 
forcing or trying to force it to accept empties on which the 
accepting road would have to pay an unreasonable amount of 
per diem. ‘ 

The men so engaged are members of the car service com- 
mittee of the American Railway Association. They held meet- 
ings in Washington February 3 and 4 and agreed on some 
changes in the rules, to be hereafter put out, but the questions 
under discussion have been with the car service men for so 
long that not many are willing to aver that the changes will 
result in a channel through which cars will flow in a satisfac- 
tory manner from one road to another. 

At present the car service men are dealing with 300,000 un- 
employed cars, a large percentage of which need repairs and 
should be at home for that purpose. When there was a demand 
for cars, owning roads were clamorous for the return of their 
property so repairs might be made. Now, many of the roads 
then clamoring are without money wherewith to make repairs 
and some of the owning lines have been accused of resisting the 
return of cars needing repairs, by resort to every possible ex- 
pedient to keep the wanderers on the railroads that, some day, 
may be able to make per diem payments. Appeal to the Master 
Car Builders’ rules are made frequently to show that the line 
that is proposing to return cars has not complied with the rules 
requiring certain repairs to be made as a condition precedent to 
the return of foreign line cars. 

Car credits and car debits, it has been asserted, are being 
juggled so as to enable a road that owes a connection a given 
number of cars to turn over all empties in liquidation of the 
debt. While the demand for cars was great, car service orders 
required, for instance, road A to turn over to road B 4,000 cars. 
In time of car shortage one car was as good as another and 
the receiving line made no objection to the receipt of empties 
or loads. Now that the condition is reversed, the creditor lines 
are objecting to debtor lines turning over to them empties while 
retaining loaded cars on their own rails, 

Another thing which the car service men are trying io pre 
vent is excessive empty mileage as an incident to the efforts 
of roads to get per diem drawing foreign line cars off their rails. 
The home routing rule can be so worked that some roads can be 
penalized to a greater extent than at times seems equitable, 
through the efforts of some other roads to get foreign cars off 
their rails. That is to say, some little road that serves as a con- 
necting link between two big systems may be required to haul 
empties over its own rails and pay per diem on them when the 
hauling is really only for the benefit of the two big systems, 
and not the connecting link which may not have had the revenue 
haul on an equal number of cars. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average car surplusage for the period from January 
24 to 31, inclusive, amounted to 324,186 cars as compared with 
301,997 in the week ending January 23, and the car shortage 
was 810 as compared with 1,328 the week ending January 23, 
according to compilations completed February 9 by the car serv 
ice division of the American Railway Association. ? 

The car surplusage was made up of the following classes ol 
equipment: Box, 179,219; ventilated box, 1,751; auto and furnr 
ture, 12,542; flat, 11,210; gondola, 66,115; hopper, 24,570; total 
all coal (gondola and hopper), 90,685; coke, 4,917; S. D. stock, 
15,493; D. D, Stock, 1,427; refrigerator, 6,151; tank, 77; miscel- 
laneous, 714. 

The car shortage was made up of the following classes of 
equipment: Box, 306; auto and furniture, 11; flat, 109; gondola, 
47; hopper, 61; total all coal (gondola and hopper), 108; S. D. 
stock, 16; D. D. stock, 85; refrigerator, 174, and miscellaneous, il 


GEORGIA NORTHERN LOAN 
Application for a loan of $200,000 to aid it in buying freight 
cars, locomotives and passenger coaches and to provide facilities 
for maintaining the equipment has been made to the Commission 
by the Georgia Northern Railway Company, 
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SIMPLIFICATION OF TARIFFS 


The Trafic World Washington Bureau 


A scheme for the simplification of tariffs, embodied in four 
tariffs effective March 1, has been laid before the Commission 
by F. L. Speiden, the tariff filmg agent and attorney for the roads 
interested in rates from the Ohio River to destinations on the 
Mississippi River, interior Mississippi Valley territory, and some 
of the territory in the southeast. 

To the eye, the four tariffs suggest that Mr. Speiden, by 
his method of stating rates, has saved between 40 and 50 per 
cent of the space heretofore used in stating the same number 
of rates, The four tariffs undertake to cancel all the rates not 
held up in suspension proceedings. Technically, they are in- 
creases over the regular form tariff which they are to super- 
sede and, therefore, are subject to protest and suspension, 
though they are supposed to be in compliance with the orders 
and rulings of the Commission for handling rates and tariffs 
made necessary by Ex Parte 74. 

Men at the Commission whose work is with tariffs look with 
favor on the Speiden proposals. They are inclined to believe 
he has taken a step in the right direction. It is certain that they 
will direct renewed attention to tariff simplification. 

Instead of the old method of publishing a long list of com- 
modity rates from certain points of origin to certain points of 
destination, and repeating this operation in connection with 
the next group of origin and destination, Mr. Speiden has given 
his commodities group numbers, and points of origin rate basis 
numbers, somewhat along the line followed by Kelly in pub- 
lishing his class rates in C. F. A. territory. 

For example, Speiden’s I. C. C. 473, Mississippi River Points 
Tariff, publishing rates from Ohio River crossings, St. Louis and 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER tN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting 
men and the positions in touch with ea other. The ra 
slassified advertisements ars as follows: rst insertion, $1. 
fine: minimum charge, $3.00; succeeding insertions, per line, 50c; 
words to the line; numbers and abbreviations coynt as words; 
8 point type; payable in advance. Answers to ke advertisemente 
forwarded free and all correspondence held in s 4 
TRAFFIC WORLD. 418 South Market Street, Chicago, I. 
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WANTED—Traffic Manager by national retail organization; must 
handle cases before commissions; possess ability to advise and 
organize; knowledge traffic large retail stores important; state experi- 
ence, salary expected, age, full particulars. Address L. B. E. 329, 
Traffic World, Chicago. 


POSITION WANTED—tTraffic Manager or assistant, with indus- 
trial concern. Ten years’ practical experience and technical training. 
Present holding executive position in traffic department one of prin- 
cipal Southeastern trunk lines. Knowledge of all details of traffic 
Best of references. Address A. I. L. 331, Traffic World, 








POSITION WANTED—Wanted a position as traffic manager for 
an industrial concern. Have had fourteen years’ experience as station 
— and am 34 years of age. Address I. N. G. 325, Traffic World, 

cago. 


POSITION WANTED—Traffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks F need field. Address R. E. E. 301, care Traffic World, Chi- 
cago, Til. 








FOR SALE—25 Baxter charcoal car heaters, in serviceable condi- 
tion. John Gund Brewing Company, La Crosse, Wis. 


FOR SALE—Several cars first class 6x8—8 ft. No. 1 Oak Ties for 
Also some 7x9 and 6x8 oak switch ties. L. E. 
Pearson, Fdwardshurg, Mich. 
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Nashville to Memphis, New Orleans, Mobile and points taking 
same rates: This tariff cancels I, C. C. 297 (previous Mississippi 
River points tariff) except those items under suspension, which 
are in the proposed cancellation of rates from St. Louis and 
Memphis via lines operating west of the Mississippi River. 
When the Commission hands down its decision in that I. & S. 
proceeding, it is presumed, I. C. C. 297 will be canceled entirely. 

This new tariff also cancels, from I. C. C. 453, petroleum 
and its products from Ohio and Mississippi River crossings to 
southern points, rates from and to points of destination em- 
braced in I. C. C. 473; and also cancels from I, C. C. 411, Alton- 
Wood River Petroleum tariff, the rates from Alton and Wood 
River to the points of destination carried in I. C. C. 473. In 
other words, instead of complicating the matter, as it looked on 
the face of it, this method will really improve the situation by 
apparently bringing under one cover all the commodity rates 
applying between the points of origin and destinations embraced 
in such tariff. 

The same plan has apparently been followed in the other 
tariffs, which are his I. C. C. 513, Nashville, Chattanooga & St. 
Louis Local Points Commodity Tariff; his 464 Yazoo & Mis- 
sissippi Valley Local Points Commodity Tariff; and I. C. C, 465, 
Interior Mississippi Valley Southbound Tariff. 


MAIL TRANSPORTATION DEFICIENCY 


The Trafic World Washington Bureau 


The Secretary of the Treasury has transmitted to the Sen- 
ate a request from the Postmaster-General for a deficiency 
appropriation of $65,575,832.03 required by the Post Office De- 
partment for the transportation of mails by the United States 
Railroad Administration during the 26 months of federal control. 

The estimate of a deficiency was explained by Postmaster- 
General Burleson in a letter to the Secretary of the Treasury 
as follows: 

“This deficiency has been creates as a result of Order 9200 
of the Interstate Commerce Commission (based on act of July 
28, 1919), and the sum named has been agreed upon by officials 
of the Post Office Department and the United States Railroad 
Administration as the balance due for the service performed 
during the period named, with the exception of certain sums 
now a matter of litigation in the Court of Claims for the per- 
formance of incidental side, terminal and transfer service which 
the department contends is not specifically chargeable prior to 
March 1, 1920. 

“This sum represents the increase in railway mail pay during 
the entire period that the railroads were being operated by the 
government, This increase is based upon rates fixed by the 
Interstate Commerce Commission at a period when the cost of 
transportation was at its highest peak, and which rates, there- 
fore, are materially higher than the rates heretofore prescribed 
by Congress. 

“The amount of this adjustment was determined as follows: 

“The average monthly earnings of the railroads during the 
18 months from January 1, 1918, to June 30, 1919, was $4,345,- 
635.10. This period was used as a basis for the reason that prac- 
tically all accounts had been adjusted for that period under the 
former basis of pay. At that rate the pay for the 26 months of 
Federal control (26 times $4,345,635.10) would have been $112,- 
986,512.60. Applying to this sum the flat increase of 57 per cent 
agreed to at conferences with officials of the Railroad Adminis- 
tration, the increased earnings of $64,402,312.18 was realized. 
The aggregate earnings for the entire period at the increased 
rate is therefore $177,388,824.78. 

“To this debit the following credits should be applied: 


Ee COT OT Oe ET ey Ee ee Pe ae $431,926.04 
Advance payments during the period from July 1, 1919, 

to Feb. 29, 1920, on routes where final adjustments were 

OO SO A LET ES 19,806,554.49 
Final adjustments at the rates authorized in the Inter- 

state Commerce Commission’s order No. 9200........... 2,540,061.70 
Final adjustment at the rates authorized by the act of 

BT Pe Pee Ten eer 10,813,018.69 
Aggregate payments for this service performed from Jan. 

—. Bee er arr ee eee 78,221,431.83 


WERE eccd tsicnntncdeciccdisocecévesasessntssvcscuvesens 111,812,992.75 


“It is therefore recommended that an additional appropria- 
tion of $65,575,832.03 be made to liquidate the department’s ob- 
ligations to the United States Railroad Administration for the 
period from January 1, 1918, to February 29, 1920, for line trans- 
portation of the mails.” 


MEATS, MADISON TO CHICAGO 


Hearing on No. 11930, Oscar Mayer & Co. vs. C. M. & St. P. 
et al., was held before Examiner Bronson Jewell in Chicago, 
February 7. Attorney John W. Beckwith, for the packing com- 
pany, stated that the case was merely an attempt to have Madi- 
son, Wisconsin, recognized as a new packing house producing 
point, in line as to rates with the older established points. He 
said that no attempt would be made to attack the rates on fresh 
meats and packing house products per se, but that he would at- 
tempt to show that the present rate on these products between 
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Madison and Chicago were unreasonable and unjust because they 
discriminated against a packing house at Madison as compared 
with rates from producing points similarly situated. 

That the plant of the Oscar Mayer Company at Madison js 
in direct competition with packing houses at Cudahy and Mil. 
waukee, both of which enjoy better proportional rates, was the 
assertion of Oscar W. Mayer, Jr., secretary and treasurer of the 
company. Mr. Mayer asserted that in purchasing hogs from 
producers in the vicinity of his packing plant it was necessary 
to add to their purchase price the freight into Chicago, since 
the farmers were canny enough to insist on such a bargain. No 
advantage was thus to be had in purchasing stock and a dis. 
advantage was suffered when the product was shipped to Chi. 
cago for sale because of the freight rates which Chicago packers 
did not have to pay. 

Mr. Mayer estimated that his company paid for transporta- 
tion of its products a quarter of a million dollars annually. He 
said the margin of profit on meat products was so small that 
a small raise in freight rates might mean the difference be. 
tween a profit and a loss at the end of the year. More than 9 
per cent of their products, the witness said, were shipped into 
Chicago, from 75 to 80 per cent of that being sold there, the re. 
mainder going to some more distant point. The packing com- 
pany asks a reduction in rates of from 21 to 16.5 cents on fresh 
meat, and from 21 to 14.5 cents on packing house products. In 
this connection, the witness introduced exhibits purporting to 
show that the differential between these two kinds of meat was 
even greater in most instances. The company also asks repara- 
tion on all its shipments since its foundation in 1919. 

Asked in cross-examination, by R. H. Widdecombe, attorney 
for the C. & N. W., why his company had located at Madison, 
Mr. Mayer admitted that it was because it had been able to buy 
a plant there in good condition and at a bargain. When it was 
pointed out to him that the rates from Madison to Chicago were 
in reality from 6 to 19 cents below his competitors, the witness 
said it wasn’t the actual rates that were the basis of complaint 
so much as the fact that rates from Madison were not enough 
lower aS compared with the shorter mileage to Chicago. 

A. F. Cleveland, assistant freight traffic manager of the 
C. & N. W., offered a number of exhibits which purported to 
show that the present rate from Madison to Chicago is less than 
any other point with the exception of Milwaukee, from which 
point it is 20.5 cents for 85 miles on fresh meat. Madison, on 
the other hand, he said was 130 miles from Chicago and was not 
on the main line of the C. & N. W. On cross-examination he 
admitted that it had at one time been on the main line, but that 
a new line had been built through Wyville to eliminate the 
steep grades. 

E. W. Sorgel, assistant general freight agent for the C. M. 
& St. P., introduced an exhibit showing that the rates on meats 
and packing house products from Madison to Chicago are lower 
than on sugar, fruits, roofing paper, and various other commodi- 
ties, none of which require refrigerator cars for handling nor 
the expedition and care required by meats. He said the packing 
houses in Chicago were required to pay 45 and 23 cents, respec- 
tively, on fresh meats and packing house products between 
Chicago and Madison. 

Both sides requested oral argument before the Commission 
and brief date was set by the examiner for March 9. 





ADMINISTRATION MUST PAY REPARATION 


The Commission (see Traffic World, Feb, 5, p. 284) has 
denied the petition of the Railroad Administration in No. 10829, 
Southport Mill, Ltd., vs. A. T. & S. F, et al., and the list of 
related cases in which the Commission made a finding against 
the rates charged on vegetable oils higher than those assessed 
on cottonseed oil. The other cases in which the denial was 
made were: No. 11007, Globe Oil Mills vs. Southern Pacific 
et al., and sub-No. 1, Same vs. A. T. & S. F. et al.; No. 10602, 
Procter & Gamble Co. vs. A. T. & S. F. et al.; No. 10507, Cham: 
ber of Commerce, Houston, Tex., vs, Director-General et al.; 
No, 10599, Procter & Gamble Co. vs. C. N. O. & T. P. et al. 
No. 10600, Same vs. Same; No. 10941, Texas Cottonseed Crushers’ 
Association vs. Northern Pacific et al. Denial of rehearing in 
these cases is equivalent to a reaffirmation by the Commission 
of its findings of unreasonableness and orders of reparation, 
which, when paid, will increase the deficit of the Railroad Ad 
ministration by several hundred thousand dollars. 


L. & N. EQUIPMENT AGREEMENT 


Approval of an equipment trust agreement under which 
it will pay in cash approximately $3,908,379.72 on delivery of the 
equipment and $11,025,000 in fifteen installments of $735,000 each 
on the first day of March in each of the years 1922 to 1936, It 
clusive, is asked by the Louisville & Nashville in an application 
filed with the Commission. The total cost of the equipment 
estimated at $14,933,379.72. The company proposes to issue and 
sell to J. P. Morgan & Co., at not less than 95.70 per cent of pal. 
$11,025,000 of equipment trust certificates. The equipment to 
be purchased includes 34 locomotives, 4,800 freight cars of various 
classes, and passenger, postal and baggage cars. 
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TRAFFIC MANAGERS 


The I. C. C. Special Permission No. 50340, August 5, 1920, Gives the Transportation 
Companies Eighteen Months (1624% to be Issued Every 3 Months) to Publish Their Tariffs. 


We are publishers of the following Standard Loose Leaf All-Rail Freight Rate Guides 


2 22.2 From the Principal Cities 
United States Edition ‘of tne united States 
EASTERN EDITION from CANADA EDITION from 
New York, Philadelphia, Boston and New England Montreal, Toronto, Hamilton and London 


SOE TZLER’S GUIDE, iNC., Rochester, N. Y. 


Traffic and Railroad Men wanted to sell these Editions in all cities, on spare time. Liberal commission paid. 


PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 
Regular Monthly Service A-1 Steamers 


MOBILE to ANTWERP 
HAVRE and BORDEAUX 


St. Louis Office: 1527 Pierce Building 


IRVING H. HELLER, Manager 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. S. J. Witt, Pres.; H. L. Sova- 
cool, Secy. 

Baltimore—Traffic Club of Baltimore. W. W. Tingle, Pres.; 
Cc. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. J. E. McGrath, Pres.; W. M. Macomber, Secy.- 
Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. Hugh Mil- 
ler, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
W. D. Sanderson, Pres.; E, J. Sheridan, Secy. 

Buffalo Transportation Club. E. E. Tanner, Pres.; F. J. 
O’Connor, Secy. 

Chicago Traffic Club. E. L. Dalton, Pres.; E. S. Buckmas- 
ter, Secy. 

Cincinnati—tTraffic Club of the Chamber of Commerce. 
W. H. Lockwood, Chairman; Sam Herndon, Secy. 

- Cleveland Traffic Club. C. T. Stripp, Pres.; F. A. Gideon, 
ecy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber of 
Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; H. F. Johnson, Secy. 

Dayton, O.—Miami Valley Traffic Club. W. E. Boyer, Pres.; 
M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. R. L. Rees, Pres.; T. 
«©. Burwell, Secy. 

Denver Commercial Traffic Club. T. A. Dinkel, Pres.; C. J. 
Hotchkiss, Secy. 

Detroit Transportation Club. H. H. Hamill, Pres.; T. R. 
Cochrane Secy. 

Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. J. D. Neely, Pres.; Geo. Deck, Secy.- 
Treas. 

Erie Traffic Club. H. W. Sherwood, Pres.; M. W. Eismann, 
Secy. 

Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; F. G. Pick, Secy. 

Fort Wayne, Ind. Traffic, Transportation, and Waterways 
Bureau of the Chamber of Commerce. H. E. Fairweather, 
Chairman; E. C. Miller, Vice-Chairman. 

Fort Worth Transportation Club. E. C. Price, Pres.; E. E. 
Wyatt, Secy. 

Freeport, I1l.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. E. L. Ewing, Pres.; J. C. Quin- 
lan, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Houston Traffic Club. J. F. Hennessy, Jr., Pres.; E. L. Wil- 
liams, Secy. 

Indianapolis Transportation Club. F. A. Butler, Pres.; G. N. 
Baker, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber of 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. : 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. R. C. Kohn, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Isaac Kemp, Pres.; Robert Wal- 
face, Secy. 

. Kalamazoo Traffic Club. W.C. Thoms, Pres.; C. J. Bolender, 
ecy. 

Kansas City Traffic Club. Frank M. Cole, Pres.; Fred B. 
Blair, Secy.-Treas. 

Lansing (Mich.) Traffic Club. K. P. Hodges, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Association. C. G. Krueger, 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. C. R. Long, Pres.; W. T. 
Vandenburg, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Memphis Traffic and Transportation Club. J. M. Walsh, 
Pres.; C. V. Means, Secy. 

a Milwaukee Traffic Club. F. M. Elkinton, Pres.; F. T, Fultz, 
ecy. 

Minneapolis Traffic Club. F. B. Townsend, Pres.; W. W. Gib- 
gon, Secy. 

Newark Traffic Club. John Enstice, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. C. A. Anderson, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. R. J. Menzies, Pres.; C. A. Swope, 
Secy. 
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New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. A. Tait, Pres.; W. H. Mont. 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. H. Rolf, Pres.; T. Noel, Butler, Secy. 

Pittsburgh Traffic Club. W. W. Blakely, Pres.; F. A. Lay. 
man, Secy. 

Pittsburgh Traffic and Transportation Association. S, R. 
Hosmer, Pres.; R. F. Heil, Recording Secy. 

Portland Transportation Club. Eu M, Burns, Pres.; W. 0. 
Roberts, Secy. (ey 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. E. E. Salisbury, Chairman; E. C. Southwick, 
Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. F r 


Roanoke (Va.) Traffic Club of the Aggogiation of Commerce. 
S. H. Coleman, Pres.; J. T. Preston, Seey. 

Rochester, N. Y.—Traffic Council of the - Rochester Chamber 
of Commerce. A. T, Cobb, Chairman; F. W. Burton, Secy. 

Salt Lake City Transportation Club, A. R. McNitt, Pres.; 
R. E. Rowland, Secy. 

San Francisco Transportation Club. A. A. Moran, Pres.; 
R. G. Guyett, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; L. N. 
Bradshaw, Secy. 

Scranton, Pa.—Traffic Club of the Scranton Board of Trade. 
T. R. Brooks, Chairman; F. J. Hoffman, Secy. 

Seattle Transportation Club. F. W. Graham, Pres.; FE. W. 
Mosher, Secy.-Treas. 

Sioux City, Ia.—Traffic Managers’ Club of Sioux City. J. P. 
Haynes, Pres.; R. R. Wigton, Secy. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. S. 
Hess, Secy.-Treas. 

Spokane Transportation Club. V. G. Shinkle, Pres.; R. W. 
Franklin, Secy. 

St. Louis Traffic Club. A. D. Aiken, Pres.; J. R. Bell, 
Secy. 

Syracuse Traffic Club. C. R. Berry, Pres.; W. J. O’Neil, Secy. 

Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 

Trenton (N. J.) Traffic Club. M. D. Warren, Pres.; F. J. 
Quick, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; H. A. Zeff, Secy. 

Utica (N. Y.) Traffic Club. R. E. Fitch, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Tulsa, Okla.—Transportation Club of Tulsa. J. A. Bernier, 
Pres.; R. C. Hughes, Secy. 

Waco Traffic Club C. H. Carringer, Pres.; Lioyd Bailey, 
Secy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. W. H. Higgins, Pres.; A 
W. Dowler, Secy. 

Wichita Traffic Club. G. P. Nissen, Pres.; H. G. Watts, 
Secy. 

Worcester (Mass.) Traffic Association. H. A. Rousseau, 
Pres.; J. H. Lane, Secy. . 

York (Pa.) Traffic Club. W. L. Rupp, Pres.; J. F. Baird, 
Secy.-Treas. 


LOUISVILLE AND CINCINNATI EQUALIZED 


An equalization of Louisville with Cincinnati as to class 
traffic from the lower peninsula of Michigan to points in the 
Atlanta sub-territory and the Carolinas will become effective 
March 15, when supplement No. 7 to Kelly’s I. C. C. 939 becomes 
operative. The territories of destination are those as defined in 
Kelly’s territorial directory 3-C, his I. C. C. 655. 

This equalization will be due to the fight for the recognition 
of Louisville as a gateway on a parity with Cincinnati, on traf- 
fic from the lower peninsula of Michigan to the southeast. It 
will be accomplished by a readjustment of class rates from the 
territory of origin to New Albany, Ind. The general committee 
of the Central Freight Association lines agreed to the change 
ata meeting held some time ago. The idea was that the neces- 
sary tariff publication could be accomplished by March 10 or 
earlier, but the date has been definitely fixed in the supplement 
placed on the files of the Commission. 


W. & L. E. BONDS 
The Wheeling & Lake Erie Railway Company has applied to 
the Commission for authority to issue $884,000 of 6 per cent Te 
funding mortgage bonds to reimburse its treasury for expendi: 
tures made therefrom. The bonds will be pledged for loans trom 
the government. 
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» 12112, 


+ 12119. 


+ 12120. 


- 12125. 


- 12126. 


- 12128. 


Digest of New Complaints 


12014, Sub. No. 1. Equity Co-operative Packing Co., Haggart, 
N. D., vs. Northern Pacific. 

Unjust, unreasonable, unduly preferential rates on fresh meats 
and packing house produétgifrom Haggart, N. D., to St. Paul and 
Duluth, Minn., and Chicago, Ill. Asks reparation. 

12100. 3Zeaumont Chamber of Commerce, Beaumont, Tex., vs. 
John Barton Payne, as agent, et al. 

Unjust and unreasonable rates on gas, oil and coke from Chaison 
to Beaumont, Tex., by reason of rates ordered effective June 25, 
1918. Asks for reparation to a per car rate of $15. 


- 12109. The Ault & Wiborg’Co., Cincinnati, vs. P. C. C. & St. L. 


et al. 

Against a rate of 16%c on barytes from Ivorydale, O., to Argo, 
Ill., by reason of error in constructing rate in compliance with 
the rule of disposition of fractions. Asks for a rate of 16c and 
reparation to that basis. 

12110. Mid-Continent Equipment and Machinery Co., St. Louis, 
vs. Chicago & Alton et al. 

Unjust and unreasonable rates on new rails. fish plates, track 
bolts and nuts from St. Louis to Springfield, Ill. Asks a rate of 
$1.90 and reparation. 

12111. The Pioneer Pole and Shaft Co., Piqua, O., vs. Illinois 
Central et al. 

Unjust and unreasonable rates on hickory flitch and plank from 
points in Kentucky, Tennessee, Mississippi, Louisiana and Illinois 
to Memphis and Cairo by reason of their excess over the rates on 
sawed heading, rough staves, billets, blocks, ete. Asks for rates 
no higher than on other raw material of that character and 
reparation. 

Sloss-Sheffield Steel and Iron Co., Birmingham, Ala., vs. 
John Barton Payne, as agent. 

Against double increases on coal from mines in Alabama to blast 
furnaces in the same state, due to the misapplication of G. O. 
Asks for reparation. 

Swift & Co. et al. vs. John Barton Payne, as agent. et al. 

Against a minimum of 22,000 lbs. on sheep and lambs in double- 
deck cars in Official Classification territory as unjust and un- 
reasonable. Asks for a minimum of 18,000 lbs. and reparation of 
about $25,000. 

12114. Charleston Milling Co... Charleston, Mo., vs. Mo. Pac. 

Against a fifth-class rate of 474%c on corn meal from Memphis, 
Tenn., to Charleston, Mo.. as unjust and unreasonable because in 
excess of the aggregate of the intermediates. Asks for reparation. 
12115. Helena (Ark.) Traffic Bureau et al. vs. Mo. Pac. et al. 

Unjust and unjustly discriminatory rates on ale and cereal bev- 
erages from Milwaukee, Minneapolis and St. Paul at various 
times after March 1, 1917. to Helena, Ark., in comparison with 
rates to other points in Arkansas. Asks for reasonable rates and 
reparation. 


. 12116. American Agricultural Chemical Co., New York City, vs. 


John Barton Payne, as agent. 

Unjust and unreasonable rates on sulphuric acid from Char- 
lotte, N. C., to Greensboro, N. C., and Columbia, S. C., due to 
the absence of commodity rates. Asks for reparation. 

12117. Stewart Sand Co., Kansas City. Mo., vs. A. T. & S. F. et al. 

Against rates on sand and gravel from Grinter. Kan., to Kan- 
sas City, Mo., as unjust and unreasonable to the extent they 
exceed 2c and 2%c. Asks for reparation. 

12118. West Kentucky Coal Co., Clay, Ky., vs. 
Payne, as agent. 

Against a rate of $3.45 a ton on coal from Wheatcroft. Ky., to 
Clinton, Ia., as unjust and unreasonable in comparison with a rate 
of $1.95 via another route. Asks for reparation. 

Ault & Wiborg Co., Cincinnati, vs. Southern et al. 

Unjust, unreasonable, unduly prejudicial and discriminatory 
rates on barium sulphate from Sweetwater, Tenn., to Cincin- 
nati and St. Bernard, O. Asks cease and desist order, just and 
reasonable rates and reparation. 

Corona Coal Co., Birmingham, Ala., vs. Mississippi-War- 
rior Barge Service et al. 

Against the practice of federal barge service of making rates 
on rail-and-water coal to New Orleans and Mobile the same as 
all-rail rates on coal as unjustly discriminatory against coal. Asks 
for cease and desist order and reparation. 


John Barton 


- 12121. Fort Smith, Subiaco & Rock Island R. R. Co. vs. Aberdeen 


& Rockfish et al. 

Application for through routes and joint rates from points on 
complainant’s road to destinations on rails of its connections. 
12122. Traffic Bureau of Nashville, Tenn., vs. L. & N. et al. 

Against second-class rating on salted peanuts in fiber or metal 
cans or cartons, in barrels or boxes. as unjust and unreasonable 
in comparison with the ratings on other and similar edible articles 
as peanut butter, bakery goods, etc. Asks for third class, L. C. L. 
12124. W. A. Wimsatt, Washington, D. C., vs. B. & O. et al. 

Unjust, unreasonable, unduly preferential and unduly preju- 
dicial rates on lumber and other commodities within District of 
Columbia. Asks cease and desist order and just and reasonable 
rates. 

American Magnesia Products Co., Chicago, vs. Muscatine, 
Burlington & Southern et al. 

Against a rate of 1lc on 43 carloads sand from Muscatine, Ia., to 
Hawthorne, Ill... as unjust and unreasonable because in excess of 
$1 per ton. Asks for reasonable rates and reparation. 
Parkersburg Rig and Reel Co., Parkersburg, W. Va., vs. 
B. & O., Payne et al. 

Unjust and unreasonable rates on three cars of steel calf and 
bull wheel shafts and one car steel crown blocks from Parkers- 
burg to Eastland and Ranger, Tex. Asks for reasonable rates and 
reparation. 


. 12127. Swift & Co. vs. St. Louis-San Francisco et al. 


Against a rate of 77%c on fresh meats and 39c on packing house 
products from Kansas City to Tulsa, Okla., as unjust and un- 
reasonable. Asks for reasonable rates and reparation of about 


$10,000. 
Armour & Co. vs. C. & N. W. et al. ; 
Against a rate of 36%c per 100 Ibs. on C. L. canned condensed 
milk from Denmark, Wis.. to Bangor. Me., as unjust and unrea- 
sonable. Asks for reasonable rate and renaration. 


. 12129. Nebraska Bridge Supply and Lumber Co., Omaha, vs. J. B. 
Payne, as agent. 

Unjust and unreasonable rates on cypress piling from Hargrove 
Switch and Cardwell, Mo., to Morrilton, Ark. 
desist order and reparation. 

12130. Standard Oil Co. (Kentucky) vs. J. B. Payne, as agent. 

Unjust and unreasonable rates on petroleum products from 


Asks cease and 
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Cushing and other refining points in Oklahoma to Bardstown anj 
other points in Kentucky by reason of non-application of com. 
muted rate on gasoline or in the alternative of the combinatigy 
on Alton, Ill, on such shipments. Asks reasonable rates anj 
reparation. : 

12131. Cleveland Provision Co., Cleveland, O., vs. A. T. & SP 
et al. 

Unjust and unreasonable rates on live stock from points 
origin in Illinois, Indiana and other middle west states to Cleve. 
land, through the refusal of carriers to unload live stock at Cleve. 
land or make allowance therefor. Asks for reasonable rates ang 
reparation of about $10,000. 

12133. Monarch Mills, Chattanooga, Tenn., vs. Central of Georgia 
et al. 

Unjust and unreasonable rates on velvet bean meal from points 
of origin in Georgia to Chattanooga. Asks reasonable rates ang 
reparation. 


No. 12134. The Manufacturers’ Assn. of Connecticut, Inc., vs. Johy 
Barton Payne, as agent. 

Unjust and unreasonable rates on coal between points in Cop. 
necticut and from points in Rhode Island to points in Connecticyt 
during period between June 24, 1918, and October 21, 1918. Agks 
reparation. 

No. 12135. Joseph Sussman, doing business under name of Tacoma 
Junk Co., Tacoma, Wash., vs. Northern Pacific. 

Unjust and unreasonable rates on scrap iron from Sidney, Mont, 
to Tacoma, Wash., and from Billings, Mont., to Tacoma. Asgks 
reparation. 

No. 12136. The Baltimore Trust Co. et al., Baltimore, Md., vs. John 
Barton Payne, as agent. 

Unlawful demurrage charges on cars of material and coal con- 
signed to the Hess Steel Corporation at Baltimore, Md., in June 
and July, 1918. Asks reparation. 

No. we West Virginia Metal Products Corporation vs. B. & 0, 
et al. 

Excessive, unreasonable and unjust discriminatory and prefer. 
ential rates on metal products from and to Fairmont, W. Va. Asks 
cease and desist order and just and reasonable rates. 

No. 12138. The Parkersburg Rig and Reel Co., Parkersburg, W. Va, 


No. 


No. 


No. 


- 12146, 


vs. M. K. & T. et al. 

Unreasonable, exorbitant, unjustly discriminatory and unduly 
prejudicial rates on wooden tank staves and heading and staves, 
and including iron or steel fixtures, as band iron and lugs, used 
in construction of tanks, from Tulsa, Okm., and from points jn 
Texas to Kentucky destinations, in that rates exceeded and exceed 
charges of transportation of staves and heading in straight C, L, 
lots and the iron and steel fixtures at L. C. L., and also because 
they exceed or exceeded contemporaneous rates on lumber from 
which tank staves and heading are manufactured. Asks cease 
and desist order, just and reasonable rates and reparation. 
12139. The American Agricultural Chemical Co., New York, ys. 
John Barton Payne, as agent. 

Unjust and unreasonable rate on cottonseed cake from Savan- 
nah, Ga., to Alexandria, Va., January 12, 1918. Asks reparation. 


. 12140. The Loewenthal Co., Chicago, vs. C. & N. W. et al. 


Unjust, unreasonable, unduly discriminatory and unduly prefer- 
ential and prejudicial rates on scrap rubber, scrap metals and 
junk from points in state of Texas to Chicago, because of in- 
creased differentials under Ex Parte 74, Chicago over St. Louis, 
from 6c to 10c. Asks for reasonable rates and reparation. 


. 12141. Mississippi Valley Iron Co., St. Louis, vs. C. B. & Q. et al. 


Unjust and unreasonable rates on coke from Minneapolis to St. 
Louis. Asks for reasonable rates and reparation. 


. 12142. John M. Buckland, trading as National Slag Co., Allentown, 


Pa.,. ve. P. & R. et al. 

Against a rate of $1.90 on slag from Emaus, Pa., to West Col- 
lingswood, N. J., as unjust and unreasonable. Asks for reason- 
able rates and reparation. 


. 12143. Gulf Refining Co. of Louisiana et al. vs. St. L.-S. F. et al. 


Against a rate of 50c on gasoline from West Tulsa, Okla., to 
Avondale, La., as unreasonable because in excess of rate of 33c 
from West Tulsa to Gretna, La. Asks for reasonable rates and 
reparation. 

12144, eres Coal Co. et al., Williams, Okla., vs. Midland Val- 
ley et al. 

Unjust and unreasonable rates on coal from Williams, Okla., to 
Kansas City, Mo. Asks for reasonable rates and reparation. 


12145. Fairmont & Cleveland Coal Co., Fairmont, W. Va., vs. 
B. & O. et al. 

Unjust and unreasonable rates on coal from Hood Mine, W. Va., 
to destinations in New York and New Jersey by reason of addi- 
tional charges assessed by the New York Transit Co. Asks for 
reasonable rates and reparation. 

National Live Stock Shippers’ League et al. vs. A. T. & 
S. F. et al. ; 

Unjust, unreasonable and discriminatory rates on live stock in 
western district because of advances under Ex Parte 74. Asks 
just and reasonable rates by reducing advance in western group 
30 per cent and in Mountain-Pacific group 20 per cent. 


No. 12147. Gulf Production Co., Pittsburgh, Pa., vs. Midland Valley 
et al. 

Unjust and unreasonable rate of 90c on tank iron, k. d., from 
Jenks, Okla., to East Columbia, Tex., January 17, 1919, in that It 
exceeded rate of 69c in effect from Tulsa and Sand Springs, Okla. 
to same destination. Ask resparation. 

No. 12147. Sub. No. 1. Gulf Pipe Line Co., Pittsburgh, Pa., vs. Same. 


No. 


. 12148. 


. 12149. 


Unjust and unreasonable rate of 70c on plate iron, k. d., from 
Watkins, Okla., to Raywood, Tex., in that it exceeded 69c. Asks 
reparation. 

12147. Sub. No. 2. Same vs. Same. 

Unjust and unreasonable rate of 90c on plate iron, k. d., from 
Watkins, Okla., to East Columbia, Tex., in that it exceeded 69. 
Asks reparation. 

12147. Sub. No. 3. Gulf Production Co. vs. Same. 

Unjust and unreasonable rate of 90c on tank iron, k. d., from 
Watkins, Okla., to East Columbia, Tex., in that it exceeded rate 
of 69c. 

12147. Sub. No. 4. Same vs. St. L.ous-San Francisco et al. — 

Unjust and unreasonable rate of 66%4c on iron pipe from Bow 
den, Okla., to Eastland, Tex., in that it exceeded 44c. Asks repa 
ration. 
Andrew Dutton Co. et al., Boston, Mass., vs. Santa Fe 
et al. : 

Unjust, unreasonable, unjustly discriminatory and unduly ihe 
diciai rates on kapok, imported, from Pacific coast ports to Bosto 
and other Atlantic seaboard points. Asks reparation of $21,009. 
Armour & Co. vs. Erie et al. , — 

Unjust and unreasonable charge of $15 per car during federé, 
control and $21 thereafter on shipments of meats, lard, prs 
milk and other food products from Jersey City to Weehaw en, 
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Havana Line 


MERCHANTS AND MINERS 
TRANSPORTATION COMPANY 


(Established 1854) 
Norfolk—Newport News—Havana 
A-1 Steel S. S. ‘‘LAKE sueenll Ready February 15 


A Steamer 


. . . February 28 


Charters ontenamal pan full cargoes to any port 


Shippers will avoid many difficulties and attend- 
ant losses by forwarding their business via this 


regular established line, 


steamers. 


operating fast steel 


Through export bills of lading issued from all 


interior points. 


Cheaper Rates from Interior Points via 
Norfolk and Newport News 


Atlanta, Ga. > 
Baltimore, Md. . 
Boston, Mass. 

Havana, Cuba . 
Jacksonville, Fla. 
Norfolk, Va. . 
Philadelphia, Pa. 
Pittsburgh, Pa. . 
Providence, R, I. 
Savannah, Ga. 

St. Louis, Mo. 


A. W. GRAVES, Manager, Baltimore, Md. 





For Rates and Space apply to 


C. S. Buford, Commercial Agent 


. V. Molanphy, General Agent 
_M. Haile, General Agent 

. E. Porter, General Agent 

. L. Bongartz, General Agent 
. T. Fowler, Commercial Agent 
. H. Miller, General Agent 
.M. Griffin, Local Agent 

-R. Bell, Freight Representative 


“7: 

















WARD LINE 


Regular Services and Frequent Sailings 


Belgium, France, Germany, Holland, 


Portugal, Spain, Canary Islands, Argen- 
tine, Brazil, Bahamas (Nassau), Cuba, 


Mexico, 


Sailing list and information 
on application. 


All Standard Codes. 


GENERAL AGENCIES 


M.L, Schultz, 1501 Marquette Bldg., Chicago, i 


y Thomas, 1012 Whitney - idg., 


ew ; Orleans, La. 
Wn, a! bey ny 24 Ofieios st Havana, Cuba 
el Co., Gal 


veston, "Texas 


New York and 
Cuba Mail S. S. Co. 


GENERAL OFFICES 
Foot of Wall St., New York, N.Y. Uf 


1H. W 


River Plate, 
Uruguay, West Indies. 


TRAFFIC WORLD 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 


BETWEEN 


New Orleans, San Francisco, 
Los Angeles Harbor, Portland, 
Tacoma and Seattle 


Via Panama Canal 


New Orleans—Puerto Colombia and Cartagena, Col., S. A. 


ALSO 


Canal Zone and Panama, West Coast Ports of Central 
America and Mexico, and Transhipment Service via Cris- 
Z., to West Coast Ports of South America as 


tobal, C. 
Cargo Offers. 


S.S. ELDORADO—Loading New Orleans About Feb. 18th 


S.S. EASTERN SWORD — About Feb. 


S.S. IRIS—Loading New Orleans Early March 
S.S. ALVARADO—Loading New Orleans Early April 
Rates quoted, bookings and other information furnished upen application 
THE J. H. W. STEELE COMPANY, Agents 
630 Common St., New Orleans, La. 


a ALSO AT 
50 Broad Street 
Texas City New York City 


220—2Ist Street 
Galveston, Texas 








_ NEW YORK 
BALTIMORE 
MONTREAL 


QUEENSTOWN 
PLYMOUTH | 
LONDON 
LONDONDERRY 
CHERBOURG 
ANTWERP 


HAMBURG 
MEDITERRANEAN 


t. 
a 107 E. Baltl- 


more St. 
Boston, 126 State St. St. 
Cleveland, | Hotel Cleve- 
an 


NY Bidg 
| Detroit, 30° Washington 
Bivd. 


Third St. 
and Second Ave., So. 


New Orleans, 
Charles St. 


Pacific — Caribbean — 


CUNARD 


ANCHOR 
ANCHOR-DONALDSON ° 


Regular Services 
Between 


General Offices: 21-24 State St., N. Y. City 


Chicago Office: 
Cunard Bidg., 140 N. Dearborn Street 
Atlanta, 55 N. Forsythe Philadelphia, 1300 Wal- | 
Pittsburah, 712 Smithfield 


7 Fn 501 Mar- 


St 
— 621 Second 
Vancouver, 622 aL: 


St. W. 
i} Washington, D. C., 517 
ii) Montreal, 20 Hospital st. 14th St. N. W. 
205 St. Winnipeg, 270 Main St. 
Or Local Agents 
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485 California Street 
San Francisco, Calif. 













BOSTON 
PHILADELPHIA 
PORTLAND, ME. 


LIVERPOOL 
SOUTHAMPTON 
BRISTOL 
GLASGOW 
HAVRE 
ROTTERDAM 
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N. J., in that $15 exceeded $12.50 and $21 exceeded $17.50. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. ey Cambria Steel Co. et al., Philadelphia, vs. Pennsylvania 
et al. 

Unjust demurrage charges on shipments of iron ore, sand, clay, 
coal, slag and flue dirt because shipments were frozen in transit 
so as to prevent unloading during prescribed free time. Asks 
cease and desist order, just and reasonable charges and reparation. 

No. 12151. Corn Products Refining Co., Granite City, Ill., vs. John 
Barton Payne, as agent. 

Unjust, unreasonable, unjustly discriminatory rates on syrup, 
syrup jelly, feed, meal and other commodities, from Granite City, 
Ill., to points of destination within switching limits of St. Louis 
during federal control. Asks reparation. 

No. 12152. H. D. Lee Flour Mills Co. et al., Salina and Lindsborg, 
Kan., vs. John Barton Payne, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on flour from Salina and Lindsborg, Kan., to Gal- 
veston, Tex., for export. Asks reparation. 

No. 12153. The Charles Boldt Paper Mills Co., Cincinnati, O., vs. 
John Barton Payne, as agent. 

Unjust and unreasonable rates on coal from Harveyton, Ky., 
to Red Bank, Cincinnati, O. Asks reparation. 

No. 12154. New York & New Jersey Lubricant Co., Newark, N. J., 
vs. Lehigh Valley et al. 
_ Unreasonable, discriminatory and prejudicial rates on petroleum 
iubricating oil and grease from Newark, N. J., to Charlotte, N. C., 
and Atlanta, Ga., during federal control. Asks reparation. 


A. R. A. FREIGHT STATION SECTION 


A freight station section has been created in the operating 
division of the American Railway Association and a temporary 
committee of direction has been appointed to organize and 
handle the work of the section. The personnel of the temporary 
committee of direction is as follows: C, E. Fish (chairman), 
freight agent, Baltimore & Ohio Railroad, Cincinnati, Ohio; J. C. 
Gilmore, freight agent, Pennsylvania Railroad, Philadelphia, 
Pa.; ©. M. Teschemacher, freight agent, Chicago & Alton Rail- 
road, Chicago, Ill.; E. L. Kemp, general agent, Union Stock Yard 
Agency, Chicago, Ill.; J. L. Harrington, freight agent, Chicago, 
Burlington & Quincy Railroad, Omaha, Neb.; C. E. Cochrane, 
freight agent, Pennsylvania Railroad, Baltimore, Md.; C. Treat 
Spear, freight agent, Chicago, St. Paul, Minneapolis & Omaha 
Railroad, St. Paul, Minn.; W. F. Jennings, freight agent, Southern 
Railroad, Cincinnati, Ohio; L. H. Caswell, freight agent, Chicago 
Great Western Railroad, Minneapolis, Minn. Its officers are: 
C. E. Fish, chairman; J. C. Gilmore, first vice-chairman; C. M. 
Teschemacher, second vice-chairman; R. O. Wells, secretary. 


VA. SOUTHERN MORTGAGE 


The Virginia Southern Railroad Company has been author- 
ized by the Commission to issue a promissory note of $37,000, 
bearing 6 per cent interest, to the First National Bank, of Rich- 
mond, Va., which has agreed to advance to the carrier $37,000 
for the payment of a past due mortgage of $75,000. The Com- 
mission has approved a loan of $38,000 to the carrier for the 
remainder of the amount due on the mortgage. The Commis- 
sion also authorized the company to issue $150,000 of first mort- 
gage 6 per cent gold bonds and to pledge $76,000 of them as se- 
curity for the loan from the United States and to pledge $74,000 
of them as security for the note to the First National Bank. 


L. & N. BONDS 


The Louisville & Nashville Railroad Company has applied 
to the Commission for authority to issue $3,500,000 of 6 per cent 
first mortgage bonds, secured by a first mortgage on the property 
of the Southeast & St. Louis Railway Company, for $3,500,000. 
The proposed bonds are to be used in retiring $3,500,000 of 
bonds maturing March 1, 1921, under a mortgage of the S. & 
St. L., which company’s road was leased to the L. & N. in 1881 
for 49 years. The L. & N, also owns all of the outstanding 
stock of the S. & St. L. That part of the proposed issue which 
holders of maturing bonds will not accept in exchange will be 
sold at not less than par. 


C. & E. I. REORGANIZATION 
The Trafic World Washington Bureau 


The proposed plan of the Chicago & Eastern Illinois Rail- 
way Company to acquire the property of the Chicago & Eastern 
Illinois Railroad Company under a decree of foreclosure by a 
federal court in Illinois has been approved by the Commission 
in a report and order in Finance Docket No. 1146. Under the 
order the applicant is authorized: . 


(1) to issue $4,285,000, principal amount, of prior lien or first 
mortgage bonds; $32,156,000, principal amount, of general or second 
mortgage bonds; $24,030,150, par value, of preferred stock, and $25,- 
500,000, par value, of common stock: 

(2) to assume liability for the payment of the principal and in- 
terest of $91,000, principal amount, of Chicago & Eastern Illinois Rail- 
road Company’s first mortgage extension bonds; $2,736,000, principal 
amount, of Chicago & Eastern Illinois Railroad Company’s first con- 
solidated mortgage bonds; $142,000, principal amount, of Evansville 
Belt Railway Company’s first mortgage bonds; $1,640,000, principal 
amount, of series H equipment obligations issued by Chicago & 
Eastern Illinois Railroad Company, and $741,000, principal amount, of 
United States equipments issued by the receiver of Chicago & Eastern 
Illinois Railroad Company to director-general of railroads, United 
States Railroad Administration; and 

(3) in the event that a loan of $785,000 be made to applicant, under 
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section 210 of the transportation act, 1920, as amended, and in the 
event that the director-general of railroads shall lend $3,500,000 to 
William J. Jackson, receiver of Chicago & Eastern Illinois Railroad, to 
issue and pledge as security for such loans such additional prior lien 
$1 py Sa bonds not exceeding in aggregate principal amount 


Receivers were appointed for the property of the railroag 
company May 27, 1913, and the receivership has continued since 
that time. Committees representing 90 per cent of the railroag 
company’s general consolidated and first mortgage bonds, 9} 
per cent of its refunding and improvement mortgage bonds, 99 
per cent of the Evansville & Terre Haute Railroad Company’s 
first general mortgage bonds, 62 per cent of the latter company’s 
refunding mortgage bonds and substantially all of the railroad 
company’s stock, determined on the reorganization program, 
The applicant company was organized to purchase certain of 
the properties under the decree of foreclosure. Under the plan 
of reorganization the total capitalization will be $91,321,150, and 
the applicant’s interest charges will be $2,169,628, as against 
$4,288,581 of the old company. 

“It is represented to us by the applicant that, with the 
issuance of the securities contemplated, the applicant will be 
amply financed, and thus will be in a position fully and eff. 
ciently to perform its duties as a common carrier,” the Com- 
mission said. 


TELEPHONE REVENUE 


The Trafic World Washington Bureay 


A compilation of the reports of 65 telephone companies for 
October by the Commission shows an increase in the number 
of company stations from 8,438,587 to 9,111,315, or 8 per cent, as 
compared with October, 1919. Operating revenues increased 
from $36,917,316 to $42,402,287 or 14.9 per cent; expenses from 
$27,125,565 to $33,108,448 or 22.1 per cent. The operating income 
fell from $7,511,749 to $6,824,476 or 9.1 per cent. 

For the ten months ending with October the revenues in- 
creased from $335,652,309 in 1919 to $401,689,503 or 19.7 per cent; 
expenses from $248,077,374 to $308,097,387 or 24.2 per cent. The 
operating income increased from $63,872,037 to $67,149,112 or 
5.1 per cent. 


WAREHOUSING AND DISTRIBUTING ASSOCIATION 


The Shippers’ Warehousing and Distributing Association was 
recently organized in Chicago by traffic managers and representa- 
tives of manufacturers and merchants who distribute their mer- 
chandise and manufactured products through public warehouses 
in the United States and Canada. This organization is national 
and its purposes are to bring about closer co-operation between 
manufacturer and warehouseman, to standardize and simplify 
forms, documents, and reports, and to standardize rules, prac: 
tices, and services in relationship between warehousemen and 
shippers. The association plans the formation of a central bu- 
reau where accurate information as to location of warehouses, 
their facilities, rail and water connections, and character may 
be obtained by members promptly, The officers are: President, 
John Simon, mgr. transfer dept. Keystone Steel & Wire Co. 
Peoria, Ill.; first vice-president, A. H. Barnes, traffic mgr., Hor- 
lick’s Malted Milk Co., Racine, Wis.; second vice-president, Jno. 
J. Sinnott, traffic mgr., F. F. Dalley Corps., Ltd., Hamilton, Can- 
ada; third vice-president, W. B. Everest, traffic manager, West- 
inghouse Elec. & Mfg. Co., Pittsburgh, Pa.; general counsel, F. 
D. Campau, general counsel, Furniture Manufacturers’ Ass’'2, 
Grand Rapids, Mich.; secretary, K. B, Stiles, 239 West 39th St. 
New York City; treasurer, P. T. MacKie, D. F. A., Americal 
Sugar Refining Co., Chicago, III. 


HEARINGS POSTPONED 


Royal McKenna, appearing for the Director-General at the 
hearing on No. 12046, before Examiner Jewell, in Chicago, Feb- 
ruary 9, requested a postponement on account of the illness 
of his chief witness. Attorneys for Armour & Co. and Swift 
& Co., complainant and intervener, agreed to a postponement 
and requested that a date be set for hearing in Washington, as 
soon after February 23 as possible. 

Hearing in No. 12027, which was to have taken place before 
Examiner Jewell in Chicago, February 8, was postponed at the 
request of both the defendants and the complainant. Royal 
McKenna, appearing for the Director-General, said his chief wit: 
ness was sick at his home in Washington. A. R. Miller, attorney 
for the Illinois Brick Company, said he had an important cas¢ 
in court, for which the jury had already been drawn and which 
was to be tried that day. The examiner indicated that he would 
hear the case February 17, if no other assignments were made 
by the Commission in the meantime. 


L. & J. BRIDGE & R. R. CO. LOAN 


The Commission has approved a loan of $162,000 to the 
Louisville and Jeffersonville Bridge and Railroad Company to 
enable the applicant to provide itself with additions and bettel- 
ments to way and structures. 
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SHIP THROUGH THE 


Port of Los Angeles 


The Port of Los Angeles is nearer to more of the great producing and con- 
suming centers of the United States than any other Pacific Coast port. 
served by transcontinental railroads that are open to traffic the year round. 


Steamship Service to All Parts of the World 


THE TRAFFIC WORLD 


It is 


A Harbor Made to Order 


A safe harbor for any size vessel, accessible in any 
weather. 

No bar to cross; 48 feet depth at low tide at 
entrance to the harbor. 

Quiet anchorage within five minutes from the open 
sea. United States Government has expended more 
than $6,000,000 on Port improvements and is now 
expending more than $1,000,000 additional. 

City of Los Angeles has expended $5,500,000 for 
improvements and is now making further impor- 
tant improvements with a new appropriation of 
$4,500,000. 

Lowest port charges of any Pacific Coast port. 


Write for further information 


Board of Harbor 


SUITE 33, CITY HALL, LOS ANGELES, U. S.°A. 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokers—Track Connections with all Railroads and Steamship 
Docke—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 












CINCINNATI, OHIO 
J. C. BUCKLES TRANSFER COMPANY 


67 Plum Street 


FREIGHT FORWARDING AND TRANSFER AGENTS 


Distributors and Forwarders of Pool Cars a Specialty 
Both Team and Motor Truck Service. Also Export Freight Contractors 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Delivery Service and Carioad 
Distributors 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 

ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 








More than 2% miles of municipal wharf frontage, 
including some of the finest port facilities in Amer- 
ica. Also nearly five miles of privately-owned 
wharves. / 

Five municipal transient sheds, with 9,750,000 
cubic feet of storage space. 

A six-story concrete municipal warehouse with a 
capacity for more than 80,000 tons of storage. 

Municipal Terminal Railway connecting city 
wharves with three transcontinental railroads and 
with the Pacific Electric Railway. 

Municipal high density cotton compress. 


Only one 
on the Pacific Coast. 


Commissioners 


CARLSON’S INDUSTRIAL 


Traffic Managers’ College 


Top Floor Tribune Bidg., New York, N. Y. 


Practical Instructions given by Expert Traffic Managers. No 
Theory, actual use of tariffs as applied to Domestic, Import and 
papers Shipping. TEXT MATTER includes important changes in 
Rules and Regulations, up to date, in loose-leaf form. 

Night Classes. Personal re ~ 4 Mall. 

Prospectus Free. Correspondence Solicited. 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 
Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for reshipping without cartage. Insuranee rate 
12 cents. Members of American Warehousemen’s Association and 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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WESTERN UNION-POSTAL CASE 


The Trafic World Washington Bureau 


The Commission has denied the application of the Western 
Union for a rehearing in No. 11131, Postal Telegraph-Cable Co. 
vs. Western Union, in which the Commission held that the de- 
fendant was unjustly discriminating against the Postal in re- 
fusing to accept messages from it which it could not transmit 
over its own wires, except on payment of cash in advance, while 
extending credit to other customers. 

In the application for rehearing, the Western Union said 
it was not disposed to question the decision of the Commission, 
although not convinced that it was right, if it meant that the 
Western Union could comply with the order by charging the 
messages to the account of the Postal. It said that if it was 
intended that the Western Union should resume the practice of 
charging the messages to the account of the customer, then 
a different question would be presented. 

Denial of the application for rehearing leaves the question 
of how the Western Union will comply with the order to re- 
move the discrimination to that company. The Postal, in its 
answer to the application for rehearing, said the Western Union, 
in the old days used to give John Smith, for instance, credit 
when he sent his messages directly to the Western Union office, 
but deny it to him if he sent the message through the agency 
of the Postal, so there was discrimination against both Smith 
and the Postal because, after the return of the wires to the 
telegraph companies, the Western declined to give credit to 
either Smith or the Postal on messages forwarded to the send- 
ing office in that way. 


MINOR COMMISSION ORDERS 


The Commission has denied petitions of the Director-General 
for rehearing in the following cases: 10829, Southport Mill, Ltd., 
vs. Director-General as Agent A. T. & S. F. Ry. et al.; 10602, 
Procter & Gamble Go. vs. Director-General as Agent A. T. & S. F. 
Ry. et al.; 10507, Chamber of Commerce, Houston, Tex., et al. vs. 
Director-General; 10941, the Texas Cottonseed Crushers’ Asso- 
ciation vs. Director-General, Northern Pacific Ry. et al.; 11007, 
and Sub. 1, Globe Oil Mills vs. Director-General as Agent vs. 
Sou, Pac., A. T. & S. F. et al.; 10599 and 10600, Procter & Gamble 
Co. vs. Director-General as Agent, C. N. O. & T. P. et al. 

The Commission has denied defendant’s petition for rehear- 
ing in No. 10236, Diamond Alakli Co. vs. Fairport, Painesville 
& Eastern Railroad et al. 

The Commission has denied petition of defendant’s petition 
for rehearing in No, 10236, Diamond Alkali Co. vs. Fairport, 
Painesville & Eastern Railroad et al. 

The Lake Charles Association of Commerce and the Shreve- 
port Chamber of Commerce have been authorized by the Com- 
mission to intervene in Natchez Chamber of Commerce Vs. 
Natchez & Southern Ry. et al., No. 12009. 

In 12026, Board of Railroad Commissioners of the State of 
South Dakota vs. Ahnapee & Western et al., the Traffic Bureau 
of the Sioux City Chamber of Commerce and the St. Paul Asso- 
ciation of Public and Business Affairs are permitted to intervene. 

In 12048, Omaha Live Stock Exchange vs. C. M. & St. P. 
et al., the National Live Stock Shippers’ League and the Sioux 
City Live Stock Exchange are permitted to intervene. 

In 12096, Botany Worsted Mills et al. vs. Boston & Albany 
et al., the Boston Wool Trade Association is permitted to in- 
tervene. 

The Commission has authorized the Perry County Coal Cor- 
poration and the West Virginia Coal Company of Missouri to 
intervene in No. 12017, St. Louis-San Francisco Railway vs, East 
St. Louis & Suburban Railway Co. et al. 


RAILROAD FUNDED DEBT 


The total funded debt actually outstanding of Class I roads 
on December 31, 1919, amounted to $9,066,869,117, according to 
compilations made by the Bureau of Railway Economics from 
annual reports of carriers to the Commission. 

The total debt was made up as follows: Mortgage bonds, 
$6,888,178,767; collateral trust bonds, $812,793,130; income bonds, 

210,641,110; miscellaneous obligations, $784,083,155; equipment 
obligations, $271,161,225, and $11,750 of receipts outstanding for 
funded debt. 

The funded @ebt of the Class I roads represents 82 per cent 
of the total funded debt of all steam roads in the United States. 


RELEASED FROM SUSPENSION 


The Trafic World Washington Bureau 


The Commission, February 5, released from suspension, in I. 
and S. No. 1260, Class Rates to and from Mississippi Valley 
Points, many pages of Davies’ I. C. C. A29, supplement 24, and 
Supplements Nos. 25 and 26 to Speiden’s I. C. C. 252, which were 
found to be in compliance with the Commission’s decision in the 
fourth section phase of No. 9702, Memphis-Southwestern case, on 
which numerous hearings were had by Examiner Pitt, a member 
«of the fourth section board. The release from suspension was 





made by a supplemental order in I. and S. No. 1260 That order 
recited that the enumerated pages had been suspended from 
December 14 to April 14, but that they should now be released 
from suspension, and that they were released, as of February 14. 
All were suspended because the Commission could not conduct a 
check, before the effective dates, to determine whether the rates 
carried in the pages now released were or were not in compli. 
ance with the order. 


SUSPENSION LIFTED 


The Trafic World Washington Bureay 


The Commission, February 7, in a supplemental order jn 
I. & S. No, 1263, released from suspension parts of Kelly’s I. ¢. ¢. 
No. 784 and Leland’s No. 1280. The released pages and items 
have been checked by the Commission and by their relinquish. 
ment from suspension the Commission has held them to be in 
compliance with its permissive order in Ex Parte No. 74. 

Some dispute as to whether the items in supplements re. 
leased from suspension are really in conformity with the Com. 
mission’s rules for stating increases on rates applying from one 
territory to another has already risen. Swift & Co. and Okla- 
homa packers have wired protests against the relinquishment of 
several of the items in Leland’s tariffs. Their protests were 
made as a result of a statement by Leland in testimony on 
I. & S. No. 1263, now béing taken, that the Commission was 
about to release from suspension items there under discussion. 
They notified the Commission that Mr. Leland had said that 
it intended raising the suspension order as to items under dis- 
cussion at the hearing against which they had lodged specific 
protest. They desired, they said, to renew their protests and 
to strengthen them so as to cover the action which Leland said 
the Commission intended to take if such was its intention. They 
said they wanted to be heard on the points involved. 

The pages released from suspension make a list of three 
legal pages of typewriting. 


B. & O. BONDS 


The Trafic World Washington Bureau 


In Finance Docket No. 1202 the Commission has authorized 
the Baltimore & Ohio to pledge, from time to time, as security 
for short term notes to be issued as needed, bonds which are 
nominally issued or authorized to be issued, viz. $5,000.000 worth 
of its Toledo-Cincinnati Division first lien and refunding mort: 
gage, series B five per cent bonds; $2,000,000 worth of its re 
funding and general mortgage, series A five per cent bonds; and 
$2,935,000 worth of its refunding and general mortgage series B 
six per cent bonds. 

This authority was sought and procured as a precautionary 
step to be used if and when required, in the future. The B & 0 
does not at present contemplate the issue of any specific short 
term notes. It desired, however, to be prepared to pledge from 
time to time, the bonds before mentioned, as security for such 
short term notes as it may have occasion to issue to meet its 
temporary requirements. Authority to issue short term notes is 
not required under the Transportation Act, but authority to issue 
bonds to be used as collateral for such notes is required, hence 
this application. 

In disposing of the application the Commission said it was 
obvious that freedom of action in the negotiation of short time 
loans would be substantially curtailed if, before each issue of 
notes, it were necessary to obtain an order authorizing a pledge 
of bonds to be offered as security therefore. The necessity for 
such loans, the Commission said, cannot always be foreseen and 
the opportunity to make them upon favorable terms might be 
lost during the delay incident to procuring such authorization. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


Production of soft coal continued to decline the week ended 
January 29, the total output being estimated at 8,525,000 net tons, 
a decrease of 673,000 tons, or 7.3 per cent, when compared with 
the preceding week, according to the report of the Geological 
Survey, Department of the Interior, under date of February 9. 

The number of cars loaded daily, according to data supplie 
the Survey by the American Railway Association, was as fol 
lows: January 24, 29,855; January 25, 27,261; January 26, 27,151; 
January 27, 26,647; January 28, 26,473; January 29, 17,836; Jan 
uary 31, 27,823, and February 1, 26,613. 

“While lack of orders has increased in importance as 4 
factor limiting production, the other factors, transportation and 
labor, have become for the time ample to meet the demands 
placed upon them,” the Survey said. “The average loss of time 
attributed by the operators to transportation was 2.4 per cent, 
as against 3.1 per cent during the week preceding.” 


Published at noon every business day in the yeal, 
THE DAILY TRAFFIC WORLD is meeting the traffic 
needs of “big business.” 
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Docket of the Commission 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 14—Chicago,. Ill.—Examiner Jewell: 
* 12061—Wilson & Co., Inc., et al. vs. Director General. 
12038—Morris & Co. vs. Director General. 
February 14—St. Louis, Mo.—Examiner Hosmer: 
1. and S. 1285—Elimination of concurrences of certain terminal lines 
at St. Louis. 


February 14—Peoria, Ill.—Examiner Howell: 
8347—Peoria Board of Trade vs. A. T. & S. F. et al. 


February 14—Jackson, Miss.—Examiner Witters: 
12029—MacGowan Coffee Co. vs. Ill. Cent. et al. 


February 14—Houston, Tex.—Examiner Mullen: 
|. and S. 1280 and ist supplemental order—Rail and water rates from 
Atlantic seaboard territory to Texas points. 


February 14—Washington, D. C.—Examiner Mackley: 
* 1. and S. 1292—Switching coal and coke at Harrisonburg, Va. 
February 14—Omaha, Neb.—Examiner Flynn: 
12048—Omaha Live Stock Exchange vs. C. M. & St. P. et al. 
February 14—New Bedford, Mass.—Examiner Early: 
12034—New Bedford Board of Commerce, for and on behalf of 
Holmes Mfg. Co. et al., vs. Director General. 


February 15—Washington, D. C.—Examiner Mackley: 
* 1, and S. 1293—Handling charges at Louisiana ports. 


February 15—St. Louis, Mo.—Examiner Hosmer: 

1. and S. 1279—Grain from St. Louis, Mo., to Cincinnati, O., and 
Louisville, Ky. (2). 

February 15—Chicago, Ill._—Examiner Jewell: 

en Petroleum Refiners’ Assn. vs. Aberdeen & Rockfish 
et al. 

February 15—Lucedale, Miss.—R. R. Commission of Mississippi and 
Public Service Commission of Alabama: 

Finance Docket 59—In the matter of the application of the Alabama 
& Mississippi R. R. companies for a certificate of public con- 
venience and necessity. 

February 15—Omaha, Neb.—Examiner Flynn: 

11866—Omaha Chamber of Commerce, Traffic Bureau, vs. C. & N. 

Wi. et al. 


February 16—Providence, R. I.—Examiner Early: 
11983—Moshassuck Valley R. R. Co. vs. N. Y. N. H. & H. et al. 
February 16—Chicago, Ill—Examiner Jewell: 
11699—The National Live Stock Exchange vs. A. T. & S. F. et al. 
11700—The National Live Stock Exchange vs. Ann Arbor et al. 


February 16—Argument at Washington, D. C.: 
11327—Craig Mountain Lumber Co. et al. vs. Great Northern et al. 
11081—-Roundup Coal Mining Co. vs. Big Fork & International Falls 


et al. 
11340—Bridgeman-Russell Co. et al. vs. Great Lakes Transit Cor- 
poration et al. 


February 16—Salt Lake City, Utah—Examiner Eshelman: 
i. and S. 1266—Smelter products from Nevada and Utah. 


February 17—Washington, D. C.—Examiner Mackley: 
* |, and S. 1294—Official express classification rule governing detention 
of cars. 
February 17—Des Moines, Ia.—Examiner Flynn: 
1. and S. 1287—Iron poles, pipes and connections between Mississippi 
River crossings and Iowa points. 
February 17—Houston, Tex.—Examiner Mullen: 
1. and S. 1282—Increased estimated container and C. L. min. wte. on 
kale, lettuce and spinach from southern points. 
February 17—Argument at Washington, D. C.: 
10807—-Illinois Zine Co. et al. vs. Mo. Pac. et al. 
10311—-Downey Ship Building Corporation vs. S. I. R. T. et al. 
10311 (Sub. No. 1)—Trustees in liquidation of Milliken Bros., Inc., vs. 
. - me. o. OC Oe . 
11476—-Pequest Co. vs. Director General. 
February 18—Argument at Washington, D. C.: 
11589—Morris & Co. vs. A. T. & S. F. et al. 
11522—Swift & Co. vs. C. R. Il. & P. et al. 
11105—United Chemical and Organic Products Co. ws. Ind. Harb. 
Belt et al. 
February 19—Washington, D. C.—Examiner Mackley: 
* 1. and S. 1296—Interchangeable acceptance of 60-trip commutation 
tickets. 


February 19—Keokuk, Ia.—Examiner Flynn: 
12006—Keokuk & Hamilton Bridge Co. vs. Wabash et al. 
February 19—Cairo, Ill—Examiner Howell: 
1. and S. 1284—Switching between C. C. C. & St. L. incline tracks 
and connections at Cairo, Il. 


February 19—New Albany, Ind.—Examiner Witters: 
12018—The City of New Albany, Ind., and Robert W. Morris vs. L. & 
N. Ry. & Lighting Co. 
12018 (Sub. No. 1)—Chamber of Commerce et al. vs. Louisville & 
Northern Ry. & Lighting Co. 


February 19—Argument at Washington, D. C.: 
11503—Rock Products Traffic League vs. C. B. & Q. et al. 


INTERSTATE COMMERCE 








Copies of testimony in the above matters may be had from 


York, N. Y., Official Reporters to the Commission. 








‘COMMISSION HEARINGS 


Indianapolis, February 9. Dockets 12050, 12001. Coal Rates in Indianapolis and Illinois 
Chicago, February 7. Docket 12003. Rates on Fuel Oil from Oklahoma and Kansas Refineries to Burlington, Iowa 
Chicago, January 24. Docket 11966. Matter of Unloading Live Stock 


The State Law Reporting Company, Woolworth Building, New mission cases may be had at the rate of 12%c per page, 
as fixed by the Commission. 
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11281—Wausau Box and Lumber Co. et al. vs. C. M. & St. P. and 
Director General. 
11534—Transcontinental Freight Co. vs. Director General. 
February 19—Chicago, Ill.—Examiner Jewell: 
1. and S. 1290—Class rates from eastern points to Green Bay, Wis., 
and other points. 


February 21—Bismarck, N. D.—Examiner Healy: 
12085—In the matter of intrastate rates, fares and charges of the 
oo Fae & St. P. Ry. Co. and other carriers in the state of North 
akota. 


February 21—Columbus, O.—Examiner Howell: 
12092—In the matter of rates, fares and charges of the Steubenville, 
East Liverpool & Beaver Valley Traction Co. within the states 
of Ohio and Pennsylvania. 


February 21—Galveston, Texas—Examiner Hunter: 
a o* ean Commercial Assn. et al. vs. Alabama & Vicksburg 
et al. 


February 21—Argument at Washington, D. C.: 
11357—Suzuki & Co. vs. A. T. & S. F. et al. 
11555—Chevrolet Motor Co. of California vs. A. T. & S. F. et al. 
11456—Vulcan Detinning Co. vs. Director General. 
February 23—Minneapolis, Minn.—Examiner Jewell: 
* |. and S. 1295—Grain and flour from Missouri River points to Duluth, 
Minn., and other points. 


February 23—Monmouth, Ill.—Examiner Flynn: 
12002—Western Stoneware Co. vs. C. B. & Q. et al. 


February 23—Memphis, Tenn.—Examiner Pitt: 
ts a aaa Chamber of Commerce et al. vs. Alabama & Vicks- 
urg et al. 
9702—Memphis-Southwestern investigation. 
— — City of Memphis et al. vs. Chicago, Rock Island & Pacific 

e ‘ 

9927—The Railroad Commission of Arkansas et al. vs. Arkansas 

Central et al. 

9886—Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 

Midland et al. 

10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

6390—Memphis Freight Bureau vs. St. Louis, Iron Mountain & 

Southern et al. 

10418—Arkansas Jobbers’ & Manufacturers’ Association vs. Director- 

General et al. 

10419—Arkansas Jobbers’ & Manufacturers’ Association vs. Director- 

General et al. 

Portions of fourth section applications Nos. 458, 799, 1548, 1898, 1952, 
2045, 2138, 4218, 4219, 4220, 702, 1867. 

Portions of all fourth section applications filed by agents W. A. 
Poteet, W. P. Emerson, F. A. Leland and W. H. Hosmer by which 
the carriers parties thereto ask authority to continue rates on com- 
modities from New Orleans, La., and Galveston, Tex., to Omaha, 
Nebr., Kansas City, Mo., and other Missouri River points which are 
lower than the rates contemporaneously applicable on like traffic 
to intermediate points. 

Other applications of the carriers defendants covering fourth sec- 
tion departures in the adjustment of rates herein complained of will 
be considered. 


February 23—Washington, D. C.—Examiner Mullen: 
1. and S. 1280—Rail and water rates from Atlantic seaboard terri- 
tory to Texas points. (For further hearing.) 


February 23—Argument at Washington, D. C.: 
1. and S. 1240—Water competitive rates on lumber. 
|. and S. 1236—Absorption of switching charges at Fort Worth, Tex. 
11935—Swift & Co. et al. vs. Ft. Worth & Denver City et al. 


February 23—Harrisburg, Pa.—Examiner Howell: 
12123—In the matter of rates, fares and charges of the Pennsylvania 
Ohio Power and Light Co. within the states of Ohio and Pennsyl- 
vania. 
February 24—Washington, D. C.—Examiner Bartel: 
12081—Fairmont and Cleveland Coal Co. vs. B. & O. 
12082—Fairmont and Cleveland Coal Co. vs. Monongahela. 
12083—The New River Co. et al. vs. Virginian. 
12084—The New River Co. et al. vs. C. & O. 


February 24—Argument at Washington, D. C.: 
11559—Harlan County Coal Operators’ Assn. et al. vs. Louisville & 
Nashville et al. 


February 25—Grand Rapids, Mich.—Examiner Flynn: 
12040—The American Box Board Co. of Grand Rapids, Mich., vs. 
Grand Trunk Ry. Co. of Canada et al. 


March 1—Argument at Washington, D. C.: 
* 10614—Grand Rapids Plaster Co. vs. Ann Arbor et al. 
* gg99—Canton Chamber of Commerce vs. Pennsylvania et al. 


March 2—Argument at Washington, D. C.: 

* 11127—Poehlmann Bros. Co. et al. vs. Indiana Harbor Belt et al. 

* 11127 (Sub. No. 1)—Poehlmann Bros. Co. et al. vs. Indiana Harbor 
Belt et al. 

* 11127 —_, No. 2)—Poehlmann Bros. Co. et al. vs. Indiana Harbor 
Belt et al. 

* 11127 (Sub. No. 3)—Poehlmann Bros. Co. et al. vs. Indiana Harbor 
Belt et al. 

* 9806—E. T. Stokes et al. vs. Delaware, Lackawanna & Western et al. 

* 9806 (Sub. No. 1)—E. T. Stokes et al. vs. Delaware, Lackawanna & 
Western et al. 







Transcripts of testimony in all Interstate Commerce Com- 
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"THOUSANDS of shippers depend entirely upon stencil marking 
for its accuracy and economy. 


While a hand marker is lettering one address a man with stencil 

can make ten. A stroke or two of the brush over the stencil 

makes an address that is unmistakably clear and hard to destroy. 
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* 9916—Stielow Bros. Co. et al. vs. Chicago & Northwestern et al. 
i “0 eee Coal Merchants’ Assn. vs. Atchison, Topeka & Santa 
fe @e al. 
11224 (Sub. No. 1)—Chicago Coal Merchants’ Assn. vs. Atchison, 
Topeka & Santa Fe et al. 
* 11218—Wilbur Lumber Co. et al. vs. Pittsburgh, Cincinnati, Chicago 
& St. Louis et al. 
* 11230—IF". C. Mintzlaff et al. vs. Atchison, Topeka & Santa Fe et al. 


March 3—Argument at Washington, D. C.: 

* 11507—The Texas Co. vs. Director General. 

* 11231—Suzuki & Co. vs. Wharton & Northern et al. 

* 11510—Tanners’ Council of the United States of America et al. vs. 
Director General. 


IND. HARBOR BELT BONDS 


Authority has been granted by the Commission to the Indi- 
ana Harbor Belt Railroad Company to issue $579,000 of 5 per cent 
general mortgage gold bonds and to pledge them with the 
Secretary of the Treasury for a loan of the same amount from 
the revolving fund, heretofore approved by the Commission. 
As evidence of the loan the company will give its ten-year 
6 per cent promisory notes, aggregating $579,000, which will 
be guaranteed by the carriers owning the applicant’s capital 
stock. The Commission authorized the New York Central to 
guarantee $174,000 of the notes; the Michigan Central to guar- 
antee $173,000; the C. M. & St. P. to guarantee $116,000, and 
the C. & N. W. $116,000. These companies own the capital stock 
of the applicant. The proceeds of the government loan are to 
be used for additions and betterments to equipment and to way 
and structures. 


BILL FOR FUEL STATION 


A bill (S. 4972) to authorize the United States, through the 
Shipping Board, to acquire a site on Hazzell Island, St. Thomas, 
Virgin Islands, for a fuel and fuel oil station and fresh water 
reservoir for the Shipping Board and other merchant vessels, as 
well as U. S. naval vessels, has been introduced in the Senate 
by Senator Jones, of Washington. 


PETITION TO ABANDON LINE 


Permission to abandon a line of railroad between Patterson 
and Jones Station, in Stanislaus county, California—a distance of 
approximately 23.6 miles—is requested in a petition filed with 
the Commission by the Patterson & Western Railroad Company. 
The railroad was promoted and its railroad constructed by the 
Mineral Products Company, Ltd., the applicant states, for the 
purpose of tapping what was supposed to be “wonderfully rich 
and varied mineral resources of Mineral Products Company, 
Ltd., and to transport the tonnage from the mines of said com- 
pany when developed.” The “supposedly valuable mineral de- 
posits of Mineral Products Company, Ltd.,” the applicant states, 
“have proved to be without value sufficient to justify their de- 
velopment and Mineral Products Company, Ltd., has abandoned 
all idea of developing its mineral deposits. There is no possi- 
bility of developing sufficient tonnage along the route of the 
road to pay even the operating expenses.” 


N. O. T. & M. EQUIPMENT 


The Commission has authorized the New Orleans, Texas & 
Mexico Railway Company to issue eight promissory notes of 
$25,000 each to the American Car & Foundry Company to apply 
on the purchase of ten steel passenger coaches and five steel 
baggage cars; to execute an agreement for the purchase of five 
locomotives from the War Department, whereby $2,500 each will 
be paid on delivery and the balance in nine equal installments 
of $12,500 each; to issue $800,000 of first mortgage 6 per cent 
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gold bonds and $530,000 of 5 per cent non-cumulative income 
bonds, and the pledge the same with the Secretary of the Treas- 
ury of the United States as security for a loan of $1,759,219 from 
the government, the proceeds of which will be applied on new 
equipment, improvements to equip and additions and better- 
ments; and to issue not exceeding $280,000 of 5 per cent non- 
cumulative income bonds, and for the delivery of not exceeding 
$175,000 of voting trust certificates representing an equal amount 
of stock to comply with the plan and agreement or reorganiza- 
tion, dated August 25, 1915, under which the applicant was or- 
ganized. 


FUNDS FOR MINNESOTA LINE 


To provide funds for the completion of its line of railway 
between Hutchinson and Clara City, Minnesota, a distance of 52 
miles, the Electric Short Line Railway Company has applied to 
the Commission for authority to sell its fifteen-year gold bonds 
at the rate of $15,000 for each additional mile of its railroad 
constructed, at not less than 90 cents on’ the dollar, and in addi- 
tion to sell $10,000 per mile of its preferred non-cumulative 
stock at not less than 90 cents on the dollar. The present 
mileage of the road is about sixty miles. The proposed exten- 
sion will serve a rich agricultural territory, the applicant states. 











c. R. |. & P. BONDS 


The Chicago, Rock Island & Pacific has applied to the Com- 
mission for authority to issue $1,000,000 of general mortgage 
gold bonds and $1,000,000 of its first and refunding mortgage 
gold bonds. The general mortgage bonds are to be issued to 
reimburse the applicant’s treasury for expenditures from income 
for construction and improvement work. The other bonds will 
be issued against the general mortgage bonds. 


GA. & FLA. RY. INDEBTEDNESS 


The Georgia & Florida Railway Company has applied to 
the Commission for authority to issue $1,600,000 of certificates 
of indebtedness, to bear 8 per cent interest and to be payable 
three years after date. Half of the certificates are to be used 
as collateral for a loan from the government and the remainder 
are to be sold at par, the applicant states. 


RARITAN RIVER STOCK ISSUED 


The Raritan River Railroad Company has been authorized 
by the Commission to issue $160,000 of common stock to reim- 
burse its treasury for money expended from income in additions 
and betterments to road and equipment. It is proposed to sell 
the stock at par, bringing the total outstanding stock up to 
$1,000,000, the maximum authorized capital stock of the company. 


S. A. L. BONDS 


The Seaboard Air Line has applied to the Commission for 
authority to issue nominally $713,000 of first and consolidated 
6 per cent mortgage bonds and to pledge them with $1,077,000 ol 
nominally issued first and consolidated 6 per cent mortgage bonds 
with the Secretary of the Treasury in connection with its appli- 
eation for a loan of $5,782,000. me 


LOAN TON. O. T. & M. 


The Commission has approved a loan of $234,000 to the 
New Orleans, Texas & Mexico Railway Company to aid it in 
providing itself with additions and betterments. The applicant 
itself is required to finance $234,246 to meet the loan of the 
government. 
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Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 
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Mip.West Box Company 














Look for Use 
the Triple Tape 
Trade Mark Corners 

















Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for wr and 
long distance shipping. 








GENERAL OFFICES: 
1337 Conway Building Chicago, II. 


FACTORIES: 


Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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“The Black Diamond Expr ess” ¥ 


There is no commodity whose swift transport is more vital 
to the railroads and the public than coal. 


The General American Car Company has always been a 
pace-maker in improving and standardizing those devices for 
quick loading and unloading which result in economies of time 
and labor for railroads and shippers. 


Here is a 44-foot, 70-ton capacity side dump hopper car, 
especially heavy construction throughout, one of the largest 
types built in this country. 


The Company builds and repairs every type of car, all rail- 
road equipment complying with American Railway Associa- 
tion specifications. 

The Company’s trained engineers will be glad to furnish 
information on any construction questions in which you are 
interested, upon request. 


Subsidiary of the General American Tank Car Corporation 
General Offices: Harris Trust Building, Chicago, U. S, A. 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Obio 
Sales Offices. 17 Battery Place, N.Y.; 24 California St., San Francisca 
Cable Address: “Gentankar, Chicago” 
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This Register Has Opened a New Field 


or Economy in Business. 


EFINITE, worth-while economies have been effected by thou- 

sands of the most prominent firms in America by using a 
particular form designed especially for their bills of lading— 
express receipts—receiving records. Wherever padded forms are 
used or wherever more than one carbon copy is necessary, a 
Standard System will make it possible to do the work in less time, 
with less expense and with absolute accuracy. In almost every 
business—big or little—factory or store—there are opportunities 
to save hundreds of dollars and eliminate errors through the use 
of Standard Manifolding Systems. 


Sheets Can Not Slip 


The one thing that has made these economies possible is the 
Standard Manifolding Register. This machine has exclusive fea- 
tures that have revolutionized the use of manifolding devices. No 
matter how many carbon copies of forms you may need—whether 
they are printed on the same or different colors of paper—regard- 
less of how complicated the forms may be, all will be exact copies, 
perfect in alignment. You may use two copies or six. In either 
case the machine operates without binding. The carbon paper 
will not crumple or tear, and no time will be wasted in repairs or 
adjustments. 


How Standard Systems Are Used 


The Cadillac Bill of Lading is an example of Standard economy. 
Four copies are written at one time—one for the customer, one for 
the railroad, one for the shipping clerk and one for the main office. 
A complete, accurate record for every department at one operation 
—saving time—eliminating all possibility of error. 

The Studebaker Receiving Report is another example of 
Standard economy. The original goes to the purchasing agent, 
the duplicate is retained by the receiving department, the 
triplicate is forwarded to the stores accounting department, 

and a fourth copy is used for checking and filing. 
Another example of Standard economy is a sales con- 
trol system for retail stores, developed by Winchester Arms 
Company. It affords a method of recording sales of all 
kinds that provides protection, not only to the cus- 

tomer, but also to the merchant. 


Our Service Is Free 


If you are interested in better methods—meth- 
ods that will save expense, reduce overhead, give 
you better control of different departments and 
eliminate errors—our Service Department will be 
glad to provide you with samples of forms and sug- 
gestions that will aid in accomplishing the re- 
sults you desire. 


Mail Coupon for Report 


Just indicate on the coupon the kind of forms 
in which you are interested and we will be glad 
to send you, without obligation on your part, a 
booklet describing the Standard M@nifolding Reg- 
ister and samples of the most modern methods 
used in handling the following items: 


Bills of Lading Receiving Records 
Express Receipts Cash Sales 

Invoices Charge Sales 

Shop Orders Stock Records 
Purchase Requisitions Piece Work Records 
Delivery Records Departmental Orders 


The Standard Register Company 
59 Albany Street Dayton, Ohio 


CHECK AND MAIL COUPON 
The Standard Register Co., 59 Albany St., Dayton, Ohio. 


Without obligation on my part, send me booklet describing the Standard 
Manifolding Register and samples of forms showing the most modern methods 
used in handling the items checked below: 

C] Bills of Lading [] Purchase Requisitions [-} Charge Sales 

C] Express Receipts [(-] Delivery Records (] Stock Records 

([] Invoices (] Receiving Records (J Piece Work Records 


(J Shop Orders {-] Cash Sales 0 Departmental Orders 


Manifolding Systems |-.. 


Address 
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; Euprese Freight Service 





Twin Screw American Steamers 









New York Hamburg 
New York Rotterdam Amsterdam 








Philadelphia Rotterdam Amsterdam 


Philadelphia f Port of Los Angeles San Francisco 


¢ 







GENERAL OFFICES: 44 Whitehall Street, New York. 









CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY C. H. DRINKWATER | 
General Western Freight Agent | Northwestern Freight Agent 
| Philadelphia Los Angeles St. Louis - San Francisco 
/ 328 Chestnut Street Central Building Pierce Building Merchants Exchange 


















100% American Premier Fleet 


ATLANTIC-PACIFIC EXPRESS SERVICE 


America’s Coast-to-Coast Direct Fast Freight 


PHILADELPHIA REGULAR SAILINGS 
BALTIMORE FORTNIGHTLY 
SAVANNAH A-1 FAST STEEL 
and MOBILE STEAMERS 
DIRECT TO OFFERING 
LOS ANGELES (San Pedro District) RELIABLE 
SAN FRANCISCO UNEXCELLED 
PORTLAND FACILITIES 
SEATTLE and SERVICE 


FOR RATES AND PARTICULARS APPLY TO 


ATLANTIC-GULF & PACIFIC STEAMSHIP CORP. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO 60 California Street 
Philadelphia Savannah, Ga. New York Oakland, Cal. 
Drexel Building Savanah Bank and Trust Bldg. 42 Broadway Parr Terminal 


Pittsburgh Los Angeles, Cal. Mobile, Ala. Portland, Ore. 
Union Arcade Bldg. 427 Van Nuys Bldg. S. W. Cor. St. Francis & Water Sts. Board of Trade Bldg. 
Seattle, Wash. 
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